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diecent Jbauncbing Practice. 


By H. Bocler, A.M.I.N.A. 


t HE ever-increasing size of modern vessels 
has rendered their safe launching an 
undertaking of no small magnitude. 
When it is remembered that the launching 
weight of the Mauretania , for instance, amounted 
to no less than 16,800 tons, of the George Washing¬ 
ton to 15,500 tons, and of the battleships Van¬ 
guard and Sdo Paulo to about 10,500 tons, 
concentrated in the latter vessels over a relatively 
short length, it will be realised what careful 
preparations are required on the part of the 
shipbuilder. The usual practice is to launch in 
the direction of the ship’s length, the chief 
exception to this rule being the custom of side 
launching largely followed on the Great Lakes of 
North America, owing to the limited width of 
waterway bordering many of the shipyards in that 
part of the world. In the present article only 
the more prevalent method of launching will 
be dealt with, as exemplified in the case of 
recent large ships ; but it is hoped that some¬ 
thing may be said about side launching in a 
future issue. 


The first consideration with regard to a ship 
launch is the inclination desired for the ways, as 
this factor governs the declivity of the keel and 
must be settled before commencing to build the 
vessel. To avoid an excessive height of building 
blocks forward, the declivity of the ways should 
be kept as small as possible consistently with 
obtaining sufficient accelerative force to start 
the vessel and ample depth of water over the 
way-ends to prevent her tipping. The bearing 
area of the ways is determined in relation to the 
weight of the ship and their declivity ; but while 
sufficient area must be provided to prevent an 
undue rise of temperature with 44 firing ” of the 
ways when the vessel is in motion, care must be 
taken that the area is not too large to prevent 
motion altogether. Speaking generally, the 
greater the declivity the smaller should be the 
pressure per square foot on the ways and vice 
versa. It will be seen from Table I., which con¬ 
tains a summary of the launching data of a 
number of recent large vessels, that when the 
British practice of launching on two lines of ways 



Fig. i.—Double Launching-Ways, usual Practice. 
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is followed, as shown in Fig. 1, declivities of from 
11/16 to 8/16in., in conjunction with a pressure 
per square foot of bearing surface of from two 
to three tons, have proved satisfactory in practice. 
In some French yards, notably the naval dock¬ 
yards at Brest and Lorient and the yard of the 
Chantiers de la Loire at St. Nazaire, only a single 
line of ways is employed to carry the ship, as 
shown in Fig. 2. As a precaution, for use should 
the vessel stop or incline over during the launch, 
additional ways are provided at each bilge 
beneath the docking keels, a space of about fin. 
being left between the keels and ground-ways so 
that they only touch in a case of emergency. 
The use of the single way is due largely to the 
limited width of the concrete building slips 
adopted in French shipyards, but it is also said 


builders prefer to have a guide ribband, bolted 
on the inside of the sliding-ways as in IV. or on 
the outside of the standing-ways as in V. Types 
IV. and V. are, however, neither so strong nor 
durable as III. The ways have generally the 
same width throughout their length, but some 
builders, including the “ Vulcan ” Company, of 
Stettin, make the after end of the ground-ways 
and the fore end of the sliding-ways somewhat 
wider, so that the bearing area is not too greatly 
reduced as the vessel passes into the water. 
The ways are commonly supported on baulks of 
timber, laid alternately in a transverse and fore 
and aft direction ; see Figs. 5, 6 and 8. A depar¬ 
ture from this practice is made at the Union Iron 
Works, San Francisco, where “ A ” frames are 
used for supports, as shown in Fig. 4 ; but 



Fig. 2.—Single Launching=Way, French Practice. 


to be cheaper as no expensive launching cradle 
and poppets are required. As a high velocity of 
the ship down the single way is required to 
prevent inclination from the vertical, the declivity 
and pressure per square foot on the ways are 
much in excess of British practice. For example, 
at the launch of the French battleship Con- 
dor cet at St. Nazaire, in April last, the declivity 
was fin. to the foot and the pressure on the ways 
4-5 tons per square foot—much more than a 
British shipbuilder would care to allow. 

The form of cross-section suitable for the ways 
is largely a matter of opinion. Various prevalent 
forms are shown in Fig. 3. The earliest and 
cheapest form, I., although well adapted and 
still used for small ships up to about 2,000 tons 
launching weight, has not proved satisfactory for 
larger vessels, and its use has been abandoned in 
the case of heavier ships in favour of ways of the 
flat type. Type II. is a convenient and strong 
form of flat way, which can be reversed as in III. 
when a smaller area is required. Its possible 
disadvantage is that bearing may not take place 
evenly across the width. For this reason many 


whether any advantage is gained by this arrange¬ 
ment over the ordinary system is doubtful. A 
slight camber is usually given to the ways to 
prevent their becoming hollow as the ship passes 
along. Camber may also often be adopted with 
advantage in order to give increased buoyancy if 
required to prevent tipping, its effect in this 
respect being very thoroughly dealt with by 
Mr. John Smith in his recent paper read before 



IV ^ 

Fig- 3-—Types of Launching=Ways. 











































Fig. 4 — Support of Ways and Forward Poppets, “South Dakota.” 











Table I.—LAUNCHING DATA 


Name. 

Ivernia 

Kaiser Wilhelm 

Minnesota 

South Dakota 

Connecticut 

Mauretania 

Builders . 

C. S. Swan 
and Hunter, 

II. 

“Vulcan” A.G., 
Stettin 

Eastern Ship¬ 
building Co., 

Union Iron 
Works. 

Navy Yard, 
New York. 

Swan, Hunter, 
and Wigham 


Ld., 


New London, 

San Francisco 


Richardson, 


Wallsend 


U.S.A. 



Ltd. 

Date of launch 

21/9/1899 

12 / 8/02 

16/4/03 

21/7/04 

29/9/04 

20/9/06 

Length B P. 

580' 0" 

678' 0" 

608' 0" 

502' 0" 

450' 0" 

760' 0" 

Breadth 

64' 6" 

72' 0" 

73' 4" 

69' 6" 

76' 10" 

88' 0" 

Declivity of keel in 
l/16ths of an in. per ft 

7-4 

8-8 

8-7 

5*8 

9*0 

8-0 

Mean declivity of 

8*0 

8-8 

10*2 

6 0 

11 0 

8*8 

sliding ways at start 







Camber of ways 

15" in 600' 0" 

None 


11" in 300' 0" 

1" in 498' 0" 

21" in 794' 0" 

Bearing length of 

500' 0" 

604' 0" 

520' 0" 

369' 0" 

360' 0" 

635' 0" 

sliding ways 







No. and width of 

2—4' 0" 

2-4' 7" for 335ft. 

2-4' 6" 

2-2' 10" 

2—4' 2" 

2—6' 0" 

sliding ways 


ford., 3' 7" for 
269ft. aft 





Launch weight, in- 

8,200 tons 

11,040 tons 

10,400 tons 

6,190 tons 

6,540 tons 

16,800 tons 

eluding cradle 







Pressure per sq. ft. 

2-05 tons 

2 *22 tons 

2 *22 tons 

2 96 tons 

2*18 tons 

2*20 tons 

on the ways 







Pressure on fore 

2,060 tons 

1,317 tons 

2,580 tons 

1,635 tons 

1,660 tons 

3,700 tons 

poppets 







Holding arrangem’ts 
after keel blocks 
removed 


2 dog-shores & 1 
special stopper 
on each side 

2 dog-shores 
each side 

1 timber hold¬ 

1 dog-shore 
each side 

9" x 10" 

2 dog-shores 
each side 

9" x 9" 

8 iron triggers 

4£" x 4" placed 
four abreast 


Canvas bags 
filled with sand 

fast each side 

4' 6"x 7" 


1 hold-fast of 
oak each side 




wedged under 



300 sq. in. area 


Lubricant . 


bow 

Tallow 145 cwt. 

Tallow 10*3 cwt 

Stearine |in. 

Tallow 290i cwt. 



Soft soap 9 ,, 

Stearine 4 ,, 

Beef tallow fin. 

Soft soap 22 ,, 




Flax seed 6 *7 ,, 
Lard oil 28 ,, 

Soft soap 7 ,, 

(Painted on hot) 

Graphite 1 coat 

(Sprinkled on) 

Train oil 124 ,, 




Bar soap 7*1 ,, 


Launching 
grease ^in. 







(Rubbed on) 

29/8/06 

Commenced to apply 




20/7/04 

8/9/04 

same 







Temperature on day 



50° F. 


71° F. 

64° F. 

of launch 







Maximum velocity 

13 knots 


6T knots 

11*36 knots 

12 0 knots 

14 0 knots 

per hour 







Co-eflicient of friction 

040 


•039 

•0294 

•03 

•032 

at start 







Co-eff. of friction, 

020 



•020 

•021 

•022 

minimum 

Checking arrange¬ 
ments 

Drags con¬ 
sisted of four 

3 brakes 

2 wood floats 

2 anchors 
lowered after 

72 rope stops 

2 anchors 

Mask bulkhead 
155 sq. ft. 

6 drags each side 
consisting of 

24 -ton anchors 

» 2 anchors 

leaving ways 

dragged 34ft. 


heaps of chains; 
total weight 
1,015 tons. 1st 
drag acted 33' 
before vessel 


and 310 tons oi 
chains in all, 
connected to 
three hawsers 

: lowered after 

leaving ways 




on each side 





left ways 

Total distance 

of ship 

740' 0" 



783' 0" 


951' 0" 

travelled 

1 

















































FOR LARGE VESSELS. 


Blucher 

Kiel Dockyard 

Berlin 

A.G. Weser, 
Bremen. 

George 
Washington 
“ Vulcan” A.G., 
Stettin. 

Noi'th Dakota 

Fore River 
Shipbldg. Co., 
Quincy, U.S.A. 

Voltaire 

Chantiers de 
la Mediterranee, 
La Seyne 

Condorcet 

Chantiers de 
la Loire, 

St. Nazaire 

Diderot 

Chantiers 
de l’Atlantique, 
St. Nazaire 

11/4/08 

7/11/08 

10/11/08 

10/11/08 

16/1/09 

19/4/09 

20/4/09 


588' 0" 

700' 0" 

510' 0" 

476' 0" 

476' 0" 

476' 0" 


69' 6" 

78' 0" 

85' 3" 

QO 

84' 9" 

84' 9" 


7 0 

8*2 

11 0 




11 0 

8-3 

8-2 

110 

no 

11-2 

9 0 

None 


None 

None 




425' 0" 

494' 0" 

652' 0" 

387' 0" 



368' 0" 

2—3' 3" 

to 

i 

Oi 

2—5' 2" for 400ft. 
ford., 4' 7" for 
252ft. aft 

2—4' 8" 


1—4' 0" 

2-4' 11" 

5,700 tons 

10,700 tons 

15,500 tons 

7,980 tons 

5,700 tons 

7,480 tons 

7,500 tons 

2*06 tons 

244 tons 

2 # 60 tons 

2*21 tons 

1 *38 tons 

4*50 tons 

2T0 tons 

1,200 tons 

2,100 tons 


1,850 tons 


1,500 tons 

1,200 tons 



3 dog-shores 
and 1 special 
stopper on 
each side 

Saw log each 
side 280 sq. in. 


2 dog-shores 
on each side 

4 dog-shores 

5 sand boxes an< 
2 hydraulic 

triggers on 
each side 

Soft soap 21 cwt. 
Tallow 6 ,, 
Launching 
grease 5 ,, 



Tallow 112 cwt. 
Lard oil 41 ,, 

Tallowene 

25*5 „ 







9/9/08 




46° F. 

o 

O 


42° F. 




11 *5 knots 

15*5 knots 


12 , 32 knots 

100 knots 


9*9 knots 




•0573 




•025 

2 wood masks 
each 215 sq. ft. 

4 brakes 

4 wood floats 

1 armour plate 
drag connected 
to the 4th brake 

2 anchors 
lowered after 
leaving ways 

Mask 247 sq. ft. 
160 rope stop¬ 
pers of 8£" 
Manilla 

44 do. of 8" 
Manilla 

Chain drags, 2 
piles each 
side, 120 tons 

2 anchors 
lowered after 
leaving ways 

None 


. 


1 ,200' 0" 

740' 0" 


. 
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the Institution of Naval Architects. Care should 
be taken, however, that the camber forms part 
of the arc of a circle, as otherwise the stern 
poppets may loosen as the ship moves down and 
trip up before the after cradle leaves the ways. 

The foremost portions of the launching cradle, 
commonly termed the “fore poppets,” require 
to be carefully designed on account of the great 
thrust which comes upon them at the moment 



the vessel begins to lift aft. Standard British 
practice as regards their design is well illustrated 
by Fig. 5 which shows the bow launching cradle 
of the Brazilian battleship Sdo Paulo , and Fig. 6 
which shows a section through the Mauretania’s 
launching cradle. These illustrations explain 
themselves. The fore poppet of the French 
battleship Diderot is shown in Fig. 7. In this case 


the poppet was kept lower and no connections 
were made to the shell. American practice on 
the Atlantic coast is illustrated by Fig. 8, which 
shows the forward cradle of the United States 
battleship North Dakota , launched by the Fore 
River Shipbuilding Company, Quincy, Mass. In 
this case also no knee plates were fitted to the shell, 
the cradles on the port and starboard sides being 
fastened together by rope lashings or, as termed 
in American parlance, “ trapping.” Eight fore and 
aft baulks of timber or “ toggles ” on each side, 
of which six will be seen in the illustration, were 
firmly secured to vertical timbers. These toggles 
were made of oak, tapered to permit their with¬ 
drawal and rounded on the outboard side so that 
they would not cut the trapping. The latter 
consisted for the first toggle of nine turns of 10-in. 
Manilla, for the second eleven turns of 9-in. 
Manilla, for the third ten turns of 10-in. Manilla, 
for the fourth twelve turns of 9-in. Manilla, for 
the fifth nine turns of 10-in. Manilla, for the sixth 
eleven turns of 9-in. Manilla, for the seventh 
eleven turns of 9-in. Manilla, and for the eighth 
eight turns of 9-in. Manilla. Practice at the 
Union Iron Works, San Francisco, is illustrated 
by Fig. 4 showing the forward cradle of the United 
States cruiser South Dakota. The timbers shown 
are connected to the corresponding timbers on the 
opposite side by iron flats extending under the 
keel. To distribute the pressure upon the 
poppets over as great an area as possible, it is 
usual to have several layers of soft timber (see 
Fig. 6), on which the vessel may, so to speak, 
make her own bed. In the case of the South 
Dakota the soft timber consisted of a series of 
small blocks or crushing pieces of Oregon pine, 
gradually increasing in width from the foremost 
towards aft, as shown in Fig. 9. The extent 
- to which these pieces crushed at the launch is also 
indicated in this sketch. The most interesting 
departure from the usual method of forming the 
poppets, however, was that made at the launch 
of the German cruiser Blucher , in which case a 
specially designed journal bearing was adopted on 
each side, as shown in Fig. 10. The advantage 
of this arrangement is that the exact point of 
application of the thrust is known and can, 
therefore, be provided for with certainty. Each 
pin was 40in. long and had a diameter of 8in. 
The base of the lower support was 20ft. long by 
4ft. wide. 

The usual means adopted for transferring the 
weight of the ship from the building blocks to 
the ways is to tighten up the wedges fitted for that 
purpose between the sliding-ways and the bottom 
of the vessel. To give an example from actual 
practice, the wedges in the case of the battleship 
North Dakota were of oak, about 7ft. long, 6in. 

















































Fig. 8.—Forward Poppets, “North Dakota. 
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wide, and 4fin. thick at one end tapering to 
about Jin. at the small end. For tightening up, 
58 battering rams were provided, 29 on each side, 


the spaces, about fin. wide, between the block and 
the sides of the box were filled with tallow, pro¬ 
tected outside by a strip of tarpaulin. Each 



Fig. 9.—Distribution of Crush under Forward Poppets, “South Dakota.” 


and four men were stationed to swing each ram. 
The r rams were of oak, 6in. by 6in. by 6ft. long, 
arid fitted with f-in. by 18-in. iron staples instead 
of rope. The total number of wedges employed, 
including both sides of the ship, was 734. At the 
launch of The Mauretania the wedges used were 
of red pine, about 7ft. 6in. long. Forward and 
aft they were double 9in. by 3in., but amidships 
only single wedges llin. by 4in. were used. In 
the case of the Blucher , to which reference has 
already been made in connection with the novel 
form of poppet employed, an equally great 
innovation was the adoption of sand boxes to 
transfer the weight instead of the wedging up 



Fig. 10.—Journal Bearing at Forward End of 
Launching Cradle, “ Blucher.” 

process. During the building of the cruiser, 130 
sand boxes, similar to that shown in Fig. 11, 
were spaced equally under the bottom, and 
wedged up to take the total weight so that all 
other shores could be removed. At the time of 
the launch, openings in the sides of the boxes 
were unscrewed, so that the sand could run out. 
By this arrangement the weight was transferred 
more uniformly than by the usual method, and 
the ship sank evenly fin. in about three minutes. 
The boxes were then removed, prior to releasing 
the triggers. The sand boxes were of cast iron, 
rectangular in form, 22in. long by 16in. broad by 
16in. deep, the walls being fin. thick. They 
were filled with dry sand, upon which rested an 
oak block. To prevent the sand becoming damp, 


block was previously tested with a load of 80 tons, 
but the actual load was limited to about 40 tons. 

Much difference of opinion exists regarding the 
nature and quantities of lubricant required for 
greasing the ways, and the period which may 



Fig. 11.—Sand Boxes used at the Launch of 
the “ Blucher.” 

elapse between the time of application and the 
date of launching. Some years ago a firm of 
North-East Coast shipbuilders made enquiries 
from other builders regarding these matters, and, 
taking the average ordinary practice of about 
thirty builders, the quantities of lubricant 
applied per 100 sq. feet of greased area were 751b. 



Fig. 12.—Ordinary Dog^Shore. 

of tallow and 351b. of soft soap, while about half 
the total number of builders consulted added 
half a gallon of oil to these quantities. For very 
large vessels a more generous use of lubricant is 
usual, 2001b. per 100 sq. feet being nearer the 
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mark. When the temperature is normal, i.e ., 
45° to 65° F., the ways can be greased seven to 
ourteen days before the launch or even longer, 
in some cases the lubricant having been applied 
as long as six weeks beforehand. In very hot 
weather, however, there is a general opinion that 


down some hours beforehand. With regard to 
cold weather, opinion is not so unanimous. The 
majority of builders prefer to have the ways in as 
short a time as possible in this case also, and 
in very frosty weather to have fires burning 
alongside. 



Fig. 13.—Phorson’s Hydraulic Launching Trigger. 


the ways should be in as short a time as possible, 
while the outer seam between the ways should be 
covered or caulked with oakum until the time of 
the launch. The grease should also be put in 
after sunset, the ways having been placed upside 


After the keel blocks are removed, which is not 
done until just before the launch, the vessel is 
prevented from moving by dog-shores, launching 
triggers, or other similar devices. The simplest 
of these devices—the dog-shore—is illustrated by 


SIDE. ELEVATION 




Fig. 14.—LaunchingJTrigger used on the Clyde. 
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Fig. 12. It consists of a baulk of timber about 
10 feet long and 1 foot square in section, placed 
in an inclined position, and butting against pro¬ 
jections bolted to the sliding and standing ways. 


vessels of to-day it is only used as an auxiliary 
device, the vessel being finally held by some 
mechanical form of launching trigger. For 
instance, at the launch of the battleship Sdo 



The ends are steel-shod and bevelled at such an 
angle that the shore will fall clear when struck 
from above. For small ships the dog-shore has 
proved quite satisfactory, but for the heavier 




Fig. 16.—Guillotine and Stopper as used at the 
Launch of the “George Washington.” 


Paulo two dog-shores were fitted on each side, 
which may be clearly seen painted white in Fig. 5 ; 
while in addition to these shores and after their 
removal, the vessel was held by powerful 
hydraulic triggers. The hydraulic launching 
trigger was originally introduced by Mr. P. 
Phorson, of Sunderland, and has been adopted by 
a number of builders, including Messrs. Harland 
and Wolff, who employ it for all their big ships. 
Its principle will be readily understood by 
reference to Fig. 13. 

A mechanical form of trigger used on the 
Clyde is illustrated by Fig. 14. The lever A , 
held in position by the levers B and ( 7 , projects 
about 3in. above the ground-way. This pro¬ 
jection bears against a copper block Q, held 
in a corresponding projection bolted to the 
sliding-ways, and prevents movement as long as 
the lever A is held up. By carefully measuring 
the compression of the copper block, some idea 
is obtained of the force acting down the ways. 
The weight E , held by an electro-magnetic hook 
controlled from the head of the vessel, is released 
at the desired moment and disengages the various 
levers, leaving the vessel free to move. The 
switch X comes into action when the lever B 
falls and indicates to the official in charge 
that all is in order. The form of releasing 
gear used at the Wallsend Shipyard and em¬ 
ployed at the launch of the Mauretania is 
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illustrated by Fig. 15, and may be described as 
follows. When the clip L is pulled back by 
the rod R, worked from the bow of the 
vessel, the casting M falls down sideways and the 
trigger N drops down, leaving the vessel free to 
move. The “ Vulcan ” Company, of Stettin, 


have a totally different method, which they have 
successfully used at all their big launches, in 
addition to dog-shores. Their arrangement is 
shown in Fig. 16, and consists of a horizontal 
baulk of timber or stopper held against a 
projection on each of the sliding-ways by the 


pull from a steam capstan, in the manner clearly 
shown in the sketch. To release the vessel, the 
guillotines on both sides are allowed to fall 
simultaneously, thus severing the ropes holding 
the stoppers and allowing the latter to swing 
round free of the ways. At this yard it is also 
the practice to wedge in a 
number of sand bags under the 
keel forward. The sand is run 
out of the bags at the same 
time as the stoppers are re¬ 
leased, giving a sudden impetus 
which tends to start the vessel. 
In American shipyards on the 
Atlantic coast it is usual to 
hold the vessel, after the dog¬ 
shores are removed, by what 
are termed timber hold-fasts or 
sole-pieces, strongly bolted at 
one end to the standing-ways 
and at the other end to the 
sliding-ways, as shown in Fig. 
17, which illustrates the sole- 
pieces fitted at the launch of the 
Atlantic liner Minnesota. Each 
sole-piece was 4ft. 6in. wide by 
7in. deep, the connection to both 
the standing and sliding ways 
consisting of sixty-nine lj-in. 
bolts. The vessel was released by sawing 
through the sole-pieces at the place indi¬ 
cated in the diagram. The French battle¬ 
ship Diderot was held, after wedging up, by 
eight dog-shores, ten sand boxes, and four 
hydraulic triggers, which were released in the 
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Fig. 17.—Sole-Piece as used at the Launch of the “Minnesota.” 




Fig. 18.—Wedge-Brakesjas used at the Launch of the “George Washington. 
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order given, the keel blocks being in this case 
removed some time before the launch. The sand 
boxes were placed at intervals in the path of the 


ways, the sand being compressed against the 
under side of the sliding-ways, and their holding 
power was due to the excessive friction thus 
caused. At the desired moment 
the sides of the boxes were dis¬ 
tended by means of a screw 
spindle worked by a hand-wheel, 
and the level of the sand 
lowered. 

It is difficult to lay down any 
general rule regarding the ar¬ 
rangements required for check¬ 
ing a vessel when afloat, as local 
conditions and practice vary so 
greatly. Any firm can, however, 
obtain valuable guidance in this 
respect by carefully recording at 
each of their launches the dis¬ 
tance travelled, the velocity at 
any instant, and the time when 
the various resistances or 
“drags” come into action. From 
such data the retarding forces 
can be calculated and the 
minimum resistances estimated 
which will stop future vessels in 
a given distance, thus avoiding 
useless expenditure on the pro¬ 
vision of excessive drags. The 
most common checking device 
employed is to have piles of 
chains and anchors buried in the 
ground and attached by hawsers 
to eye-plates on the vessel’s sides, 
and these come into action when 


she is nearly off the ways. As an example of the 
use of both chains and anchors, the Cunard liner 
Ivernia may be quoted. In this instance four 
2J-ton anchors and 310 tons of 
cable were employed, being ap¬ 
plied gradually after she left the 
ways. When building berths are 
piled anchors cannot be used 
and chains only are adopted. 
In such cases the weight of the 
chains varies in practice from 
about one-sixteenth to one- 
twentieth of the weight of the 
ship, unless there is plenty of 
room for launching when a yet 
smaller quantity will suffice. 

The “ Vulcan ” Company, of 
Stettin, use an entirely different 
method for checking their ves¬ 
sels. Their practice is to have a 
series of strong wedge-shaped 
brakes of the design shown in 
Fig. 18, in lieu of the piles of 
chains already mentioned. The illustration shows 
clearly the form of construction and dimensions 
of the brakes adopted for their largest vessels, 























RECENT LAUNCHING PRACTICE. 


15 


while Fig. 19 is a photograph of one of the 
brakes used at the launch of the Kaiser Wilhelm 
II. The complete checking arrangements made 
at the launch of the “Vulcan” Company’s 
heaviest ship—the George Washington —are in¬ 


heavy cross timbers. They were loaded to float 
vertically and connected in pairs by wire ropes, 
the distance between the two floats forming each 
pair, when drawn out, being about 80 feet. Prior 
to the launch they were moored alongside the 



Fig. 21.—Wood Mask, “North Dakota.” 


dicated in Fig. 20, and consisted of four brakes, 
three of which were placed on one side of 
the vessel ; four vertical wood floats ; one hea^y 
armour-plate, attached to the outermost brake ; 
and two anchors, lowered after the vessel left the 
ways. The wood floats were 26ft. wide by 13ft. 
deep, and formed of baulks 12in. thick bolted to 


quay, and were gradually drawn out as the 
hawsers became taut. 

One of the most effective checking devices is to 
have a wood mask or bulkhead, placed across the 
after end of the vessel. This method is frequently 
adopted in American and French shipyards, and 
is illustrated by the photograph of the battleship 
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North Dakota , Fig. 21, which may be taken as a 
typical example of American practice. In this 
case the mask was made of 3-in. yellow pine 
planks, bolted to 8in. by Bin. baulks, which were 
supported from the stern-post and the lower ends 
of the propeller struts by yellow pine bracing. 


connecting two chains, one fixed to the ground and 
one to the ship, the stops being broken in turn as 
the ship proceeds. At the launch of the cruiser 
South Dakota at San Francisco, 36 stops were 
used on each side, the details being shown in 
Fig. 23. Each stop consisted of five turns of 



Fig. 22.—Stern Wave due to the Wood Masks at the Launch of the “ Berlin.” 


The width of this mask was 17ft. at the top and 
10ft. at the bottom, the area being 247 sq. feet. 
The effective action of similar bulkheads, used at 
the launch of the German liner Berlin at the 
Weser Company’s yard at Bremen, is clearly 
shown by the stern wave in Fig. 22. In this case 
a bulkhead was fitted at each side of the rudder 
against each propeller. The dimensions of each 


3-in. Manilla rope and had a breaking strength of 
about 30 tons. 

In conclusion, the writer has to thank those 
builders who have kindly supplied information 
with regard to the vessels mentioned. Many of 
the particulars have already appeared in a 
disconnected form in the technical press, but it is 
hoped that the present article, as a summary of 


TOTAL STOPS EACH SIDE. 36. 

LENGTH OF STOPS. ABOUT 6 FT. 

SPACING OF STOPS. .. 8 FT. 

ESTIMATED BREAKING STRENGTH. 30 TONS EACH 



FIXED CHAIN. 


Fig. 23.—Rope Stops, “ South Dakota.” 


bulkhead were 16ft. 6in. high by 13ft. wide, so 
that the total area was 430 sq. feet. The height 
of the lower edge above the keel line was 3ft. 
Another retarding device used in America is to 
have a series of what are termed 44 rope stops ” 


recent practice, may prove of considerable value 
to those who have to deal with the important 
problem of launching, besides being of interest 
to the profession generally. 

































** 



0 



Photo by] Auty, Tynemouth. 

MR. SUMMERS HUNTER, M.I.M.E., M.I.N.A. 


(See Page 17.) 
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No. 9.—Mr. SUMMERS HUNTER, M I M E., M I N.A., &c 


» R. SUMMERS HUNTER, the subject of 
our “ Headlight ” notice on this occa¬ 
sion, needs no introduction to readers of 
The Shipbuilder , for he is well known 
even beyond the limits of the United Kingdom as 
the managing director of the North Eastern 
Marine Engineering Co., Limited, of Wallsend 
and Sunderland. Born at Inverness, he received 
the groundwork of his education at the old Royal 
Academy there. In 1868, his family moved to 
North Staffordshire, and young Hunter had 
hardly left school when his father died. Circum¬ 
stances compelled him to start work at the early 
age of fourteen, and he was apprenticed to Messrs. 
Barker & Cope, who at that time carried on an 
extensive general engineering business at Kids- 
grove, near Stoke-on-Trent. Attendance at 
science classes often meant for him a walk of some 
six miles after the ordinary day’s work—sufficient 
to damp the ardour of most student apprentices— 
but tenacity of purpose was then, as now, one of 
our “ Headlight’s ” characteristics. He made 
rapid progress, secured good prizes, and while 
still a youth had sufficient confidence in himself 
to give several addresses to the scientific and 
literary classes with which he was connected. 
In these early days, Mr. Hunter was fortunate 
in meeting with and working under several well- 
known men, including the first Sir George Elliott, 
the two Bidders, Mr. Robert Heath, Mr. W. Y. 
Craig, Mr. Danks, and others whose names will 
always be remembered for their connection with 
great engineering and industrial undertakings, 
and the influence of these men left an indelible 
impression on the youth’s mind and helped not a 
little to mould his character on the right lines. 

Before completing his apprenticeship, and for 
some three years afterwards, Mr. Hunter was in 
charge of various important undertakings on 
behalf of Messrs. Barker & Cope. Thus, in early 


life he gained a valuable experience in engineering 
in connection with iron and steel works, collieries, 
pumping plant, etc., and in general engineering 
identified with the North Staffordshire indus¬ 
tries. Deciding to follow marine engineering, 
however, he in 1880 obtained employment with 
the North Eastern Marine Engineering Company 
(under the late Sir William Allan) at their 
Sunderland Engine Works. After a short time 
in the shops, he went to sea for some two years ; 
and having obtained his chief engineer’s certifi¬ 
cate, he wisely decided to accept a junior 
appointment on the staff of the North Eastern 
Marine Engineering Company at their new 
Wallsend Works. Mr. Hunter’s sea experience, 
narrated by a less modest individual than himself, 
might well be regarded as both unique and 
thrilling, including as it did shipwreck and more 
than the average share of hard knocks which 
comes to the lot of the sea-going engineer. 
Certainly his two years’ “tramping,” mainly in the 
Atlantic trade, was in later years to prove of 
immense assistance to him in appreciating what 
a marine engine has to do in actual work. After 
joining the North Eastern Marine Engineering 
Company, his advancement was steady and 
continuous, until some eight or nine years ago 
he was appointed managing director of the 
company, with control of their works both at 
Wallsend and Sunderland. Under normal con¬ 
ditions, these works employ 4,000 men, and are 
capable of turning out marine engines and boilers 
of the largest size. The company’s average 
output of propelling machinery for the last five 
years has represented 105,609 I.H.P. per annum, 
the largest output of any firm in the world. 

Mr. Summers Hunter, during the course of his 
career, has invented many labour-saving 
appliances, and, in conjunction with the late 
Mr. W. Kilvington, originated many new and 
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important methods for the more perfect and 
economical construction of marine engines and 
boilers and their details. Especially ingenious 
and useful is his apparatus for accurately 
machining and fitting the radius links for link 
motions. He was one of the first on the North- 
East Coast to recognise the great possibilities of 
electric driving; and, after numerous experi¬ 
ments and tests, the entire electrification of the 
company’s works at Wallsend was decided on. 
A complete equipment of electric driving plant, 
overhead travelling cranes, etc., was installed in 
1900, the current being obtained from the Neptune 
Bank Power Station. The electrification of the 
Sunderland Works followed in 1901, and for a 
long time the North Eastern Marine Engineering 
Company was the largest consumer in the 
country of electricity taken from public supply 
companies. As a further evidence of our 44 Head¬ 
light’s ” progressive spirit and initiative on 
behalf of his company, we may instance the 
erection of the 150-ton electrically-driven canti¬ 
lever crane just completed at Wallsend and 
described elsewhere in the present issue, and the 
completion of a magnificent deep-water jetty 
1,000 feet long, equipped with the latest 
appliances for rapidly and economically fitting 
machinery on board ship. 

Doubtless remembering his own early struggles, 
Mr. Hunter has always had at heart the interests 
of the rising generation, and he has laboured to 
give all possible encouragement to those appren¬ 
tices who are desirous of improving themselves 
in the technical knowledge of their business. 
He believes in utilising as far as possible the 
talent trained by his company, and many men 
who served their apprenticeship and worked 
under him now occupy responsible positions in 
both the Wallsend and Sunderland Works. This 
system creates a certain good fellowship and 
esprit de corps throughout the various depart¬ 
ments, which can be attained in no other way. 
This spirit, in Mr. Hunter’s opinion, is an im¬ 
portant factor in the success of any industrial 
undertaking, and particularly so in engineering 
and shipbuilding. 


Mr. Summers Hunter is this year the President 
of the North-East Coast Institution of Engineers 
and Shipbuilders ; and in his presidential address, 
among other important subjects touched upon, 
he dealt at some length with the new scheme for 
the training of Naval engineers, and expressed 
the view that the changes recently made were not 
at all likely to make for efficiency—an opinion 
which aroused considerable interest. A member 
of various scientific institutions, our subject also 
holds responsible appointments in connection 
with the Engineering Trades Employers’ Federa¬ 
tion. In spite of the numerous calls upon his 
time, he found it possible to take part in the 
municipal life of Wallsend, occupying for a 
number of years a seat on the Urban District 
Council (now replaced by the Wallsend Town 
Council) ; but, owing to increased responsibilities, 
he was reluctantly compelled to retire from the 
position. 

Like many other patriotic Englishmen, the dark 
days of 1900 made a deep impression on our 
44 Headlight.” He joined the 2nd Volunteer 
Battalion of the Northumberland Fusiliers, 
raised two companies in Wallsend, and now 
holds the rank of captain in the 5th V.B.N.F. 
and has command of the Wallsend detachment 
of that battalion. He has done much to make 
enlistment popular among the employes, and 
particularly apprentices, in the marine engineering 
and kindred industries at Wallsend ; and, largely 
owing to his efforts, a spacious drill-hall for their 
use was recently erected in the borough. 

Throughout his busy life, Mr. Hunter has been 
distinguished for unswerving integrity and has 
made for himself a reputation for technical skill 
and sound practical judgment, and he has 
assured for himself that material success which is 
the reward of perseverance, industry, and un¬ 
sparing effort. A man of deep convictions and 
wide sympathies, he has the subtle power of 
making friends and securing respect wherever he 
goes. When we add to these very excellent traits 
of character his deep sincerity and honesty of 
purpose, we have at once the keystone of his 
popularity and success. 




Mr. A. J. Campbell, late shipyard manager 
with Messrs. Vickers, Sons & Maxim, Barrow, 
was presented with a handsome gold watch by 
the officials and foremen, on his leaving for 
Spain to take up the important position of 
Director of Naval Construction under the Com¬ 
mission responsible for the building of the new 
Spanish fleet. 


The International Tug Company, of Rot¬ 
terdam, has secured the contract for the towage 
of the floating dock built by Messrs. Vickers, 
Sons and Maxim, Barrow, for the Protectorate of 
Nigeria. The work of towing the dock from 
Barrow to the Niger is being carried out by the 
International Company’s tug Thames , of 1,200 
I.H.P. 
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The modifications of their rules, 
Lloyd’s New which the Committee of Lloyd’s 
Rules. Register have had under con¬ 

sideration for some time past, 
having been finally approved by the General 
Committee, the new rules will be issued at an 
early date. The revised rules and tables have 
been framed to include ships up to about 680ft. 
in length, and they cover all the vessels previously 
classed by the Society except the Cunard liners 
Lusitania and Mauretania. Speaking generally, 
the scantlings for a full-scantling ship have been 
reduced, being based upon present practice in the 
case of spar-deck vessels, which, although of 
somewhat lighter construction than the full¬ 
scantling ship, obtain practically the same 
freeboard and have performed their work satis¬ 
factorily. In the new rules, therefore, no 
provision is made for spar-deck vessels, two main 
types only being considered, viz., (1) the full¬ 
scantling vessel, and (2) the vessel having a 
continuous superstructure, such as an awning or 
shelter deck. In both types the transverse 
number will be taken to the uppermost con¬ 
tinuous deck, with a deduction in the awning or 
shelter deck type of the height between the 
shelter deck and the deck next below, provided 
this does not exceed 8ft. The first or transverse 
number will consist simply of the addition of the 
breadth moulded and depth moulded of the 
vessel, the half-girth measurement being no 
longer included. Owing to this modification it 
will no longer be possible to secure smaller 
scantlings by fining the midship section relatively 
to the ends of the ship, and thus one of the greatest 
anomalies of the present rules will disappear. 
The new rule length corresponds to that commonly 
known as the length between perpendiculars, and 
will be measured from the fore side of the stem to 


the after side of the sternpost. The second or longi¬ 
tudinal number is obtained by multiplying the 
frame number by the length, as at present. The 
proportions of length to depth are taken to the 
uppermost continuous deck, and in the way 
of a long bridge to the bridge deck, the side 
plating being maintained of uniform thickness up 
to the strake beneath the bridge sheer strake, 
which sheer strake for the length of the bridge 
becomes the main sheer strake of the ship. The 
additions for proportions are made to the bridge 
sides and deck, the extra material thus being 
placed where it is of most value. Smaller grades 
have been introduced into the tables in order to 
render the increase in weight from one grade to 
another as small as possible having regard to the 
strength required. These smaller grades necessi¬ 
tate the increases in frame spacing to be made by 
half-inches and the thicknesses of material to be 
varied by smaller differences than one-twentieths 
of an inch. The dimensions of the frames are 
determined from the tables by using the frame 
number in association with the depth from the 
lowest tier of beams to the top of the floors. 
This arrangement renders unnecessary the intro¬ 
duction of tiers of beams at certain specified 
depths of ship ; for if a tier of beams he dispensed 
with, the frames will be suitably increased on 
account of the increased height to the lowest tier 
of beams ; while if an additional tier of beams be 
introduced, the frames will be correspondingly 
reduced. The terms “ ordinary framing ” and 
“ deep framing ” are consequently no longer 
used. The present three-deck rule is also 
unnecessary, as the framing receives due con¬ 
sideration when another tier of beams is fitted 
without any modification of the framing number 
as at present. The tables relating to the outside 
plating, decks, double bottoms, beams, and 
other parts have all been amended to suit the 
modified numerals and scantlings, and care has 
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been taken to increase the riveting efficiency 
wherever experience has shown it to be necessary. 
In addition to the revision of the rules for the 
construction of cargo and passenger vessels, 
rules have also been prepared for the construction 
of ships intended for carrying petroleum in bulk, 
these rules being based upon the Society’s long- 
established practice in the classification of such 
vessels. I hope to say something more with 
regard to details when the complete text of the 
new rules is available, but enough has been said 
to show the progressive spirit in which they have 
been framed and their beneficial effect in securing 
the most economical form of construction. 

In the course of his paper on 
Naval this subject read recently be- 

Apchseology. fore the Association Technique 

Maritime, M. G. Clerc-Rampal 
gave some very interesting particulars and plans 
relating to the mediaeval French warship La 
Couronne, from which the elevation of Fig. 1 
and the sections of Fig. 2 have been reproduced. 
The vessel was launched in 1638 at La Roche- 
Bernard, in Brittany, by the shipwright Morieu. 
Her dimensions were as follows :— 


Length overall. 229' 8" 

Length between perpendiculars . 173' 10" 

Length at water-line. 166' 3" 


Length at keel. 127' 10" 

Breadth amidships at water-line....;. 48' 11" 

Breadth amidships at upper deck.... 32' 2" 

Load draught . 18' 0" 

Load displacement. 2,140 tons. 

Sail area.16,150 sq.ft. 


In Fig. 2 the lower central section is at amidships 
and the upper central section at frame 20 forward. 
The remaining two sections show the extraor¬ 
dinary poop erection viewed from aft and forward 
respectively. 

J- 

With reference to this novel type 
The Viaud of boiler, which was illustrated 
Boiler. and described in our last issue, 

it is reported that the various 
steamers in which the Scotch boiler installation 
has been removed and replaced by Viaud boilers 
continue to give every satisfaction, proving that 
the new type of boiler actually offers the advan¬ 
tages claimed for it. Since I penned my last note, 
Viaud boilers have been fitted in two new steamers 
—the Bearn , of 600 H.P., owned by the Cie. 
Larran, of Bayonne, and the Charles-Philippe, 
belonging to the Cie. Philippe & Canaud, of 
Nantes—and in both vessels the installations 
have shown increased efficiency. Two other 
installations of Viaud boilers are now in hand, and 
several others are contemplated. 



Fig. 2.—“La Couronne ” Sections. 
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The German army 
Folding Boats used by authorities have re- 
the German Army. cently adopted a novel 

form of folding boat, 
which ?an be rapidly put together for crossing 


be put together in 4 minutes by 6 men and taken 
to pieces in 2 minutes. It can be packed into a 
very small compass and readily carried on a 
horse’s back ; indeed two such boats are none 
too heavy a load for a single horse. The capacitv 



Fig* 3.—Skeleton of Folding Boat. 


rivers, canals, etc., in time of war. The boat is 
very simply constructed of cavalry lances and 
sail-cloth. The framework forming the skeleton, 
which consists of 12 to 16 lances held rigidly 
together by short cross bars and angle con¬ 
nections, will be seen by reference to Fig. 3, 
while the appearance of the completed boat is 
shown by Fig. 4. The covering is made by 


is such that 16 soldiers can be carried in one boat, 
including their arms and the harness of their 
horses, the latter swimming alongside ; while 
for transferring waggons or guns across the water 
two or three boats may be fastened together, the 
load resting upon a platform laid across the boats. 

** J- 



Fig. 4 —Folding Boats in use. 

watertight sail-cloth, and contains airtight com¬ 
partments which prevent the boat sinking 
suddenly should it be hit with shot. The oars 
are made by strapping a flat piece of wood covered 
with oilcloth to the end of a lance. The boat can 


Another variation 
Steamer with Elevated of the twin-hatch 
Water Ballast Tank. steamer with central 

ballast tanks is that 
proposed by Messrs. Aisbitt and Shotton, of 
Cardiff. Their design is illustrated by Fig. 5, 


aR/QGE O* 
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Fig. 5.—Aisbitt & Shotton’s Steamer, 
Cross=Section. 
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the extra water ballast space being indicated by 
the stroked area. The advantages claimed for 
the vessel are :— 

I.—That owing to the position and width of 
the hatchways it is practically a self-trimmer. 

II.—Pillars are not required, so that obstruc¬ 
tions in the holds are reduced to a minimum. 

III. —No bagging is required for grain cargoes. 

IV. —The metacentric height is not excessive 
in the ballast condition owing to the better 
disposition of the water ballast. 

V.—All winch pipe suctions and entrances to 
the double bottom may be placed in the tunnel 
beneath the central tank and thus be under the 
immediate control of the engineer in charge. 

The central bulkheads must add to the weight 
of the ship compared with an ordinary vessel, but 
the designers state that this increase is small, and 
it carries with it the benefit of increased longitu¬ 
dinal strength. 


Several floating docks 
Completion of Floating 1 have been built in this 
Docks on the Volga. country for service on 
the Volga, but have 
necessarily been sent out in pieces and subse¬ 
quently erected on the spot. When selecting a 
site upon which to re-erect the dock, a piece of 
land is chosen which will be covered with such a 
depth of water at the time of the spring flood 
that the dock will float off the blocks upon which 
it has been put together. The dock must there¬ 
fore be completed in the period elapsing between 
the spring floods, which is generally from 8 to 9 
months, and the ground chosen must be at such 
a level that it will not be flooded by the occasional 
rising of the river. The bottom plating is laid 
transversely upon fore and aft rail bearers about 
12ft. apart, the rails being supported by blocks, 
as shown in Fig. 6, spaced about 10ft. 6in. apart. 
Rows of shores are placed between the blocks 
to give additional support to the bottom. 



MR. HARRY J, CORNISH. 


With the retirement of Mr. Harry J. Cornish, 
chief ship surveyor of Lloyd’s Register, the 
shipbuilding world will lose one whose technical 
knowledge is known and appreciated throughout 
the world, and whose genial manner makes his 
presence welcome wherever he goes. On the 25th 
June, the members of the staff of Lloyd’s Register 
met at the Trocadero Restaurant, London, to do 
him honour by entertaining him to a farewell 
dinner. Mr. James T. Milton, chief engineer 
surveyor, presided ; and in referring in cordial 
terms to Mr. Cornish’s long and honourable 
connection with the society extending over forty- 
six years, his valuable services, and the universal 
regret felt at his approaching retirement, presented 


him with a valuable collection of silver plate and 
a well-filled canteen in token of the high regard 
and esteem in which he is held by the staff. 
Presentations were at the same time made to 
Mr. J. E. Stoddart, assistant to the chief engineer 
surveyor, and Mr. C. H. Jordan, a principal 
surveyor on the chief ship surveyor s staff, who 
are also retiring from the society’s service ; 
likewise to Mr. J. Bruhm, D.Sc., who is leaving 
the society’s service to take up the important 
position of director of the Norske Veritas, in 
Christiania. Speeches were made during the 
evening by Mr. Andrew Scott, secretary to the 
society, and Mr. S. J. P. Thearle, the newly 
appointed chief ship surveyor. 
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PORTSMOUTH. 


Considerable alarm has been caused in the 
Dockyard in the last few weeks by rumours of 
pending discharges. Over one hundred men have 
been discharged from the Chief Engineer’s depart¬ 
ment. The number is comparatively small, and 
the official excuse is the usual “ re-arrangement of 
trades,” but in a State yard re-engagement is 
much less likely than in a private yard, and the 
men are naturally fearful of a cataclysm such as 
occurred five years ago when 2,000 men went. 
Work is certainly slack now with so many ships 
on manoeuvres, but there are decided critics of 
our Naval policy involving reduction of hands 
when, as at present, an inevitably heavy new 
construction programme is in view. 

There has been considerable delay in the 
building of the Neptune arising from the non¬ 
delivery of the twin rudder posts. It is under¬ 
stood that the manufacturers have been unlucky 
with their castings. However, the posts have 
now arrived and a certain amount of overtime 
has been worked to enable the stern end of the 
ship to be as well advanced as the fore and 
midship portions. She will be launched in 
September, and her successor, another Neptune , 
laid down in November. Yet another Neptune 
is to be built at Devonport, and two more have 
already been put out to contract. These form 
the four Dreadnoughts of the much-discussed 
programme, and remembering the 44 We Want 
Eight ” campaign it is worthy of note that these 
four ships are being started much earlier in the 
financial year than usual, the contract ships as 
much as six months earlier. They are to be 
improved Belief options , firing all 12-in. guns on 
the broadside, and it is rumoured that they will 
carry 6-in. guns as the anti-torpedo armament. 
Destroyers are getting bigger and bigger, and not 
only is the 12-pounder of the Dreadnought deemed 


insufficient to stop these craft, but also the 4-in. 
guns of the Neptune!s secondary armament. 

Rumour is again busy with the 44 Super- 
Dreadnoughts ”—the four 44 contingent ” ships 
of the present Government’s programme. Here 
at Portsmouth nothing is known of the reputed 
13-5-in. Elswick gun to fire 1,250—1,300-lb. 
shells, but it is a fact that the German Dread¬ 
noughts are no better than our Beliefophons. 
If the 13-5-in. gun comes beyond the experi¬ 
mental stage, then our 44 contingent ” ships, 
about which much has been vaguely hinted by 
Ministers, will make even the Dreadnought 
obsolescent, as the new vessels are credited with a 
speed of 22J knots, a knot-and-half more than any 
of the present Dreadnoughts. 

The St. Vincent is so far advanced that she will 
be ready for her steam trials in the autumn and 
to fly the pennant in January. Her funnels are 
up, and the fire-control stations on the masts are 
completed, as well as the lower part of the 
barbettes. 

The battleship Prince George has been put out 
of commission and taken in hand for extensive 
overhaul, which will probably be her last. The 
Boyal Arthur comes into Dockyard hands for a 
similar purpose after the present manoeuvres. 
The harbour is quite denuded of ships, nearly one 
hundred of all classes taking part in the opera¬ 
tions having been manned from this port. Great 
efforts were successfully made to get the Essex y 
Berwick , and Spartiate —all with minor defects— 
ready in time, and the work at a number of 
destroyers, which now undergo overhaul every 
six months, was speeded up. 

Work at the new lock is extremely slow, and up 
to March next only £150,000 is to be spent on it. 
It cannot at the present rate of expenditure be 
completed in three years. There are now fifteen 
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ships afloat which can only enter the basins once 
a fortnight—at spring tides through a caisson in 
the dock wall—and this is the sole docking 
facility along the coast between the Tyne and 
Devonport. 

Portsmouth Dockyard sent the Gladiator gear 
to assist the salvage of the destroyer Blackwater, 


but the work has been given up owing to the 
severe tidal currents at the spot. The ship’s 
original cost was £75,000, and the guns, 
mountings, torpedo tubes, etc., have been 
recovered at the cost of the £4,227 abortively 
spent on the work of salvage. 


DEVONPORT. 


The completion of the new battleship Temeraire 
in time for the Spithead review was a big feather 
in the cap of the Yard officials of all ranks. 
Eng. Rear-Admiral Wishart, manager of the 
engineering department, had them assembled 
and in warm terms expressed his appreciation of 
the efficiency of the supervision which had enabled 
the entire endurance and acceptance trials to be 
completed without a failure. The commissioning 
and departure dates as fixed by the Admiralty 
were thus adhered to, and the Temeraire was 
able to take her place in line with her sister ship, 
the Superb, also completed by Messrs. Armstrong 
and Co. in time for the review. 

The Temeraire is one of the last of our warships 
to use hydraulic power. Her big ordnance is so 
worked at a pressure of about 1,000 lb. to the 
square inch, and the guns themselves are fitted to 
receive a 6-pdr. gun for sub-calibre practice. 
The 12-in. gun has a range of fifteen miles and 
revolves in a turret weighing about 400 tons and 
protected by 12-in. armour. The gun weighs 
about 58 tons, a tremendous burden which yet 
pales beneath that of the projected 13-5-in. gun, 
to weigh 85 tons. 

The Dreadnought-cruiser Indefatigable, laid 
down at the end of February, is well advanced 
toward launching, the date of which in October 
or November is not yet announced. About 3,000 
tons of material has been built into her. She will 
be succeeded on the slip by a vastly improved 
Dreadnought, in which the wing twin-gun 
barbettes are to be placed en echelon and thus give 
a fire on either broadside of ten guns, without 
reducing the fire on the fore and aft line. The fire 
aft will, in fact, be increased, as one of the after 
barbettes is to be given a high elevation. 


The Collingwood is now well advanced in her 
fit-out, and should be complete very soon afte*r 
the date originally fixed, February next. The 
fire-control stations on the mast approach com¬ 
pletion as also do the searchlight signalling 
platforms. The searchlights will have an aggre¬ 
gate candle-power of about 4,000,000, of which 
about one-half can be concentrated on a given 
spot. The torpedo attack will mark an important 
advance, for the Collingwood is to carry the new 
21-inch type, presumably the type in which hot 
air is used and gives the missile a 7,000 to 10,000 
yards’ range. 

Re-fits are being carried out to the cruisers 
Hogue and Pelorus and a number of destroyers 
and torpedo boats. The Warrior is to come into 
Dockyard hands shortly and is to have magazine¬ 
cooling plant and a lower fire-control position 
behind armour fitted. The Hibernia and Common¬ 
wealth have been passed out of Dockyard hands 
after re-fit. 

Valuable additions to the Yard equipment arc 
a 20-ton revolving crane and a new transporting 
carriage for heavy ordnance. The crane was 
appropriated to Devonport on the closing of the 
Esquimalt Yard. It is of the lattice type, with an 
extreme length of over 50ft., and will be very 
useful at the wharf side. The new carriage con¬ 
sists of pairs of six-wheel bogie trucks coupled 
together, over which lies a longitudinal girder 
which in turn carries the supporting saddles and 
chains. The train is built to transport a 100-ton 
gun 55ft. in length, in view of prospective develop¬ 
ments in Naval ordnance. It has already been 
used with a Temeraire 58-ton 12-in. gun and given 
every satisfaction. 


CHATHAM. 


No large work of new construction is in hand at 
Chatham. A couple of tugs are building, and 
also three more submarines. The cruisers Andro¬ 
mache and Apollo (sister ship to the Sappho, 
recently rammed in the Channel during manoeu¬ 
vres and beached at Dover) are being adapted 


as mine-layers ; the St. George is being converted 
into a depot ship for destroyers ; and the Pomone 
into an instructional hulk. The battleships 
London and Venerable are in Dockyard hands for 
re-fit, and the Glory has practically completed. 

Several other ships were finished in time for 




26 


THE SHIPBUILDER. 


the Spithead assemblage and the manoeuvres. 
Night and day shifts were employed on the 
Dominion, the work including alterations to the 
roller paths and turrets. The Agamemnon, the 
Black Prince, the Magnificent and the Victorious 
have also had small re-fits carried out, and also 
the Antrim, Cressy, and Pathfinder. In all eight 
big ships and the three destroyers Orwell, 


Thrasher and Wolf were finished in time for the 
Spithead review. 

The cruiser Diadem has been in Dockyard 
hands nearly eight months, but additional to her 
overhaul magazine-cooling arrangements have 
been fitted as a sequel to the disaster aboard the 
French warship Jena. 


SHEERNESS. 


Work has been limited to the repair of 
destroyers and other small craft, including sub¬ 
marines, but the torpedo gunboat Dryad is 
shortly arriving here for re-fit and to be better 
adapted for her work as navigation school ship. 
The sum of £17,000 is to be spent on her. 

The Admiralty are so satisfied with the work 
of the Grimsby trawlers in picking up mines that 
several have been purchased. Four have been 
delivered here, the Osprey II., Nunthorpe Hall, 
Assyrian and Josephine I., and have been re¬ 


named from an old Navy List the Seaflower, 
Spider, Seamew and Sparrow. They will act as 
tenders to the torpedo schools and continue their 
experiments at “ mine sweeping.” 

The destroyer Nubian, built by Thornycroft at 
Woolston, has been at Sheerness and at her 
steam trials has greatly exceeded her contract 
speed of 33 knots, though by what amount is not 
vouchsafed. Her turbines are of 15,500 H.P. 
She is rather bigger than the Amazon, by 30 
tons displacement, and carries more oil fuel. 


PEMBROKE. 


The Pembroke-built cruiser Boadicea, the 
name-ship of the new class of unarmoured 
cruisers designed for service with torpedo craft 
flotillas for scouting work, commissioned at the 
beginning of June, after taking just under two 
years to build. The steam trials were fairly 
satisfactory, but the ship would appear to be 
under-boilered as oil fuel had on both the four- 
fifths and full-power trials to be used to get 
sufficient steam for the turbines, which are of 
18,000 H.P. 

The Bellona is making satisfactory progress. 


All the turbines and propeller shafting are in 
position, and the work ’tween decks is well 
advanced. The two masts are to be of wood, 
just over 100 feet long. 

The Boadicea has been succeeded on the slip 
by the Blonde, which is to be a slightly enlarged 
Boadicea of 3,360 tons displacement. She is well 
advanced towards launching in August, and in 
September the keel of a sister ship will be laid. 

The destroyer Violet is undergoing a re-fit, 
which includes re-tubing of boilers, and a fleet 
firing-practice target is being built on No. 1 slip. 


HAULBOWLINE. 


The re-fit of the gunboat Skipjack is practically 
completed. Her masts have been lengthened to 
carry a wireless telegraphy installation and a 
silent cabinet has been fitted. The cruiser jEolus 
is the next to be taken in hand and a first-class 
battleship target commenced. In common with 
all the Yards, the Admiralty have practically 
refused all applications for increased wages. 
Wheelwrights have gained half-a-crown a week 
and wood caulkers and ship riggers a shilling, but 
the number of men so benefiting is inconsiderable. 


The Admiralty administered a rebuff to trade 
unionism by refusing to accept the principle 
that the pay in State yards should be the same 
as in private yards. The inference is that the 
State employe must thus “ pay ” for immunity 
from crises of unemployment. The conditions 
of State Dockyard employment are such that 
strikes are practically impossible, and one wonders 
why they are not approximately copied by 
private employers. 
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V)6e Tfew Orient jbiners. 


OMEWHAT over a year ago—in April, 
1908—the Orient Steam Navigation Com- 
pany placed orders on the Clyde and the 
Lagan for the five steamships necessary 
to enable them to carry out the terms of their 
contract with the Australian Government for the 
conveyance of mails between the two continents. 
That contract, it may be remembered, extends 
over the next twelve years, expiring in the 
autumn of 1920, and secures for the Orient Co. 
an annual subsidy of no less a sum than £170,000, 
or a grand total for the whole period of 
£2,040,000. Of the five vessels three were en¬ 
trusted to Clyde builders, viz., the Orsova to 
Messrs. John Brown & Co., Ltd., Clydebank, the 
Otway to the Fairfield Shipbuilding and Engi¬ 
neering Co., Ltd., Govan, and the Osterley to the 
London & Glasgow Engineering & Shipbuilding 
Co., Govan. For the Otranto and the Orvieto the 
successful tenderers were Messrs. Workman 
Clark & Co., Ltd., Belfast, 

With the Clydebank firm lay the distinction of 
delivering the first of the quintette to the owners, 
the Orsova having been handed over to the repre¬ 
sentatives of the Orient Company at Tilbury 
Docks on the 20th May, after a voyage from the 
Clyde during 24 hours of which her propulsive 
machinery was subject to official tests as to coal 
consumption. She left on her first voyage to the 
Antipodes on the 25th June. The second to be 
handed over was the Fairfield-built Otway , which 
also, after passing through her official trials, 
arrived in London on the 29th May, and was 
billed to leave on her maiden voyage on the 9th 
July. The Osterley, built by the London and 
Glasgow Co., after successfully undergoing the 
speed and other tests imposed, arrived in London 
on the 22nd June. The first of the Belfast-built 
vessels, the Otranto, commenced her speed trials 
on the Clyde on the 30th June; while the re¬ 
maining vessel, the Orvieto, will shortly be sub¬ 
jected to trial, and her completion and handing 
over will follow in due course. All five vessels 
will thus have been delivered well in advance of 
the date fixed for the official commencement of 
the new service—1st February next. 

All the vessels are of the same general dimen¬ 
sions, and the three Clyde productions vary only 
in minor matters of accommodation, equipment, 
and propulsive agents. The two Belfast pro¬ 
ductions differ more considerably from the others', 
not only in their deck arrangements, but also in 
the propulsive machinery. While these facts 


should be borne in mind, it is at the same time in 
the main not far out to speak of the five as sister 
ships. It will be the Orsova, however, to- which 
our remarks will have more particular reference, 
these being the result of information conveyed 
to our representative by the courtesy of repre¬ 
sentatives of the builders and owners, and from 
impressions gathered on board on the occasion 
of the maiden voyage from the Clyde to the 
Thames. 

Before entering on a general description of the 
Orsova and her accommodation, a few facts as to 
the result of her trials may be given. Her pro¬ 
pelling machinery was designed to give a speed 
of 17J knots, with a displacement of 15,100 tons, 
and to run for 24 hours at not less than 16f 
knots, with a coal consumption not exceeding 
1*4 lb. per I.H.P. per hour. These guarantees 
were amply fulfilled. The speed attained on the 
Clyde measured mile as the mean of a series of 
runs on service draught was 18*11, the indicated 
horse-power being 11,900, and this speed was 
maintained, according to contract, for a period 
of 10 hours on the following day. On the coal 
consumption trial, when on the passage from the 
Clyde to the Thames, the speed maintained was 
16f knots ; and notwithstanding that all lights 
were run and most of the fans, besides the 
auxiliaries generally in use, the coal consumption 
was well within the L4 lb. per I.H.P. The total 
consumption for the 400 knots steamed during the 
24 hours was about 130 tons. Particulars of the 
trial performances of the Otway, Osterley and 
Otranto will be found in the Launches and Trial 
Trips’ columns in the present issue. 

The leading particulars of the Orsova, which 
as regards general dimensions may be taken as 
applying to the other vessels, may be given, for 
clearness, in tabulated form as follows:— 


Length overall. 553 ' q" 

Length between perpendiculars. 535' 0" 

Breadth extreme. 63' 3 " 

Depth from shelter deck . 46' 0" 

Depth from top of chart-house . 80' 9 " 

Gross tonnage.12,030 tons. 

Mean service displacement.15,100 tons. 

Mean service draught . ... 24' 3 " 

Number of passenger decks. 5 

Number of first-class passengers ... 268 

Number ol second-clsss passengers 120 

Number of third-class passengers... 388 

Number of officers, engineers & crew 292 

Total cargo capacity.254,000 cub. ft. 

Deadweight capacity, estimated ... 5,000 tons. 
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As regards the structure of the hulls of the 
new Orient liners, there is nothing distinctly 
novel. All the vessels have been built to the 
rules of Lloyd's Register for the highest classi¬ 
fication of that Society. The whole question of 
construction was thoroughly discussed by the 
technical staff of Lloyd's Register, the owners' 
technical advisers, and the various builders, be¬ 
fore the work was commenced. The vessels are 
of the shelter-deck type, and have four tiers 
of beams fitted below the shelter deck. There 
are ten watertight bulkheads subdividing the 
hold compartments, and a cellular double bottom 
is fitted from the fore peak to the after peak 


about 40ft., that is the “ deadwood " has been 
sniped away; and the rudder is of the balanced 
type. An obvious advantage of the cutting away 
of the “ deadwood," which is being more and 
more practised, is the increased accessibility to 
the after end of the hull, facilitating good work¬ 
manship during construction and ease of inspec¬ 
tion afterwards. The turning trials, to which 
the vessels were subjected, demonstrated the 
effectiveness of this feature as regards steering 
and turning. 

For the 770 passengers and 300 members of 
the ship’s staff, who on occasion may form the 
Orsova’s living freight, there is, it is needless to 



Fig. i.—The Orient Mail Steamer “Orsova.” 

(Built by John Brown & Co., Ltd., Clydebank.) 


bulkhead. The space between the outer and the 
inner bottom is fitted to provide for 1,000 tons 
of ballast, 500 tons of fresh water for the ship's 
use, and 300 tons of fresh water for boiler feed 
reserve. The shell plating has been arranged in 
the usual manner and is of a uniform thickness of 
15/20-in., this thickness having been specially con¬ 
sidered in relation to the spacing of the frames, 
which is 30in., and increased beyond the actual 
requirements of Lloyd's rules. The plating is, 
for the most part, treble riveted. The after 
framing is bossed out round the screw shafts, the 
stern propeller brackets being of the spectacle 
type. The stern also is overhung for a length of 


say, excellent provision in the way of stateroom 
and saloon accommodation on the several princi¬ 
pal decks, and there is also liberal provision for 
promenading and recreation. On the boat or 
uppermost deck of all, the clear stretches of deck 
afford a very fine sun promenade; on the deck 
below there is the main promenade sheltered 
from the sun ; and a further sheltered promenade 
on the deck below this again extends over the 
greater part of the vessel’s length. The second- 
class passengers have part of the promenade and 
part, of the sheltered deck, while the third-class 
passengers have the poop and part of the deck 
promenade. 
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Fig. 4.—First-class Lounge and Entrance. Fig. 5. First-class Music Room and Library. 

The Orient Mail Steamer “Orsova.” 
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Dominant characteristics of the Orsova’s ac¬ 
commodation are space, air, light and ventilation, 
matters of prime importance on a voyage extend¬ 
ing over several weeks in temperatures varying 
often from freezing point to 100° Fahr. The 
Orient Company, after long experience, have 
preferred the plenum system of ventilation, as 
the atmospheric air, without treatment for 
heating or cooling, affords the most suitable per¬ 
centage of moisture for the different climates. 
The alleyways are all fitted with grille doors, 
while in calm seas the heavy doors on the openings 
of the ship’s side forming the entrance to the 
companion-way on the different levels, can be 
opened, leaving only the grille doors to pass a 


Wherever departure has been made from the best 
modern practice in arranging the accommodation 
of long-voyage passenger steamers, this has been 
directed in the Orsova towards ensuring adequate 
ventilation and light. The tiers of first-class 
staterooms are ingeniously arranged so that they 
can be let separately, and many of the staterooms 
are connected so that they can be let in series for 
families. The system of tandem cabins, whereby 
the rooms of the inner tier are provided with 
light and ventilation through the side of the ship, 
has been largely followed. In many of the state¬ 
rooms only single berths are provided, and the 
great majority of the rooms are only for two 
passengers. In each room there is an electric fan. 



Fig. 6.—One of the “Orsova’s” Refrigerating Machines (Haslam). 


current of air. There is thus, when the ship is 
going ahead, a free circulation throughout the 
alley-ways and cabins. The upper panelling of 
the cabins has been fitted with open gratings at 
the top to» further assist ventilation, and the 
cargo 1 and other hatches are utilised to the same 
end, glazed doors being provided where these 
pierce the passenger quarters. In all the lavatory 
quarters exhaust fans are used. In the galley, 
which is located between the first and second-class 
dining rooms on the upper deck, the cooking- 
ranges are immediately below the light and air 
shaft, where also there is a powerful exhaust fan, 
so that a most effective draught is induced from 
the dining saloons by way of the kitchen. 


The various public apartments in the Orsova 
are elegant in design and admirable as regards 
dimensions and proportions, the general scheme 
of decoration being chaste and subdued; the 
upper rooms, such as the entrance or reception 
hall, the lounge and the library, being unconven¬ 
tional in respect of having bay windows and 
alcoves, which impart a general feeling of shore 
environment and comfort. The dining saloon, 
on the upper deck, is a strikingly spacious apart¬ 
ment and might very comfortably accommodate 
far more than the 150 passengers for whom seats 
have been provided. The aim, however, has been 
to enable parties of various sizes to dine at sepa¬ 
rate tables. The panelling of this saloon is in 
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mahogany, but painted plain white, even to the 
carved capitals on the centre columns and wall 
pilasters. The general scheme is conceived in the 
Georgian style. From Fig. 3 it will be seen that 
there is a spacious well for light and air, with a 
balcony on the shelter deck. The lounge, on the 
promenade deck (Fig. 4) harmonises with the 
main staircase, which terminates in it, and is in 
rich walnut. In the music room and library 
(Fig. 5), which is immediately abaft the main 
vestibule, sycamore panelling stained to a bluish 
grey, bronze ornamentation, Louis XYI. furni¬ 
ture, and rose-shaded carpet form a charming 
apartment. In the smoking room, aft on the 
same deck, the panelling is in light polished oak 
with carved enrichments, the furniture being 
also' in oak, and the whole apartment forms an 
ideal shrine for the devotees of “ My Lady 
Nicotine.” The decoration and fitting of apart¬ 
ments were carried out by the well-known firm of 
George Trollope & Sons and Colls & Sons, Limited, 
of London. The feature of having two passengers 
in each stateroom in the first-class accommoda¬ 
tion extends even to the third-class cabins, a 
number of which are fitted with two berths. In 
accordance with the exceptional requirements of 
the Commonwealth regulations, the quarters of 
the crew and staff are very comfortably fitted, 
and much more roomy than is usual on British- 
owned liners. In fact, in every part of the vessel 
there is amplitude of space, and about all there is 
an air of real comfort and substantiality without 
ostentatious display. 

Throughout the ship at many parts of the 
several decks, and especially in the vestibules and 
corridors, wood-cement decking has been adopted 
with most grateful effect as regards appearance 
and comfort of foothold, this now being a feature 
in many modern passenger steamers. The par¬ 
ticular type of material used in the Orsova and 
the other three Clyde^built Orient liners is that 
known as “ Conolite,” manufactured by Messrs. 
Wm. Gray & Co., of West India Dock Rd., Lon¬ 
don. Wood forms the greater part of this 
material; it is fireproof and non-porous; and as 
laid in a plastic form and finished off smooth, it 
adheres to and has lasting properties as a pre¬ 
servative laid upon iron and wood. 

The new vessels are arranged to carry their 
cargo in five holds. In addition 1,500 tons of 
coal can be carried, but when necessary a part 
of the cargo space can be utilised to increase 
this to 2,270 tons. This bunker capacity 
would enable the vessels to steam at 16^ 
knots for 6,800 miles. The provision made 
for carrying perishable cargo is the feature of 
greatest interest in the cargo arrangements of 
the vessels. The insulated holds and the 
mechanical provision for keeping them at the 
freezing temperature have been well thought out. 


The refrigerating machinery is forward of the 
boiler compartment, and consists of two of 
Haslam’s compound dry-air machines (see Fig. 6) 
of a capacity of 85,000 cubic ft., with a C0 2 
machine of a refrigerative capacity of 15 tons. 
Each dry-air machine is entirely self-contained, 
having its own condenser, while the C0 2 machines 
exhaust into the auxiliary pipes, which may dis¬ 
charge into the main or auxiliary condenser. 
The adoption of a combination of dry-air and C0 2 
plant, in preference to a complete C0 2 installa¬ 
tion, has evidently been the result of careful 
consideration. While the latter involves a less 
consumption of fuel, the loss in cargo-earning 
under certain conditions, owing to the greater 
space occupied by the brine pipes in the hold, 
may more than outweigh the increased expendi¬ 
ture on coal. Air-cooling is now being adopted 
even with the C0 2 machine, the air being cooled 
by passing over the brine pipes. Where the 
maintenance of flavour is an important consider¬ 
ation, and where butter, apples, cheese, etc., have 
to be carried in close proximity to each other, as 
in the case of the ship’s provision chamber, the 
brine system has many advantages, and hence the 
duplicate system of the Orient liners. The large 
insulated holds have a combined capacity of about 
90,000 cubic ft. In addition, there are two small 
chambers, of 11 and 46 tons respectively, worked 
by the C0 2 machine. These are utilised for 
carrying small cargoes of produce which may be 
required at or below freezing point, from London 
to Port Said or Colombo, and they may also be 
used for experimenting with cargoes of specially 
delicate produce from Australia, The two small 
chambers are treated by the brine circulation, so 
that any range or degree of temperature can be 
produced irrespective of the cargo-holds. 

In regard to deck machinery, the Orsova and 
her sisters enjoy a duplex equipment in the sense 
that steam and electricity are both used in 
driving the various apparatus and appliances. 
In steering the ship (the rudder being of the 
balanced type) the steam equipment is that of 
Brown’s tiller gear, while in addition there is an 
emergency steam gear of the usual type fitted 
alongside, both of these being controlled from 
the forward or after bridge by telemotors. For 
working the anchors and chains there is a very 
powerful forward steam windlass and capstan, 
driven by vertical engines, to work 2-13/16in. 
cables, of Clarke, Chapman & Co.’s most improved 
direct-grip type. Two powerful warping capstans 
of the same firm’s make, driven by vertical 
engines each with cylinders lOin. diameter by 
12in. stroke, are fitted alongside the steering 
house aft. For working cargo the vessels are 
equipped with six powerful horizontal steam 
winches, having cylinders 7in. diameter by 12in. 
stroke, and fitted with special heavy reversing 
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gear, the lifting capacity being 4 tons each. In 
addition, there are several winches driven elec¬ 
trically, the driving agent being a 20-H.P. series- 
wound motor. These have double barrels worked 
by means of machine-cut worm and spur gearing. 
Each barrel can be run independently in either 
direction, and has warping ends fitted outside 
the side frame. The electric winches each take 
a load of 1J tons at 120ft. per minute, or the same 
load on each barrel at about 90ft. per minute, 


1J tons at 120ft. per minute and slewing it at a 
radius of 19Jft, at a speed of 320ft. per minute. 

Electricity for lighting and ventilating on board 
the Orsova involves no fewer than 1,500 lamps 
and 250 fans. The generating plant consists of 
four sets, manufactured by Messrs. W. H. Allen, 
Son & Co., Ltd., Bedford. Each set embodies a 
compound-wound dynamo directly coupled to a 
high-speed engine, and is constructed for a con¬ 
tinuous output of 75 k.w. at 102 volts, when 



Fig. 7.—One Set of the “Orsova’d” Main Engines. 


and by sliding the slow-speed pinion on the motor 
shaft into gear the load can be increased to 4 
tons. For dealing with general cargo' of lighter 
description and with passengers’ baggage, etc,, 
the vessels have also’ four J-ton steam deck 
cranes, and two' lj-ton electric deck cranes, all 
being of Clarke, Chapman & Co/s make. All have 
quick slewing gear so that they can swing round 
in a complete circle. In the electric cranes both 
the hoisting and slewing motions are worked by 
one motor, which is capable of rasing a load of 


running at a speed of 420 revolutions per minute. 
The engines are of the vertical enclosed double¬ 
acting two-crank type, and are fitted with a 
system of forced lubrication, the oil being circu¬ 
lated to all bearing surfaces by means of a valve- 
less pump driven from the engine eccentric. 
Each has one high-pressure cylinder 8 Jin. 
diameter and one low-pressure 15in. diameter, 
the stroke being Tin., and the engines are so de¬ 
signed that the specified output of the dynamos 
is maintained when they are supplied with steam 
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at 1801b. pressure per square inch in the high- 
pressure cylinder, exhausting at a pressure of 
201b. absolute. They are further capable of 
standing the full boiler pressure of 2151b. The 
dynamos are of Messrs. Allen’s latest type with 
6 poles, compound-wound, self-regulating at all 
loads, and constructed to run singly. 

The propelling machinery of the Orsova consists 
of two sets of quadruple expansion engines of the 
latest type. These engines, of which an illustra¬ 
tion is given in Fig. 7, embody all the latest im¬ 
provements, including balancing on the Yarrow, 
Schlick & Tweedy principle. Special attention 
has been paid to this last feature in the design, 
the position of the cylinders and the crank angles 
being arranged so as to ensure that vibration 
will be practically non-existent. The high-pres¬ 
sure cylinders are 28fin. diameter, the first inter¬ 
mediate 41 in., the second intermediate 58|in., 
and the low-pressure 84in. The stroke common 
to all cylinders is 60in., and all have separate 
"ast-iron liners. The valves admitting steam to 
the high-pressure and first intermediate cylinders 
are of the piston type, while those to the second 
intermediate and low-pressure cylinders are the 
ordinary flat slide valves, the latter having Joy’s 
assistant cylinders. The valve gear is of the 
ordinary link-motion type. The crank shafts 
are of the built type, each being in two separate 



Fig. 8.—Carruthers Ballast Pump. 

double-throw sections. These shafts are 17^in. 
diameter with 18in. pins. The thrust shafts are 
also I7^in., the tunnel shafts 16|in., and tail 
shafts 17fin. diameter. The whole of the shaft¬ 


ing is of solid ingot- steel, manufactured at the 
Sheffield works of Messrs. John Brown & Coy. 
The propellers have each four blades of man- 
ganeze bronze, with cast-steel bosses. 



Fig. 9.—Carruthers Ash Ejector and 
General Service Pump. 

Advantage is taken of the ample electrical 
power on board the Orsova and the Clyde-built 
sister ships to follow, and even in some measure 
to lead, the decided trend of modern practice to 
make the working of all auxiliary machinery in 
the engine room independent of the main pro¬ 
pelling engines: The air and all other pumps are 
worked separately, and a number of them are 
driven by electric motors. Separately worked air 
pumps were adopted, partly to assist the better 
balancing of the main engines, and partly with 
a view to increasing reliability in manoeuvring. 
With the pumps driven separately a vacuum 
always exists in the condenser independent of the 
action of the main engines, and in this way the 
engines can be relied upon to start more easily 
from a state of rest. 

The auxiliary machinery in the way of pumps, 
filters, heaters, evaporators, etc., is of a very com¬ 
plete and up-to-date character. The circulating 
pumps are of the centrifugal type, by Messrs. W. 
H. Allen, Son & Co., and of ample size to ensure 
an efficient vacuum under tropical conditions. 
The air pumps are of the Weir twin type, each 
with two 9^-in. steam cylinders, 26-in. water 
cylinders, and a stroke of 18in., and they are 
placed immediately forward of the condenser 
on each side of the ship. The condensers are 
separate from the main engine, of cylindrical 
form, built of steel plates, with cast-iron water 
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ends and doors, and are supported on brackets 
attached to the engine columns. The condensed 
water is discharged from them into a hot-well 
tank at a temperature of about 100° Fahr. Two 
List & Munn’s patent gravitation filters, made by 
Messrs. J. H. Carruthers & Co., receive the con¬ 
densed water from the hot-well tank, whence it 
is pumped by a hot-well pump into a Weir 
direct-contact feed-heater, and whence at a 
temperature of about 210° Fahr. it is passed by 
the main feed pumps into the boilers. There 
are two main feed pumps and two spare feed 
pumps by Weir, all of which can be used to take 
water from the hot-well or feed heater. A 
separate auxiliary feed pump, of Carruthers 
vertical duplex type, is fitted for use in port. 
The filters on the Orsova and her sisters are of 
the twin-tank type. Acting by gravity, the 
outstanding advantage of this type of filter is 
that there is no risk of forcing impurities through 
the filtering medium. The surface provided is 
large and filtration is slow and sure. Oil and 
grease have time to be thoroughly deposited on 



Fig. io.— Carruthers Fresh=water Service 
Pump. 

the medium, and there is no risk of these im¬ 
purities being forced through the cloth as the 
pressure under which the filter works is only that 
due to a very small head of water, the water from 
the hot-well tanks being discharged at a height 
which gives sufficient vertical head to ensure a 


steady flow through the filters. The filters being 
open to the atmosphere, any air which may be in 
the feed-water escapes before it leaves the filter. 
The filter tanks are so> arranged that one can be 
cleaned while the other continues in operation. 
We understand, however, that the filters are not 



Fig. 11.—Carruthers Electrically-driven 
Bilge Pump. 

opened during the entire voyage to Australia, 
and are found to perform their duties satisfac¬ 
torily during this long period. Other auxiliaries 
supplied by Messrs. Carruthers are the ballast, 
ash ejector, fire, sanitary, fresh water, and general 
service pumps, some of which are illustrated in 
Figs, 8, 9 and 10, and all of which are of the 
duplex type. They also made a duplex bilge 
pump, and a corresponding motor-driven three- 
throw bilge pump, the latter of which is interest¬ 
ing for several novel features relating to the 
drive, the regulation for varying speeds, and 
facilities for removing bilge wreckage from the 
interior of the pump in the minimum time and 
with least- trouble. 

The boilers, six in number, four of which are 
double-ended and two single-ended, are arranged 
in two' groups in separate boiler rooms, and the 
products of combustion are led up separate 
funnels of oval form. The boilers have a total of 
40 furnaces of 40in. inside diameter, all being of 
the corrugated type manufactured at the Shef¬ 
field works of Messrs. John Brown & Co. The 
working pressure of the boilers is 2151b., and the 
total heating surface is 31,370 sq. ft. All the 
furnaces are worked under the Howden system 
of forced draught, for which purpose five large 
motor-driven fans are installed in separate rooms 
above the boiler rooms. The fans are of Messrs. 
James Howden & Co.’s make, and the motors are 
by W. H. Allen, Son & Co. The arrangement 
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for the natural ventilation of the stokeholds and 
engine rooms is of a specially efficient character, 
the air shafts, etc., to the skylight and openways 
on upper decks being of extra large area. A 
feature worthy of note in connection with the 
provision made for good working conditions is a 
passage-way for firemen along the side of the ship 
from the forward stokehold to the firemen’s 
quarters forward. 

The managing firms of the Orient fleet— 
Messrs, F. Green & Co. and Anderson, Anderson 


and Co.—are to be congratulated on the result of 
their selection of shipbuilding and engineering 
firms to carry out the important contracts for the 
building of the five vessels, and they must also 
be complimented on the skilful services of their 
officials who' supervised the work of construction 
—Captain Tuke, marine superintendent, Mr. 
James Peacock, superintendent engineer, and 
Mr. James Gillies, naval architect to the 
company. 



The Lamport & Holt liner Vasari, built by 
Sir Raylton Dixon & Co. and illustrated and 
described in our Launches and Trial Trips’ 
columns, is the largest vessel yet built on the Tees. 

The Council of the Royal Society of Arts 
has awarded the Albert Medal for the current 
year to Sir Andrew Noble, K.C.B., D.Sc., D.C.L., 
F.R.S., “ in recognition of his long-continued and 
valuable researches into the nature and action of 
explosives, which have resulted in the great 
development and improvement of modern ord¬ 
nance.” 

The Antwerp Engineering Company, Ant¬ 
werp, have acquired the shipbuilding yard at 
Hoboken late Chantiers Navals Anversois. Mr. 
David Petrie, who has been managing director 
of the Antwerp Engineering Company since its 
formation, continues in that position, and Mr. 
F. Gerling has been appointed to act in a similar 
capacity for the shipbuilding business at Hoboken, 
with Mr. Chas. Bewlay as the technical director 
there. 

Messrs. Crosier, Stephens & Co., of New- 
castle-on-Tyne, who for many years have been 
the sole agents in Great Britain for the Morse 
valve-reseating machine, are now selling the 
improved Dexter valve-reseating machine. With 
the last-named machine the work of reseating 
may be done by an ordinary mechanic, without 
disconnecting the valves from the pipe-line. 
The disc and the worn valve seat are trued up 
exactly alike, making an absolutely tight joint 
which will hold high-pressure steam or water. 
The use of the Dexter machine, it is claimed, 
multiplies the life of valves by ten, and with it 
they can be kept always tight. The machine is 
used and highly recommended in the United 
States and foreign navies, on railways and 
steamships, and by electric light, gas, power and 
manufacturing companies. 


Colonel T. E. Vickers, C.B., in view of ad¬ 
vancing age, has resigned the chairmanship and 
managing directorship of Vickers, Sons & Maxim, 
Limited. The board accepted the resignation 
and passed a resolution of thanks to him for his 
services of sixty years to the company. Mr. 
Albert Vickers, who has been a managing director, 
was elected chairman. Lieut. A. Trevor Dawson, 
R.N., was appointed a managing director subject 
to confirmation at the next ordinary general 
meeting of the shareholders. 

Smith’s Dock Company’s various departments 
on the Tyne have had a good number of vessels 
for extensive repairs recently, notably the Pawel 
Andrejeff, Bavaria, Maitlands, Ellen, Ceylon, 
Nadejda, and Exe, representing various nation¬ 
alities. Their Bull Ring Docks have been well 
employed in the repair and overhaul of oil 
steamers, including the Lux, Lumen, Batoum, 
Luciline and Vedra. The number of vessels 
being fitted with Meyer’s patent oil fuel installa¬ 
tions, of which they also make a speciality, is 
steadily increasing. 

Messrs. Vickers, Sons & Maxim, Limited, 
inform us that in view of the growth of their 
electrical business, and for the convenience of 
their customers in London, they have appointed 
a representative at 28, Victoria Street, S.W. 
This branch of the business will be under the 
management of Mr. C. S. Thomson, M.Sc., 
M.I.E.E., who will deal with the large range of 
electrical machinery made at the Sheffield works, 
and also the smaller motors and generators 
manufactured by the Electric and Ordnance 
Accessories Co., at Birmingham, under the control 
of the Vickers Co. Mr. C. S. Thomson was 
formerly superintending engineer to the Brush 
Co., and for the last six years has been connected 
with the export business of the British Westing- 
house Co., in London. 
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[From our own Correspondents.] 


SCOTLAND. 


The output of tonnage in Scotland during the 
first half of 1909 is indicative of a somewhat 
better state of things, so far as shipbuilding and 
marine engineering are concerned, than obtained 
during the first quarter of the year, as well as 
being a trifle better than the first six months of 
last year. The total output from Clyde yards for 
the half year just ended aggregates 150,000 tons, 
which is about 18,000 tons better than the output 
of the first six months of 1908. Unfortunately, 
the amount of output of the Clyde district—or, 
for that matter, of any other centre—does not in 
any adequate sense indicate the probable course of 
the shipping and shipbuilding industries. Orders 
to some extent to take the place of those executed 
have certainly been received—the naval contracts, 
such as they are, very materially swelling the 
total—but the rate of production far exceeds that 
at which fresh contracts are being booked. Should 
the wages trouble, which has for some time 
threatened in regard to the production of coal, 
result in a stoppage, the position will be deplorable. 
At the time of writing (30th June) matters in this 
respect appear to be reaching a crisis, but it would 
be idle to attempt any forecast or an absolute 
statement of its present and future effect on 
Clydeside industries. 

The vessels launched on the Clyde and other 
Scottish centres during April, May, and June, 
numbering in all 92, have an aggregate tonnage 
approaching 95,000 tons, of which total 88,000 
tons falls to the credit of the Clyde district. 
Dredgers and dredging plant have formed no 
inconsiderable part of the shipbuilding output 
during the past three months, the Clyde firms 
who are noted for this very special class of pro¬ 
duction having sent off the stocks, and completed, 
a variety of craft. Messrs. Wm. Simons & Co., 
Ltd., Renfrew, launched the bow-well barge-load¬ 
ing bucket-ladder dredger Hydra No. 6 for Sir 
John Jackson, Limited, and the twin-screw suction 
hopper dredger Sand Grouse for the Government 
of Southern Nigeria. Messrs. Simons have also 
just finished a specially designed dredging vessel 
for the Irrigation Department of the Soudan 
Government. This craft will be principally em¬ 
ployed dredging the “ sudd”—material of a fibrous 
nature—which abounds in the White Nile, and 
owing to the limited depth of water at some 


places she is of very shallow draught and pro¬ 
pelled by a paddle wheel at the stern. Messrs. 
Lobnitz & Co., Ltd., have been busy during the 
past quarter, their most recent and most interesting- 
production during the short period being a gold 
dredger for Peru (shipped in pieces for re-con¬ 
struction at destination), which has features 
marking it as a distinct advance on modern gold¬ 
saving appliances. Built under the direction of 
Messrs. Inder & Henderson for the Inambari 
Gold-dredging Concessions, Ltd., the dredger is 
fitted with a patent propulsion screen, which is 
claimed to be an entirely new departure in gold- 
saving practice. Messrs. Ferguson Brothers, who 
since their establishment at Port-Glasgow five or 
six years ago have kept their works briskly em¬ 
ployed, have also during the past quarter shown 
their productiveness in dredger specialities. Early 
in April they launched the bucket dredger Don 
Frederico for South America, and in June the 
grab dredger Mole , for use at Lagos, left their 
stocks. 

The most important order booked during the 
period under review is, of course, that for the new 
Dreadnought battleship (to be named Colossus) for 
the British Government, secured by Scott’s Ship¬ 
building and Engineering Co., Greenock. Other 
important contracts which may simply be enumer¬ 
ated are :—a large steamer for the Huddart-Parker 
Proprietary, Melbourne, by Messrs. John Brown 
and Co., Clydebank ; a steamer of 8,000 tons dead¬ 
weight for English owners (to be built on the 
Isherwood system), by Messrs. William Hamilton 
and Co., Port-Glasgow; a steamer of 10,000 tons 
deadweight for the Lyle Shipping Co., Greenock, 
by Messrs. Russell & Co., Port-Glasgow; two 
steamers of good capacity, by Messrs. A. Rogers 
and Co., Port-Glasgow; a powerful dredger for 
Sir John Jackson, Limited, and another for ser¬ 
vice on the River Plate, by Messrs. William 
Simons & Co., Renfrew; a train paddle steamer 
for the Bengal Nagpur Railway Co., by Messrs. 
William Denny and Brothers, Dumbarton; a twin- 
screw steamer of about 6,400 gross tonnage, 
for the Australian Steam Navigation Co., by 
Messrs. Alex. Stephen & Sons, Linthouse; and a 
cargo steamer of 7,000 tons deadweight carrying 
capacity, by the Greenock and Grangemouth Dock 
Yard Co. A considerable number of orders for 
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smaller class vessels, for coasting and other services, 
have also been received, and altogether, in the 
lower reaches especially, the shipyards are better 
off for work than they were when our last report 
was made. 

Between the 20th and the 25th June, about 
74 riveters, platers, helpers and other shipyard 
operatives left Dundee for Trieste, where they are 
to be engaged in a new shipbuilding establishment 
at Monfalcane, some 30 cr 40 miles from Trieste, 
which has been brought into existence largely 
through the enterprise of the shipowning firm of 
Cosulich, who within the past three years have 
been supplied with a large number of steamers 
built at Dundee and Port-Glasgow. The new 
establishment, which has been laid down and is 
largely managed by an experienced staff drawn 
from the Clyde and Dundee, is named the Cantiare 
Navala Triestino, and efforts are at present being 
made to merge in this establishment the interests 
of two other Trieste shipbuilding concerns which 
have for some time done important work. These are 
the works of the Austrian-Lloyd and the Stabili- 
mento Tecnico. Behind this enterprise there is, 


of course, Government and other financial subsidy, 
and if the scheme is carried to its full conclusion 
the resulting establishment at Monfalcane will be 
one of great extent and working capacity, over¬ 
taking contracts both for naval and mercantile 
shipping which would otherwise have come to firms 
in this country. Already the hulls of steamers are 
being constructed, for which firms in this country 
are only being employed to furnish the machinery. 

The making of modern guns in Scotland and 
the adding of one more industry to Glasgow are 
matters which were inaugurated last month. On 
the 17th June there was despatched from Messrs. 
Beardmore’s old-established works at Parkhead the 
first modern gun made in Scotland. This is a 4-in. 
B.L. gun of wire-wound construction, 50 calibres 
in length. It throws a 30-lb. projectile with a 
velocity at the muzzle of 3,000 feet per second. At 
the Parkhead works there is also on hand at 
present a 12-in. 50-calibre gun of 70 tons weight, 
approaching completion. This is one of those 
intended for our latest type of Dreadnought 
battleship. 


BELFAST. 


Business with Messrs. Harland & Wolff is not at 
present very brisk, there being at the time of 
writing three vacant building berths in their 
establishment, a state of affairs unknown for 
many years. Two vessels have been launched by 
them during the past quarter, the Berhice and the 
Leicestershire; the Laurentic, Minnewaska and 
Megantic have been completed during the same 
period ; and the Karoola is expected to leave the 
yard early in July. Within the next few days it 
is reported that the Belfast Steamship Co., 
Limited, will place an order with the firm for a 
first-class passenger steamer to replace the Magic 
on the Belfast-Liverpool service. The new vessel 
will represent the latest word in cross-channel 
traffic, and her design has already been decided 
on except in regard to a few details. 

Messrs. Harland & Wolff are preparing this year 
to celebrate their jubilee, the present works at 
Queen’s Island having been founded by the late 
Sir Edward Harland in 1859. Its history has 
been one of continuous growth, although at its 
inception its prospects were regarded as of the 
blackest. Starting with a staff of 50 men, the 
undertaking has grown until now in normal 
periods 12,000 persons are employed, and the 
weekly pay roll exceeds £15,000. The present 
head, Lord Pirrie, became a member of the firm 
in 1874, and to his business acumen its latter-day 
progress is chiefly due. 


Messrs. Workman, Clark & Co. have been busy 
during the past quarter, and just at present 
business is much more brisk with them than with 
Messrs. Harland & Wolff. Their ten building 
berths—five on each side of the river—are all 
occupied, but three of them are still tied up by 
Brazilian-Lloyd vessels, on which no work has 
been done for two years. The firm has also three 
steamers afloat for the same owners—the Rio 
de Janeiro , Sdo Paulo , and Mantiqueira —on 
which also no work has been done for a long time. 
It is stated, however, that the Brazilian Company 
has made arrangements to secure the necessary 
funds to enable work to be resumed, and, if that 
be so, all six vessels will be completed forthwith. 
The occupation of three good berths for so long 
has been a source of great inconvenience, and 
the builders will not be sorry to get the ships off 
their hands. 

As to other contracts which Messrs. Workman, 
Clark & Co. are executing, pride of place must be 
given to the fine new Orient liners Otranto and 
Orvieto. They are the last of the five ordered for 
the Australian mail and passenger service, the 
Otway , Osterley and Orsova having already been 
completed on the Clyde. The Otranto left Belfast 
on the 29th June, and on the 30th ran her trials 
on the Clyde, proceeding thence to London with 
a party of pressmen on board. She goes on a 
cruise to the Norwegian fjords before making her 
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maiden voyage to Australia in September. The 
Orvieto will be launched, it is expected, before the 
July holidays, probably on the 6th or 8th July. 
These two Orient liners are among the largest and 
finest vessels built by Messrs. Workman, Clark 
and Co., who are believed to be well in the running 
for the sixth boat which the Orient Line is 
expected to order. 

Towards the end of July the same builders will 
launch a steamer of some 7,000 gross tonnage for 
Messrs. J. P. Corry & Co., of London and Belfast. 
This vessel will replace the Star of Japan wrecked 
last year on the African coast, and if possible her 
launch will take place during the visit to Belfast 
of the British Medical Association. During July 
there will also be launched another fruit steamer 
for Messrs. Clark & Service’s Tropical Fruit 
Steamship Company. This is the twelfth boat 
built here for this company and the fourth 


launched this year, the others being the Aban- 
garez , Turrialba and Atenas. The first two have 
been delivered, and the last-named is now being 
completed at the Alexandra Wharf jetty. The 
vessel to be launched is a sister ship to the other 
three, having a gross tonnage of about 5,000. 
There are, in addition, three similar vessels on 
the stocks for the same owners, so that the 
Tropical Fruit Company is proving a good friend 
to Belfast. There is also in hand a cargo steamer 
for a large Liverpool firm. The orders placed 
with Messrs. Workman, Clark & Co. during June 
include a liner for the Shaw, Savill & Albion 
Company’s Australian trade, somewhat similar 
to the Tainui launched last year. It is also 
rumoured that a contract has been secured for a 
large Italian passenger steamer, but no confirma¬ 
tion is obtainable at present. 


TYNE AND WEAR. 


The chief event in Tyne shipbuilding circles 
during the three months under review has been 
the placing of the order for the British battleship 
Hercules with Palmers Company. The new vessel 
will belong to the Neptune class, and it is under¬ 
stood will have a displacement of about 20,250 
tons. In addition to the increased displacement 
as compared with that of the St. Vincents , 
Superbs, and Dreadnought , it is believed that 
several departures will be introduced in the hull. 
The turbine machinery, of 25,000 H.P., will also 
be constructed by Palmers Company. The keel 
is being laid down on the company’s west berth, 
served by one of the patent cableways which 
rendered such excellent service during the con¬ 
struction of the Lord Nelson. 

With this important exception, comparatively 
little new work has been placed recently with 
Tyne shipbuilders, but few contracts for merchant 
steamers having come this way. One hesitates 
whether to sympathise with or to congratulate 
Tyne builders on the small amount of work 
secured, for tramp steamers placed during the 
last few weeks have been accepted at prices which 
have been described as “ absurdly low ” and 
“ ruinous.” At all events most of the Tyne 
firms are still in an excellent position to offer 
owners rapid delivery, which is not infrequently 
an important factor when contracts are being 
placed. Messrs. Robert Stephenson & Company’s 
shipyard at Hebburn and William Dobson and 
Company’s establishment at Walker are still 
closed, while the Walker yard of Sir W. GL 
Armstrong, Whitworth & Co.—usually well em¬ 


ployed—can only boast one ship on the stocks, 
a cargo steamer about 400ft. long. 

Much interest has been aroused in Tyneside 
circles by the proposal that the Tyne should be 
equipped as a repairing base for war vessels. 
As most of our readers will be aware, there is at 
present no dry dock on the East Coast capable of 
accommodating a Dreadnought in a damaged 
condition ; and some weeks ago an influential 
local deputation waited upon the First Lord of 
the Admiralty to urge the facilities offered by the 
Tyne for the provision of a repairing base. With 
its great arsenal at Elswick, its numerous works 
capable of building the hull and engines of all 
types of warships, and its army of 50,000 skilled 
artificers, the Tyne has everything necessary 
with one important exception—a dry dock 
capable of accommodating the very largest 
warships—to make the port the most efficient 
repairing station in the United Kingdom. Private 
enterprise cannot, under present circumstances, 
be expected to provide docking accommodation 
for Dreadnoughts , since doing so would involve a 
much larger outlay than required to meet the 
needs of the mercantile tonnage frequenting the 
river. Opinions on the North-East Coast are 
practically unanimously in favour of Jarrow 
Slake as presenting the most suitable position for 
a new dock or docks, and undoubtedly for this 
site a floating dock would be eminently suitable 
as well as offering more rapid and economical 
construction than a stone graving dock. The 
arguments of the deputation certainly impressed 
Mr. McKenna, and the reception of the deputation 
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was followed shortly afterwards by a visit to the 
Tyne of Admiralty representatives to inspect the 
Slake, the river approaches, etc. Rumour has 
been very persistent with regard to the intention 
of the Admiralty concerning the Tyne, and it is 
very probable that important action will shortly 
be taken. 

The erection of a large electric cantilever 
crane, capable of lifting weights up to 150 tons, 
has just been completed at the works of the 
North Eastern Marine Engineering Company, 
Wallsend, by Sir William Arrol & Co., of Glas¬ 
gow. The structure is carried on foundations 
formed by four steel cylinders sunk to a depth of 
about 75 feet and filled with concrete. The 


Bath, and consists of main and auxiliary hoisting, 
racking and slewing motions, is electrically driven 
by five motors operating with continuous current 
at 500 volts. The lifting hooks have a total 
vertical range of 173ft. and a horizontal range on 
the jib of 113ft., thus enabling the crane to deal 
with machinery and boilers for vessels of the 
largest type under all conditions of tide. This 
type of crane is new to the Tyne, but another 
generally similar is now in the early stages of 
construction at the Wallsend Slipway. With 
the completion of the latter, there will be four 
cranes on the Tyne capable of dealing with lifts 
up to 150 tons, the other two being the self- 
propelling floating steam crane Titan belonging 
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tower carrying the revolving jib is constructed 
entirely of steel, 40ft. square at the base, tapering 
to 35ft. at the top. The jib, consisting of braced 
steel girders, 26ft. deep, has a total length of 
240ft., the long arm extending 150ft. from the 
centre of the supporting tower, and the short 
arm 90ft. on the other side of the centre. The 
jib, which is capable of making a complete revo¬ 
lution in both directions, is supported on a live 
ring of steel rollers. The total distance from 
the wharf level to the rail on the top of the jib 
is 154ft. The machinery, which has been sup¬ 
plied by Messrs. Stothert & Pitt, Limited, of 


to Messrs. Swan, Hunter, & Wigham Richardson, 
and the hydraulic jetty crane erected at the 
Elswick Works in 1907. 

Shipbuilding prospects on the Wear have dis¬ 
tinctly improved since the publication of the last 
number of The Shipbuilder, a good deal of work 
having been placed with Sunderland builders. 
Among recent new contracts reported are the 
following:—a steamer of about 7,200 tons D.W. 
for Messrs. W. J. Tatem & Co., Cardiff, booked 
by Messrs. William Doxford & Sons; two vessels 
of about 5,800 tons D.W. for Messrs. T. Nolson 
and Co , Ghent, by Messrs. John Priestman and 
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Co.; three 6,000-ton cargo steamers, by Messrs. 
Bartram & Sons; two steamers of 2,600 tons for 
Messrs. Grace Brothers, London, by Messrs. 
Joseph L. Thompson & Sons; three cargo 
steamers of moderate dimensions, by Messrs. S. 


P. Austin & Son; a cargo steamer of 2,000 to 
3,000 tons, by Messrs. W. Pickersgill & Sons; 
and a small cargo boat, by Messrs. John Crown 
and Sons. 


TEES AND HARTLEPOOL. 


The last three months have shown a little 
improvement in shipbuilding in this district, 
most of the firms engaged in the industry having 
secured one or two orders which will enable them 
to keep going until trade resumes something like 
a normal condition. These contracts, however, 
have been taken at prices which leave little or no 
margin of profit. Enquiries for new tonnage are 
fairly plentiful at present, chiefly for colliers, ore 
carriers, and large single deckers. 

At Hartlepool Messrs. William Gray & Co. have 
secured an order for a vessel of about 9,000 tons 
D.W. from Mr. Vilhelm Torkildsen, of Bergen, 
the price being, I understand, in the neighbour¬ 
hood of £46,500. They have also booked a cargo 
steamer for Messrs. Morel, of Cardiff. For their 
repairing department they have obtained the 
contract for the repairs to the Netherton. This 
vessel, which was extensively damaged by fire 
about two years ago at Singapore and has since 
been lying up at that port, was recently bought by 
Messrs. Loveridge, of West Hartlepool, tem¬ 
porarily patched up at Singapore, and brought 
under her own steam to Hartlepool. Irvine’s 
Shipbuilding Company have, I hear, booked 
three orders for Messrs. Elder, Dempster & Co., 
of Liverpool. The dimensions of these vessels 
will be about 340ft. by 46ft. by 25ft., and they 
will carry a deadweight of about 5,350 tons. 

At Stockton Messrs. Richardson, Duck & Co. 
have just completed a longitudinally framed 
vessel—the Thessaly —referred to in our Launches 
columns. This steamer is the first built by them 
on the Isherwood system of longitudinal framing. 
They have also recently taken contracts for two 
sister vessels about 260ft. long, to be built to the 
order of Messrs. Wild, of Middlesbrough, for the 


ore trade. Messrs. Craig, Taylor & Co. have 
booked a couple of orders, one for a collier about 
255ft. long on account of Cardiff owners, and the 
other for a single decker about 374ft. long for a 
Bristol firm. The propelling machinery for both 
these vessels will be supplied by the North 
Eastern Marine Engineering Co. from their 
Sunderland works. The Lloyd Brazileiro steamer 
Borborema, which was completed over eighteen 
months ago and has since been lying alongside 
her builders’ quay, as I write is being overhauled 
by Messrs. Craig, Taylor & Co., and will shortly 
proceed to South America, the financial difficulty 
with the Lloyd Brazileiro, which caused the 
delay, having now been disposed of. 

At Middlesbrough Sir Raylton Dixon & Co. 
have very little work on hand, but they have just 
secured two contracts, one for a collier for Messrs. 
R. & J. H. Rea, the managers of the Rea Shipping 
Co., Limited, and the other for a large barge on 
account of the Rea Transport Company. Messrs. 
R. Craggs & Sons’ business is at present in the 
hands of a liquidator, a position which has 
caused keen regret locally, more especially as 
several neighbouring firms are creditors for 
considerable sums. The two steamers now lying 
alongside this yard will doubtless be completed 
before these lines appear in print. 

Smith’s Dock Company’s works at Middles¬ 
brough are now firmly established. Since their 
docks were opened in February last, some sixty 
vessels have passed through the company’s hands. 
Vessels dealt with recently include the Fallodon 
Hall (very heavy overhaul), Courtfield (new stern 
post and considerable repairs), Norton (heavy 
repairs), Atholl (new stern post), etc. 


BARROW = IN - FURNESS. 


The principal item of interest during the last 
three months in this district has been the launch 
of the Brazilian battleship Sdo Paulo , which took 
place in April. The vessel was in an advanced 
state when she left the ways, the launching 
weight being about 10,500 tons. As she has not to 
be delivered until July, 1910, the fitting out is not 
being hurried, and a much larger number of men 


are at present finding employment on the British 
battleship Vanguard. At the end of June the 
Sdo Paulo was removed to the inner berth at the 
new wharf and placed under the 150-ton electric 
crane for the purpose of having her boilers and 
machinery shipped, the Vanguard having been 
moved to make way for the Brazilian. 

As mentioned in my notes in the last issue, 
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practically every Power in the world with the 
exception of France and Germany has been 
credited by the Press with the desire to purchase 
the Brazilian battleships Sdo Paulo and Minas 
Geraes (the latter now completing on the Tyne), 
but at the launch of the former the Brazilian 
Minister emphatically stated that the vessels 
were building for Brazil as that country required 
them. More recently, it has been stated that the 
third battleship provisionally ordered by Brazil 
will now be proceeded with, and as the report 
emanated from Rio Janeiro it has been given 
credence here. The Armstrong firm will doubt¬ 
less construct the hull and Vickers the propelling 
machinery, and it is again rumoured that turbines 
will provide the propulsive power for the third 
vessel instead of reciprocating engines as in the 
two earlier ships. 

The Vanguard is assuming something like her 
finished appearance. Both tripod masts have 
been placed in position and the two funnels have 
also been fitted. The fore funnel is placed 
between the masts, while the second funnel, about 
twice the size of the first, is aft of the second mast. 
Practically all the propelling machinery is now on 
board, and it will not be long before the builders 
take a turn out of the turbines. The work has 
progressed very rapidly, and there seems every 
reason to endorse Mr. McKenna’s statement that 
there will be no delay in the delivery of the vessel, 
March, 1910, being the contract date. The 12-in. 
guns are nearing completion, and in a short time 
they will be passed by the Admiralty inspectors, 
after which they will be taken down and put into 
position on the vessel. It is not often that one 
sees two Dreadnoughts fitting out at one wharf 
and that owned by a private shipbuilding firm. 
The value of these two ships when completed will 
approach four millions sterling. 

The Spanish contract is a concrete fact, and 
work has been commenced at the yards at Ferrol 
and Carthagena. A number of men from the 
Barrow works have secured positions in the Spanish 
yards; and Mr. Ernest Sansom, of the London 
office of the Vickers firm, has been appointed 
secretary in London to the Spanish Commission. 
Mr. A. J. Campbell, the late shipyard manager at 
the Barrow works, has assumed the important 


position of Director of Construction under the 
Commission. Mr. Campbell has had considerable 
experience in Spain and speaks the language 
fluently. It is understood that he will have as 
his assistant Mr. Peter Muir, who has just 
returned from Russia. The principal work in 
connection with the turbines for the new warships 
will be carried out in Spain, and only the heavy 
castings will be sent from this country. The 
armour and armament, of course, will be of 
British manufacture. The three battleships will 
each carry eight 12-in. guns, and they will be 
mounted so as to fire on either broadside. 

During the quarter two floating docks have been 
completed at Barrow, one for Fiume and the other 
for the River Niger (Lokoja). Both were designed 
by Messrs. Clark & Standfield, and they are 
capable of lifting 400 and 450 tons respectively. 
The 75-ton crane and grain elevator was des¬ 
patched to Montreal and arrived there safely 
after a rapid voyage. This was the crane, it will 
be remembered, that was towed from Barrow last 
year, but had to be abandoned in the Atlantic 
owing to heavy weather. The icebreaker Earl 
Grey , referred to in our Launches’ columns, was 
put into the water on the 18th June, and extensive 
internal alterations were also carried out to the 
Castle liner Dunottar Castle to adapt her for Dr. 
Lunn’s Norwegian tours. 

The building of submarines has been brisk, no 
less than six of these vessels, of the C type, having 
been delivered during May. More of these im¬ 
portant units of the British fleet are now under 
construction at Barrow. Work on the ship¬ 
building side of the Vickers works, however, is 
now very slack. With the exception of the 
submarines, only one vessel—the second-class 
cruiser Liverpool —is now on the stocks. There 
are rumours of a big floating dock for Brazil, 
capable of lifting the new battleships, but this 
may go to the North-East Coast. 

As regards the ordnance department, there are 
indications that work here will soon be more 
plentiful than it has been for some time. Work 
coming on includes the guns for the new Dread¬ 
nought to be built by Messrs. Scott and Co., 
Greenock, and guns for the Spanish warships and 
on Japanese and Italian account. 


THE MERSEY, &c. 


The past quarter has been one which cannot be 
said to afford much satisfaction to Mersey ship¬ 
builders, though a considerable amount of repair 
work has been carried out. It is scarcely likely, 
however, that this has been of a very profitable 
character, owing to the general slackness of trade 


and the terribly close cutting to secure the 
business offered. It had been hoped that Messrs. 
Cammell, Laird & Co. would have booked an 
order for one of the new battleships; but although 
the Birkenhead works and shipyard are so 
admirably equipped as to be in an almost unique 
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position to deal with such jobs, nothing further 
has been entrusted to them by the Admiralty 
than the three 33-knot destroyers, which are now 
well in hand. This order is gratifying to some 
extent, but is scarcely sufficient to maintain a 
costly yard. Yet Birkenhead’s reputation will no 
doubt ere long serve to bring Naval work of the 
heaviest class. The Nelson liner building by the 
company, to which reference was made in my 
notes in the last issue, will create the record 
for size of any vessel built on the Mersey. The 
two triple-screw turbine steamers building for 
Peruvian owners are nearing completion. These 
boats are thoroughly up-to-date, have splendid 
accommodation for a large number of passengers, 
and, in addition to the usual equipment, are fitted 
with the Clayton fire extinguisher. Another new 
steamer has just been ordered by the Isle of Man 
Steam Packet Co. for their winter express service. 
This vessel is to be of 1,500 tons and of the com¬ 
bined passenger and cargo type, with accommoda¬ 
tion for 1,500 passengers and about 650 tons of 
cargo. Other work in hand or contracted for 
includes two ferry steamers for the Wallasey 
Urban District Council at a cost of about £30,000, 
a double-ended railway ferry boat with a length 
of 140 feet and a beam of 55 feet for the Havana 
Central Railway Company, two coaling barges for 
Clarke’s Patents, Limited, a large hopper for the 
Mersey Dock & Harbour Board, two small craft 
for Messrs. Elder, Dempster & Co., and a number 
of other small vessels of various types for the 
navigation of shallow waters. It is not generally 


known that no fewer than 200 small craft have 
been turned out, or are in course of construction, 
at Birkenhead. A considerable amount of repair 
work has also been carried out by the company in 
their new graving docks. 

The launch department of the Mersey Engine 
Works has been busy producing a high-class boat; 
Messrs. Gordon, Alison & Co. have been engaged 
with foundry work, including the casting of pro¬ 
pellers, etc.; Messrs. Grayson have, as usual, been 
favoured with a large share of overhaul and repair 
work ; and Messrs. Rollo have also had a fair 
amount of work ; but generally speaking the dis¬ 
trict is suffering from the general depression. A 
start has been made at Queensferry, on the Dee, 
and the first boat—the tug Provencal —has been 
turned out under the new management of the yard 
formerly known as the Dee Shipbuilding Co. and 
now Messrs. Abdela & Mitchell, Limited. 

The arrival of the Laurentic and Megantic in 
the Mersey has been the greatest sensation in 
new tonnage during this quarter, but they only 
emphasise the fact that Liverpool is the port that 
orders the ships but itself constructs very few. 
The Mauretania and Lusitania have both been 
dry docked. The former, at the moment of writing, 
is dry, but merely for sighting and painting pur¬ 
poses, and perhaps a look at the propellers which 
accomplished the recent record homeward run at 
an average speed of 25’88 knots, maintaining for 
three days continuously an average speed of 26*2 
knots. 
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t OR the first time in the annals of the French 
Navy, two battleships each with a dis¬ 
placement when completed of about 18,400 
tons — the Diderot and Condorcet —have 
been launched at the same port within twenty- 
four hours of each other. The Chantiers de 
l’Atlantique at St. Nazaire, where the Diderot has 
been built, are among the finest in France both as 
regards site and equipment, and they are managed 
on the most up-to-date lines. The Parsons turbines 
for this vessel as well as those for the Condorcet 
and Mirabeau are also being manufactured by the 
same company. The two last-named ships are 
under construction at the Chantiers de la Loire, 
St. Nazaire. These works are also magnificently 
equipped, the 150-ton crane recently installed 
enabling the heaviest weights to be placed on new 
vessels with ease and economy. 

The “ Diderot ” and “ Condorcet.” 

The Diderot and Condorcet belong to the Danton 
class, which includes six vessels, viz., the Danton, 
Voltaire, Diderot, C ondorcet, Mirabeau, and 
Vergniaud. As all six vessels only differ in de¬ 
tails, and as we gave the leading particulars and 
discussed at considerable length the offensive and 
defensive qualities of the Voltaire in the article 
on “A Comparison of Contemporary Battleship 
Design” in our last issue, we now only propose 
to add a brief description of the propelling 
machinery. 

The Diderot, Condorcet, and Vergniaud (the 
latter now under construction at the Lorient Yard) 
are fitted with Niclausse and the other three vessels 
with Belleville boilers. The Niclausse installations 
consist of 26 boilers, divided into two groups. The 
total grate surface is 1,560 sq. feet; the heating 
surface is 47,130 sq. feet; and the working pres¬ 
sure is 257 lb. Waste gases, etc., are led into five 
funnels. The height of the three funnels above 
the grating for the fore group of boilers is 83 feet, 
and of the two funnels for the after group 76^ feet. 
The maximum capacity of the bunkers is 2,100 
tons, which gives a radius of action of about 8,130 
miles at ten knots. 

All six vessels are propelled by four screws 
actuated by turbines on the Parsons principle. 
There are four turbines for going ahead at full 
speed and two for cruising purposes. When 
running at full speed the steam enters the H.P. 
turbine on each of the wing or outer shafts, and 


then passes into the L.P. turbine on each of the 
two inner shafts. The two H.P. turbines are 
8ft. 11 in. in diameter and have a length of 23ft. 
9in., while the L.P. turbines are each 12ft. 2in. 
in diameter and have a length of 23ft. 4in. For 
reduced speeds the two cruising turbines on the 
inner shafts are employed, each of these turbines 
being 8ft. 3in. in diameter and 17ft. 5in. long. 
The astern turbines are connected with the wing 
shafts, and are 8ft. lOin. in diameter by lift. 11 in. 
long. The turbines, excluding the condensers and 
auxiliary apparatus, occupy about 46ft. of the 
vessel’s length amidships. 

The propelling machinery is designed to indicate 
23,000 horse-power and to give the vessel a speed 
of 19*25 knots. 

The “ Ernest Kenan.” 

The armoured cruiser Ernest Renan, built at 
the Chantiers de l’Atlantique, St. Nazaire, and 
described and illustrated in a previous number of 
The Shipbuilder ,* has now completed her official 
trials, which have been carried out in a manner 
reflecting the greatest credit on her builders. The 
cruiser has proved herself the fastest large ship in 
the French Navy, and she is also the fastest 
cruiser afloat fitted with reciprocating engines. 
When the designs for the vessel were prepared, 
she represented the most powerful cruiser con¬ 
templated or built on the Continent of Europe. 
Since the advent of the Invincible cruisers of the 
British Navy, however, she must be classed as a 
vanguard cruiser of fine speed and excellent sea¬ 
going qualities, but of poor offensive powers, her 
main armament consisting of four 7*6-in. and 
twelve 6-5-in. guns. Indeed the same criticism 
might be offered concerning all the French 
armoured cruisers. 

The propelling machinery, driving three screws, 
consists of three sets of triple expansion engines 
each having four cylinders, the diameters of which 
are respectively: H.P., 45in.; I.P., 68in.; L.P., 
78in. and 7Sin.; with a stroke of 42in. Steam 
is supplied by 42 Niclausse boilers working at a 
pressure of 299 lb. The contract stipulated for an 
I.H.P. of 36,000 with all boilers working, and a 
speed of 23 knots. On the 10 hours’ full-power 
trial under forced draught the engines indicated 
37,100 horse-power and gave a mean speed of 
24*44 knots. On the 3 hours’ trial with three- 
fourths of the boilers under pressure, a speed of 

* Page 46, No. 9, Vol. III. 
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23*57 knots was attained with 30 boilers working. 
The results of the fuel consumption tests were also 
satisfactory, being well within the conditions laid 
down by the contract. 

The Destroyer “ Voltigeur.” 

Messrs. E. de la Brosse & Fouche, of Nantes, 
are now completing afloat the torpedo-boat de¬ 
stroyer Voltigeur for the French Navy. The 
vessel is 215ft. long, by 23ft. extreme breadth, by 
14ft. depth moulded, her displacement being 450 
tons. The armament consists of six 9-pounders and 


gunboat Doudart de Lagree constructed to the 
order of the French Government for use on the 
Yang-tse-Kiang River, China. The vessel is 171ft. 
long overall by 23ft. extreme breadth, and when 
loaded she draws only 3^ft. of water. She is 
armed with four small guns, and is capable of a 
speed of 14^ knots. The hull is formed of gal¬ 
vanized steel plates, and the vessel is divided into 
twelve separate watertight compartments, a water¬ 
tight bulkhead extending to the main deck also 
dividing her longitudinally. The propelling machi¬ 
nery consists of two sets of triple expansion engines 



The French Armoured Cruiser “ Ernest Renan,” on Full-power Trial. 


three 18-in. torpedo tubes. A 3-cylinder triple 
expansion engine drives a centre propeller and four 
Rateau turbines work the two side shafts. The 
Normand boilers are arranged to use oil fuel. 
With an I.H.P. of 8,500 the vessel is expected 
to attain a speed of 28 knots, and with 900 I.H.P. 
14 knots. An installation of wireless telegraphy 
has been provided. 

The Gunboat “Doudart de Lagree.” 

Another interesting contract which Messrs. E. de 
la Brosse <fe Fouche have recently completed is the 


each driving a four-bladed bronze propeller work¬ 
ing in a tunnel. ISteam is supplied by two water- 
tube boilers working at 2561b. pressure. Steering 
is effected by means of four rudders. After running 
a satisfactory trial trip, the gunboat was taken to- 
pieces prior to being shipped on board one of the 
Messageries Maritimes steamers, and on reaching 
China the various sections will be bolted together 
afloat. 

J. Peltier. 

T. Demant. 
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IRELAND. 


Dublin Dockyard Co., Dublin. 

Twin-screw steamer, raised quarter 
“Kaipaki.” deck type; 160ft., by 28-^ft., by 
10^ ft.; 220 tons deadweight. 

Built for the Kaiapoi Shipping & Trading Co., 
Kaiapoi, N.Z. The two sets of triple expansion 
engines were constructed by Messrs. Ross and 
Duncan, Glasgow. Launched, 5th May. 


machinery consists of an arrangement of recip¬ 
rocating engines and low-pressure turbine. 
Accommodation is provided for about 260 first- 
class, 430 second-class, and over 1,000 third-class 
passengers. The first-class staterooms are 
situated on the shelter deck, and there is a number 
of cabins en suite, with private bathroom and 
lavatory adjoining each suite. The first-class 



The Triple=screw Liner “ Laurentic.” 


Harland & Wolff, Limited, Belfast. 

Triple-screw passenger steamer; 
“ Laurentie.” 565ft. long; 15,000 gross tonnage. 

Built for the White Star-Dominion 
Line. The Laurentic and her sister ship, the 
Megantic, also built by Messrs. Harland & Wolff, 
form part of the fleet with which the White Star 
Line propose to inaugurate a service in con¬ 
junction with the Dominion Line between 
Liverpool, Quebec and Montreal. The Laurentic 
is also specially interesting as her propelling 


dining saloon, situated on the saloon deck, 
contains seating accommodation for 212 people. 
It is panelled after the fashion of the time of 
Charles II., and is finished in white. This room 
has the popular “ well ” arrangement overhead, 
with verandah for the bandstand, and the tables 
are arranged on the restaurant principle. The 
reading room is on the upper promenade deck. 
The walls of this apartment are decorated in the 
Adam style, with delicate ornaments in low 
relief. The lounge is also on this deck and is 
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panelled in oak. A large and well-selected 
library is provided. The windows contain in 
stained glass effigies of poets, painters, dramatists, 
and philosophers. The smoking room, also on 
the upper promenade deck, is a cosy and com¬ 
fortable apartment. The walls are hung with 
stamped leather and adorned with handsome 
leaded glass windows at the forward and after 
ends, with graceful symbolic figures of poetry, 
music, sculpture, and painting. A barber’s shop 
is provided for the first-class passengers. The 
second-class staterooms are on the shelter deck, 
the saloon, with seating accommodation for 264 
persons, being on the middle deck. The second- 
class library is on the lower promenade deck and 
the smoking-room on the upper promenade deck. 
The vessel is fitted up with the latest and most 
improved Marconi system of wireless telegraphy, 
and has also a submarine signalling apparatus. 
On the 15th April, the vessel proceeded to 
Liverpool to take her place in the Canadian 
service, sailing from Liverpool on the 29th April. 

Twin-screw passenger steamer; 
“ Minnewaska.” 615£ft., by 65ft. 3£in.; 14,500 

gross tonnage. Built to the 
order of the Atlantic Transport Line for the 
London and New York service. Like the other 
steamers in this service, the vessel carries first- 
class passengers only, having accommodation for 
330. The staterooms are in large houses on the 
bridge and shelter decks. Special suites have 
been provided at the fore end of the house on the 
bridge deck. The dining saloon is situated 
nearly amidships on the shelter deck, and will 
accommodate all the passengers at one sitting. 
The lounge is on the boat deck forward, the 
reading room and smoking room also being on 
the boat deck. Large refrigerated chambers are 
provided for the carriage of chilled meat, the 
refrigerating machinery having been supplied by 
Messrs. J. & E. Hall, Ltd., Dartford. The two 
sets of quadruple expansion engines, constructed 
by the shipbuilders, are of the latest balanced 
type, steam being supplied by four double-ended 
and four single-ended boilers working under 
forced draught. Trial trip, 24th April. 

Twin-screw inter-colonial mail 
“ Berbiee.” steamer ; 313ft., by 38^-ft. ; 2,500 

gross tonnage. The vessel is the 
first of two steamers building by Messrs. 
Harland & Wolff for the Royal Mail Steam 
Packet Company’s improved inter-colonial service 
in the West Indies. Accommodation is provided 
for a large number of first and second saloon 
passengers as well as for deck passengers. The 
first-class dining saloon is situated on the main 
deck. The bridge deck is entirely devoted to 


first saloon passengers, the lounge being at the 
forward end and a verandah at the after end, the 
latter serving as a semi-enclosed smoking room. 
The second saloon accommodation is situated on 
the main deck. The vessel is fitted with 
refrigerating machinery and insulated chambers. 
Hydraulic cranes are also provided. The two sets 
of quadruple expansion engines are of the builders’ 
balanced type. Launched, 6th May. 

Twin-screw passenger and 
“Leicestershire.” cargo steamer ; 482|ft:, by 

54ft. 4^in. beam. Built for 
the Bibby Line, Liverpool. Accommodation is 
provided for a large number of passengers, the 
arrangement of staterooms being on the Bibby 
tandem principle, which enables both the inner 
and outer staterooms to be lighted with sidelights 
from the outside. The propelling machinery, 
constructed by the shipbuilders, consists of two 
sets of quadruple expansion engines on the 
balanced principle. Launched, 3rd June. 

Twin-screw passenger steamer. 
“ Meg-antie.” The vessel is a sister ship to the 

Laurentic and was also built for 
the Canadian trade of the White Star-Dominion 
Line. The Megantic, however, is fitted with two 
sets of quadruple expansion engines, whereas the 
Laurentic has the combination of reciprocating 
engines and a low-pressure turbine. Trial trip, 
4th June. 


Workman, Clark & Co., Ltd., Belfast. 

Passenger and fruit-carrying 
“Abangarez.” steamer; 394ft. long; 5,000 

gross tonnage. Built to the 
order of the Tropical Fruit Steamship Co., 
Limited (Messrs. Clark & Service), Glasgow, for 
the banana, general and refrigerated freight 
trades between West Indian and United States 
ports. Accommodation for over 100 first-class 
passengers is provided amidships on the upper, 
bridge and promenade decks. The dining saloon 
is situated on the upper deck, with a large 
entrance hall and lounge on the bridge deck. 
The smoking room is also on the bridge deck, 
and a music room and special cabines de luxe 
are situated on the promenade deck. The 
vessel is fitted with a wireless telegraphy installa¬ 
tion. The cargo space is divided into eight 
compartments, and has been insulated and 
prepared for the carriage of fruit and meat in 
bulk. For the purpose of keeping these cargoes 
fresh and in marketable condition, cooled fresh 
air is delivered by electrically-driven fans through 
ducts to each compartment. The propelling 
machinery consists of a set of triple expansion 
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engines, steam being supplied by five boilers 
working under forced draught. An average 
speed of 14f knots was obtained on the trial, 
which took place on the 2nd April. 

P ass enger and fruit-carrying 
“Atenas.” steamer. The vessel is a sister 
ship to the Abangarez, and was 
built for the same owners. Launched, 8th May.> 

Passenger and fruit-carrying 
“ Tuppialba.” steamer. The vessel is a sister 

ship to the Abangarez and 


Alenas, and was built for the same owners. Trial 
trip, 21st May. 

Twin-screw mail and passenger 
“ Otranto.” steamer. Built for the Orient 

Steam Navigation Co., in accord¬ 
ance with the terms of their mail contract with 
the Australian Government.. The vessel is a sister 
ship to the Orsova , fully described and illustrated 
elsewhere in the present issue. A series of trials 
were conducted on the Firth of Clyde on the 30th 
June, the speed attained being 18-95 knots. 


SCOTLAND. 


Ailsa Shipbuilding Co., Limited, Troon. 

Twin-screw passenger steamer 
“ itapuca.” 270ft., by 42ft., by 18Jft; Built 

for the Cia Nacional de Nave- 
gacao Costeria, Rio de Janeiro. Accommodation 
for 66 first-class and 50 third-class passengers is 
provided. The vessel has also a large compart¬ 
ment specially insulated for the carriage of fruit, 
the refrigerating machinery having been supplied 
by Messrs. J. & E. Hall, Ltd., Dartford. The two 
sets of triple expansion engines, constructed by* 
the shipbuilders, have cylinders 16, 26 and 42in., 
by 30in. stroke, with two boilers and a donkey 
boiler. On the trial, which took place on the 
18th May, a mean speed of 13 knots was obtained 
on the measured mile, this being a knot in excess 
of the contract speed. 


Bow, M‘Lachlan & Co., Ltd., Paisley. 

Tug and salvage service 
“ Piloto Sibbald.” steamer. The vessel is 

the first of two similar 
ships building by Messrs. Bow, M’Lachlan & Co. 
for the Chilian Government. The propelling 
machinery was constructed by the shipbuilders. 
Launched, 22nd April. 

Tug and salvage ser- 
“Contramaestpe Ortiz.” vice steamer. The 

vessel is a sister ship 
to the Piloto Sibbald , and was also built for the 
Chilian Government. Launched, 4th May. 


George Brown & Co., Greenock. 

Cargo steamer; 142ft. long. Built 
“ Alyn.” for the Hamilton Shipping Co., 
Liverpool. The propelling machinery 
was constructed by Messrs. Gauldie, Gillespie and 
Co., Glasgow. Launched 1st May. 

Passenger steamer; 130ft., by 
“Dungannon.” 20^ft., by 9ft. Built for ser¬ 
vice between Waterford and 


Dungannon.. The propelling machinery was con¬ 
structed by Messrs. Gauldie, Gillespie & Co., 
Glasgow. Launched, 25th June. 


John Brown & Co., Ltd., Clydebank. 

Twin-screw mail and passenger 
“ Orsova.” steamer. Built for the Orient 

Line. The vessel is fully de¬ 
scribed and illustrated elsewhere in the present 
issue. Trials, 29th May. 

Paddle steamer ; 290ft. long 
“Golden Eagle.” and 32ft. beam; 900 gross 
tonnage. Built for the pas¬ 
senger and excursion service of the General 
Steam Navigation Co., Ltd., London. Accommo¬ 
dation is provided for about 1,500 passengers. 
The propelling machinery consists of diagonal 
three-cylinder triple expansion engines, with 
two boilers. On the measured mile, a mean 
speed of 19*2 knots was attained. Trial trip, 
9th June. 


Caledon Shipbuilding & Eng. Co., Dundee. 

Fishery cruiser, raised quarter deck 
“Norna” type; 159 ft. r by 25ft., by 14ft. 

Built for the Fishery Board of Scot¬ 
land, and specially constructed for service round 
the Orkney and Shetland Islands during the 
winter months. The triple expansion engines, 
of 1,100 I.H.P., were constructed at the Caledon 
Company’s Lilybank Foundry. Trial trip, 4th 
May. 

Passenger and fruit - carrying 
“Aguila” steamer; 2841ft., by 37ft. 10in., by 
20ft. Built for Messrs. Yeoward 
Brothers, Liverpool, and intended for trading 
to the Canary Islands. Accommodation is pro¬ 
vided for 100 first-class passengers. Launched, 
6th May. 
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Clyde Shipbldg. & Eng*- Co., Ltd-, Port-Glasgow. 

Cargo steamer; 295ft., by 42ft., by 
“Lug-a.” 20ft. Built to the order of the 
Stott Line, Limited, Liverpool, for 
the Baltic trade. The propelling machinery was 
constructed by the shipbuilders. Launched, 23rd 
April. 

Cargo steamer; 235ft., by 
“Swansea Vale.” 36ft., by 171ft. Built for 
the Swansea Steamers, Ltd., 
Swansea. The propelling machinery was con¬ 
structed by the shipbuilders. Launched, 4th 
June. 


Charles Connell & Co-, Limited, Whiteinch- 

Cargo steamer, spar-deck rule; 

Gleneluny.” 7,700 tons deadweight. Built 
for Messrs; James Gardiner and 
Co., Glasgow. The triple expansion engines 
were constructed by Messrs. Dunsmuir & Jackson, 
Go van. Launched, 19 th April. 

Cargo steamer; 7,700 tons dead - 
“Dunedin.” weight. Built for the Dunedin 
Steamship Co., Leith. The triple 
expansion engines were constructed by Messrs. 
Dunsmuir & Jackson, Govan. Launched, 26th 
May. 


■Wm. Denny & Brothers, Dumbarton. 

Triple-screw turbine cross- 
Duke of Argyie.” channel passenger steamer; 

330ft., by 41ft., by 18ft. 
The vessel is the second of two sister ships 
building by Messrs. Denny to the order of the 
London & North Western and Lancashire & York¬ 
shire Railway Companies for the Fleetwood and 
Belfast service. She has a poop, bridge and 
forecastle, and has three decks—promenade, 
main and lower. The lower deck aft is entirely 
devoted to cargo, but forward of the machinery 
space accommodation is provided for first-class 
passengers. On the main deck aft accommoda¬ 
tion is fitted for third-class passengers, a special 
cabin being provided for ladies. A refreshment 
room is also fitted. From the poop to the fore 
end of the turbine hatch, arrangements are made 
for carrying cattle and horses. At the port side 
of the boiler casing a number of two-berth ladies’ 
rooms, exclusively for first-class, are provided. 
Forward is the first-class dining saloon, finished 
in an Elizabethan style. On the bridge deck is a 
long deckhouse, in the after end of which is the 
smoking room. The remainder of the deckhouse 
is occupied by staterooms, most of which are 
single-berth. On the promenade deck is another 
deckhouse containing single-berth first-class 
cabins. The vessel is fitted with a bow rudder. 


The propelling machinery, constructed by the 
shipbuilders, consists of three sets of turbines each 
driving a separate shaft and taking steam from 
five boilers. Launched, 6th May. 

Triple-screw turbine 
Duke of Cumberland.” cross-channel passen¬ 
ger steamer. The 
vessel is a sister ship to the Duke of Argyle, and 
was built for the same owners. On the measured 
mile the highest mean speed was 22J knots, and 
on a speed and consumption trial of over eight 
hours’ duration (on a measured course at More- 
cambe Bay, with restricted coal consumption) 
the mean speed was 21*1 knots, and the 
guaranteed conditions with regard to coal con¬ 
sumption were fulfilled. Trials, 26th May. 


Robert Duncan & Co_, Port Glasgow. 

Cargo steamer; 310ft., by 46ft, 
“ Mariston.” by 23ft. ; 4,600 tons deadweight. 

Built for Messrs. W. S. Miller 
and Co., Glasgow. The triple expansion engines 
were constructed by Messrs. D. Rowan & Co., 
Glasgow. Launched, 8th April. 

Cargo steamer; 310ft., by 46ft., 
“ Wilston.” by 23ft. Built for the Wilston 
Steamship Co. (Messrs. W. S. 
Miller & Co.), Glasgow. The propelling machinery 
was constructed by Messrs. D. Rowan & Co., 
Glasgow. Launched, 2nd June. 

David J. Dunlop & Co., Port-Glasgow. 

Twin-screw passenger steamer; 
“SiP George.” 240ft., by 38ft., by 16±ft.; 1,500 
gross tonnage. Built to the 
order of the Niger Company, London, for coasting 
and river service on the West Coast of Africa. 
The vessel has large carrying capacity on a 
comparatively light draught of water, and the 
accommodation for first-class passengers is large 
and airy. The two sets of triple expansion 
engines, constructed by the shipbuilders, have 
cylinders 13, 21 and 34in., by 24in. stroke, with 
two boilers. Launched, 5th June. 


Fairfield Shipbuilding & Eng- Co., Ltd., Govan. 

Twin-screw cross-channel 
“ Ppinses Juliana.” passenger steamer; 363ft., 

by 45 ft. 4 in. by 25 ft. 
lOin. ; 3,000 gross tonnage. The vessel is the 
first of three which the Fairfield Company are 
building to the order of the Stoomvaart Maat- 
schappij Zeeland, Flushing, for the night service 
between Flushing and Queenborough. There are 
five decks—lower, main, upper, promenade and 
boat—and ten watertight bulkheads extending to 
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the height of the main deck. Special features are 
the large number of one-berth cabins, submarine 
signalling, and wireless telegraphy apparatus. 
The dining saloon is on the main deck, and 
extends the full width of the ship abaft the engine 
casing, accommodating 93 persons. The smoking 
room is in the fore end of the house on the upper 
deck. The entrance hall, on the upper deck, is 
fitted with settees and tables, and will be used as 
a lounge. Opening off the entrance hall is the 
Imperial suite of rooms, consisting of a sitting 
room, a bedroom, and a bath. Of the 240 first- 
class passengers, 60 will have single-berth cabins, 
and a majority of the others two-berth cabins. 
A group of two-berth cabins forward on the main 
deck is reserved for ladies. Accommodation is 
provided aft for 110 second-class passengers, in 
two, four and sixth-berth cabins. The pro¬ 
pelling machinery consists of two sets of triple 
expansion engines each having four cylinders and 
four cranks, balanced on the Yarrow, Schlick and 
Tweedy system. Steam is supplied by four 
boilers adapted for forced draught on an improved 
arrangement of Howden’s hot-air system with 
open stokeholds. Launched, 22nd May. 

Twin-screw mail and passenger 
“Otway.” steamer. The vessel, which was 

described in a recent issue of The 
Shipbuilder * is one of five similar steamers built 
for the Australian mail and passenger service of 
the Orient Company, another being the Orsova, 
dealt with at considerable length elsewhere in 
the present issue. A series of twelve runs were 
taken on the measured mile, varying in speed from 
13 to a maximum of 18*2 knots. Afterwards 
trials were carried out to determine the diameter 
of the turning circle, which was found to be three 
cable lengths. Further trials consisted of four 
runs between the Cloch and Cumbrae Lights, 
a mean speed of 17*87 knots being attained. 
Later, a six hours’ continuous run was maintained 
at this speed. The vessel afterwards left for 
London, running on the way a twenty-four hours’ 
coal consumption trial. The stipulated limit was 
1*4 lb. per I.H.P. Trials, 26th May. 

Ferguson Brothers, Port-Glasgow. 

Bucket dredger. Built for 
“ Don Frederieo.” the Buenos Ayres <fc Pacific 

Railway Co. The vessel 
is capable of dredging 1,000 tons per hour and has 
buckets of about 30 cubic feet capacity. A com¬ 
plete awning deck runs the entire length of the 
ship. Winches are fitted to bow and stern for 
manipulating the dredging chains, and hoisting 
gear is fitted in the forward hold. Independent 

♦Page 1^0, No. 11, Vol. III. 


engines for hoisting the side shoots are arranged 
amidships. The propelling machinery consists 
of two sets of triple expansion engines. Launched 
with steam up, 7th April. 

Twin-screw grab dredger. The vessel 
“Mole.” was built to the order of the Crown 
Agents for the Colonies for service at 
the new harbour at Lagos. Launched, 22nd June. 


John Fullerton Sc Co., Paisley. 

Cargo steamer; 350 tons. Built to 

- the order of Cardiff owners for the 

local and continental trade. The 
compound engines, of 400 I.H.P., were constructed 
by Messrs. Ross & Duncan, Govan. Launched, 
28th April. 


Greenock Sc Grangemouth Dockyard Co., Ltd. 

Oil tank steamer ; 375ft., by 
“ H. c. Henry.” 50ft., by 29ft. 4in.; 6,200 tons 

deadweight. Built for Messrs. 
John Black & Co., Glasgow. Fore and aft of the 
bridge are sets of pumps for pumping and dis¬ 
charging oil from either side of the vessel. Each 
tank is equipped with a steam heating arrange¬ 
ment for keeping creosote in a liquid state, and 
the equipment also includes pumps for dealing 
with lighter oils, such as petroleum and benzine. 
The triple expansion engines, of 2,300 H.P., were 
constructed by Messrs. D. Rowan & Co., Glasgow. 
Launched at Greenock, 8th June. 


Hall, Bussell Sc Co., Ltd., Aberdeen. 

Cargo steamer; 205 ft., by 
“OlenTanar.” 32ft., by 13±ft., 1,050 tons 

deadweight. Built to the 
order of Messrs. John Cook & Son, Aberdeen, for 
the Baltic stone, paper-pulp, and herring trade. 
The triple expansion engines and boilers were 
constructed by the shipbuilders. Launched, 4th 
June. 


■Wm. Hamilton Sc Co., Ltd., Port-Glasgow. 

Built for the Akers 
Self-docking Pontoon Mek y aerksted Chris _ 

Floating- Dock. ,. mi 

tiama, Norway. I he 

dock is capable of lifting vessels 300ft. long. 
The structure is made up of five separate pontoons 
connected together by two continuous side walls. 
The pumping machinery consists of five large 
horizontal centrifugal pumps by Messrs. Gwynnes, 
Ltd., placed directly on the main drain in the 
bottom of the pontoons, and actuated through 
vertical shafting by electric motors placed on top 
of the side wall. The various compartments 
into which the dock is divided are connected to 
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the main drain, and the arrangement is such that 
any pump in the dock can pump out any com¬ 
partment in any pontoon. Mechanical shores, 
capstans, keel blocks and portable bilge blocks 
are provided for handling the vessel to be docked, 
and at one end a bridge has been fitted, which 
when shut enables the dock crew to get from one 
side wall to the other. Either part of the bridge 
can be used as a crane and is capable of taking 
weights from the centre line of the dock up to 
six or eight tons. Launched, 5th May. 

Cargo steamer; 390ft., by 
“ Caidepgpove.” 52£ft., by 28ft.; 7,100 tons 

deadweight. Built for Messrs. 
John Hardie & Co., Glasgow. The triple ex¬ 
pansion engines, by Messrs. D. Rowan & Co., 
Glasgow, have cylinders 25, 41 and 68in., by 48in. 
stroke, with three boilers. Trial trip, 2nd June. 


D. 8c W. Henderson 8c Co., Ltd., Partick. 

Cross-channel passenger steamer; 
“ Rowan.” 292ft., by 38ft., by 1 7±ft. Built to 

the order of the Laird Line, Ltd., 
Glasgow. The first-class passenger accommoda¬ 
tion, situated amidships, consists of a large dining 
saloon, ladies’ room, deck lounge, smoking room, 
and staterooms, sleeping accommodation being 
provided for about 200 passengers. The second- 
class accommodation, placed aft, consists of a 
ladies’ cabin on the poop deck, with a large 
saloon below divided into two. Both the bridge 
and poop decks are covered by boat decks 
extending to the ship’s side, thus providing 
sheltered promenades for first and second-class 
passengers. Arrangements have also been made 
for carrying cattle. The triple expansion engines, 
constructed by the shipbuilders, have cylinders 
27, 45 and 73in., by 36in. stroke, with four 
boilers. Launched, 23rd April. 


A. 8c J. Xnglis, Ltd., Pointhouse. 

Train ferry steamer; 
“ Mercedes Laepoze.” 283 ft.. by 56 ft., by 

18ft. lOin. Built for 
the Entre Rios Railways Co. The vessel has 
three lines of rails. Launched, 6th May. 


London 8c Glasgow Eng. 8c Shipbldg. Co., Ltd, 
Go van. 

Twin-screw mail and passenger 
“Osterley.” steamer. Built for the Orient 
Steam Navigation Co., in accord¬ 
ance with the terms of their mail contract with 
the Australian Government. The vessel is a 
sister ship to the Orsova, which is fully described 
and illustrated elsewhere in the present issue. 


The trials of the Osterley commenced on the 17th 
June, beginning with the turning trial. The 
vessel turned three times, making on the last turn 
a complete circle in a distance of about 550 
yards—approximately three times her own length. 
Progressive speed trials were run the next day, 
commencing with a speed of 13 knots and working 
up to 14, 15J, 16J and 17| knots. After these 
trials, the vessel steamed a double run over the 
mile at full power, attaining a maximum speed of 
19*25 knots, the mean of the two runs being 18*75 
knots. The I.H.P. was 13,790, and the mean of 
revolutions 93*9. The stopping trial showed that 
when running at 14 knots she could be brought 
from full-speed-ahead to full-speed-astern within 
twice her own length in two minutes. On the 
19th the vessel ran several times on the course 
between the Cloch and Cumbrae Lights and 
underwent her six hours’ trial at full speed. She 
left for London on the 21st, taking in the course 
of her voyage the twenty-four hours’ coal con¬ 
sumption trial. 


Mackie 8c Thomson, Limited, Govan. 

Twin-screw passenger and cargo 
“Nikau.” steamer; 120ft., by 22ft., by 8ft.; 

245 gross tonnage. Built to the 
order of Messrs. A. L. Elder & Co., Ltd., London, 
for the Anchor Shipping & Foundry Co., Ltd., 
Nelson, N.Z. The vessel is specially adapted for 
bar harbour work, and has accommodation for 
25 first-class passengers. The two sets of com¬ 
pound engines were constructed by Messrs. Ross 
and Duncan, Govan. Launched, 6th April. 

Passenger and cargo steamer; 
“Wookta.” 180ft., by 29ft., by 12ft.; 650 
gross tonnage. Built to the order 
of the West Coast Shipping Co., Ltd., Port 
Adelaide, Australia, to trade from Port Adelaide 
along the southern coast of Australia. Accommo¬ 
dation is provided for 62 first-class passengers 
amidships and 21 steerage passengers aft. The 
triple expansion engines, by Messrs. Muir and 
Houston, Glasgow, have cylinders 15, 20 and 40in., 
by 27in. stroke. Launched, 7th June. 

Twin-screw cargo steamer; 130ft., 
“Kaitoa.” by 22|ft., by 9ft.; 450 gross ton¬ 
nage. Built to the order of the 
Anchor Shipping & Foundry Co., Ltd., Nelson. 
N.Z., for their coasting trade. The two sets of 
compound engines were constructed by Messrs. 
Ross & Duncan, Govan. Launched, 22nd June. 


Archd- McMillan 8c Son, Ltd-, Dumbarton- 

ScREwtug; 100ft. long. Built 
‘‘J. O. Gravel.” for the Sincennes-McNaughton 
Line, Limited, Montreal. In 
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addition to being fitted as a tugboat, the vessel 
is provided with a large fire pump, supplied by 
Messrs. Merry weather & Sons, Ltd., London, and 
fire nozzles are arranged fore and aft, while on 
the bridge there are two monitors capable of 
throwing water a considerable distance. The 
compound engines and one boiler, fitted with 
Howden’s forced draught, were constructed by 
Messrs. Renfrew Brothers and Co., Irving. 
Launched, 8th April. 

Screw tug; 138ft. long. The 
“Sin-Mac.” vessel is the second and larger of 

two built by Messrs. McMillan 
for the Sincennes-McNaughton Line, Ltd., Mon¬ 
treal. Besides being fitted as a tugboat, the 
vessel is provided with a large salvage pump and 
a fire pump. The triple expansion engines have 
cylinders 17J, 28 and 46in., by 30in. stroke, with 
one boiler fitted with Howden’s forced draught. 
Launched, 12th May. 


Napier 8c Miller, Ltd., Old Kilpatrick. 

Cargo steamer; 400ft., by 
“ Baron Napier.” 52ft., by 30ft. ; 8,000 tons 

deadweight. Built for 
Messrs. H. Hogarth & Sons, Glasgow. The triple 
expansion engines, by Messrs. Dunsmuir and 
Jackson, Limited, have cylinders 27, 43 and 72in., 
by 48in. stroke, with two main boilers and a 
donkey boiler. Launched, 21st May. 


Ramage 8c Ferguson, Ltd., Leith. 

Cargo steamer. Built for Irish 
“Siemish.” owners. Launched, 2nd June. 


John Reid 8c Co., Ltd., ‘Whiteinch. 

Passenger and cargo steamer ; 
“Wappawee.” 155ft. long. Built to the order 
of the Gulf Steamship Co., 
Ltd., Port Adelaide, for service on the South 
Australian coast. The propelling machinery 
was constructed by Messrs. Muir & Houston, 
Ltd., Glasgow. Trial trip, 9th April. 

A. Rodger 8c Co., Port-Glasgow. 

Cargo steamer; 385 ft., by 
“ Bapon Ogiivy.” 51ft., by 29 ft.; 7,400 tons 
deadweight. Built for Messrs. 
H. Hogarth & Sons, Glasgow and Ardrossan. 
The propelling machinery was constructed by 
Messrs. D. Rowan & Co., Glasgow. Launched, 
6th May. 

Cargo steamer; 341ft. long. Built 
“Feliciana.” f or Messrs. Furness, Withy & Co., 
Ltd., Hartlepool. The triple ex¬ 
pansion engines, constructed by the shipbuilders 


at their Govan works, have cylinders 24, 40 and 
65in., by 42in. stroke, with two boilers. 
Launched, 20th May. 


Russell 8c Co., Port-G-lasgow. 

Single-deck cargo steamer ; 
“White Wings.” 330ft., by 49ft., by 24^ft., 
5,400 tons deadweight. 
Built for Messrs. Norman Hallett & Co., Cardiff. 
The propelling machinery was constructed by 
Messrs. J. G. Kincaid & Co., Greenock. Trial 
trip, 12th May. 

Cargo steamer; 385ft., by 49fft., 
“Apdgoil.” by 29ft. ; 7,500 tons deadweight. 

Built for Messrs. Lang & Fulton, 
Ltd., Greenock. The triple expansion engines 
were constructed by the Clyde Shipbuilding and 
Engineering Co., Ltd., Port Glasgow. Launched, 
25th May. 

Cargo steamer, single-deck type; 
“ Kylemhop.” 331ft., by 49ft., by 24ft. 4in.; 

5,400 tons deadweight. Built for 
Messrs. Abram, Addie & Cousin, Glasgow. The 
propelling machinery was constructed by the Clyde 
Shipbuilding & Engineering Co., Port-Glasgow. 
Launched, 24th June. 


Scott Sc Sons, Bowling. 

Cargo steamer; 160ft. long. 
“Buteman.” Built to the order of Messrs. 

John Kennedy & Sons, Glasgow, 
for the coasting trade. The compound engines 
were constructed by Messrs. Ross & Duncan, 
Govan. Launched, 19th May. 


Scott, of Kinghorn, Ltd. 

Transport steamer, awn- 
“Almirante Lobo.” tug deck type; 255ft., by 

38ft., by 22 Jft. to awning 
deck. Built for the Spanish Government. A 
large hatchway has been provided, to enable the 
largest pieces of artillery or boilers to be shipped ; 
while the after hold has been subdivided into 
compartments for the carriage of ammunition, 
shells, etc., an electrically driven series of fans 
keeping these compartments well ventilated and 
preventing the spaces from being heated. The 
’tween decks are arranged for carrying 400 troops 
in hammocks. The triple expansion engines and 
two boilers were constructed by the shipbuilders. 
Launched with steam up, 6th April. 


Scott’s Shipbuilding 8c Eng. Co., G-reenock. 

Cargo steamer; 400ft., by 52ft., 
“Glenorehy.” by 29ft. 7in. Built for the Glen- 
eden Steamship Co. The decks. 
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awnings and crew space have been specially de¬ 
signed for service in eastern waters. The triple 
expansion engines, constructed by the shipbuilders, 
have cylinders 27, 43 and 72in., by 48in. stroke, 
with three boilers. Trial trip, 23rd June. 

Vm. Simons & Co., Limited, Renfrew. 

Bow-well barge-loading 
Hydra No. 6.” bucket-ladder dredger. Built 
to the order of Sir John 
Jackson, Ltd., to be employed in carrying out 
a large port-improvement contract at Singapore. 
The propelling machinery consists of a set of 
triple expansion engines and one boiler. These 
engines are arranged either to drive the pro¬ 
peller or the dredging gearing, as required. 
Launched with steam up ready for work, 1st June. 

Twin-screw suction hopper 
Sand Grouse.” dredger. Built to the order 
of the Crown Agents for 
the Colonies on account of the Government of 
Southern Nigeria. The suction pump is driven 
from a set of triple expansion engines and is 
capable of dredging sand at the rate of 2,500 tons 
per hour from a depth of 35ft. below water-level. 
The main suction pipe is led through a central 
bow well and is controlled by hydraulic gear. 
This pipe is connected to the suction pump and is 
fitted with an arrangement of flexible joints for 
preventing damage when the dredger is working 


on an exposed bar, the lower end of the pipe 
being so arranged that the vessel can plunge 
about without disturbing the nozzle on the 
ground. The hopper is fitted with the builders’ 
patent combination of discharge valves and 
special keelsons, whereby the load may be dis¬ 
charged either through the bottom of the valves 
or over the side by the discharge keelsons for land 
reclamation. The propelling machinery consists 
of two sets of triple expansion engines, steam 
being supplied by three boilers. Launched 
complete and ready for work, 8th June. 


Yarrow & Co., Limited, Scotstoun. 

Torpedo-boat de- 
” Rio Grande do Norte.” stroyer. The vessel 

is the fifth of ten 
destroyers built and building by Messrs. Yarrow 
for the Brazilian Government. On the trial, 
which took place on the 4th May, the contract 
speed of 27 knots was easily attained. 

Torpedo-boat destroyer; 240ft., 
“Parahyba.” by 23^ft. beam. The vessel is 
the sixth of ten destroyers built 
and building by Messrs. Yarrow for the Brazilian 
Government. The propelling machinery consists 
of two sets of triple expansion four-cylinder 
engines and two Yarrow boilers, each boiler 
supplying steam for about 4,000 H.P. Launched, 
18th May. 


TYNE AND BLYTH. 


Sir W. G. Armstrong 1 , Whitworth & Co., Ltd. 

Scout, for the Brazilian 
“Rio Grande do Sul.” Navy. The vessel is a 

sister ship to the Bahia , 
launched on the 20th January. The armament 
comprises ten 4*7-inch guns, six 3-pounders, and 
two torpedo tubes. The propelling machinery 
consists of turbines of the Parsons type, and is 
expected to give the vessel a speed of 26J knots. 
Launched at Elswick, 21st April. 

Blyth Shipbuilding* & Dry Docks Co., Ltd. 

400-ton steel dumb hopper barge. 
- Built for the Blyth Harbour Com¬ 
missioners. Launched, 12th May. 

Cargo steamer, raised quarter- 
“May Scott.” deck type; 255ft., by 36fft. 

Built for Messrs. John O. 
Scott & Co., Newcastle-on-Tyne, and specially 
adapted for the coal, ore and timber trades. The 
triple expansion engines were constructed by 


the North Eastern Marine Engineering Co., Ltd., 
Wallsend. Trial trip, 8th June. 


Jos. T. Eltringham & Co., South Shields. 

Cargo steamer; 167^ft. long. 
“ Wheatfield.” Built for Messrs. Spillers and 
Bakers, Ltd., Cardiff. The 
compound engines were constructed by Mr. 
G. T. Grey, South Shields, steam being supplied 
by a boiler built by the shipbuilders. Launched, 
5th May. 


R. & W. Hawthorn, Leslie & Co., Ltd., Hebburn. 

Special type of ore-carry- 
“Vollrath Tham.” ing steamer; 376 ft., by 

56^ ft., by 33^ ft.; 8,000 
tons deadweight. Built for the Rederiaktie- 
bolaget Lulea-Ofoten, Stockholm. The con¬ 
struction of the vessel included the Johnson and 
Welin patent system of ore pockets, with other 
details designed to strengthen the ship and make 
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her specially suitable for the Swedish ore trade. 
An electric generating plant is installed to supply 
energy to ten powerful cranes, of special type, 
placed at the ore pocket discharge compartment. 
The triple expansion engines, by the North 
Eastern Marine Engineering Co., Ltd., Wallsend, 
are placed aft, and have cylinders 24^, 40 and 
66in., by 45in. stroke, with three boilers. 
Launched, 5th May. 


Northumberland Shipbuilding* Co., Ltd., ZXowdon. 

Passenger and cargo steamer, 
“Savannah.” shelter-deck type ; 422ft. long ; 

8,750 tons deadweight. Built 


weight. Built for the Court Line, Limited 
(Messrs. Haldinstein & Co., Ltd.), London. The 
triple expansion engines, by Messrs. Blair & Co., 
Ltd., Stockton, have cylinders 26, 42 and 70in., 
by 48in. stroke, with two boilers. Launched, 
19th June. 


J. P. Pennoldson & Sons, South Shields. 

Screw tug; 125ft. long. Built for 
“Heroic.” Australian owners, and specially 
adapted for deep-sea towing and 
salvage work. The compound engines and 
boiler were constructed by the shipbuilders. 
Trial trip, 28th April. 



Photo by] 


Launch of the “ Rio Grande do Sul. 


[Frank & Sons, So. Shields. 


to the order of Messrs. Furness, Withy & Co., 
Ltd., West Hartlepool, for their American Line. 
The vessel has three complete steel decks in¬ 
cluding the shelter deck all fore and aft, the 
shelter ’tween deck being of exceptional height 
and arranged so that a large number of emigrants 
can be carried. Accommodation for first-class 
passengers is provided on top of the shelter deck. 
The triple expansion engines and boilers were 
constructed by Messrs. Richardsons, Westgarth 
and Co., Ltd. Trial trip, 15th May. 

Cargo steamer, three-deck 
“Erring’ton Court.” ru l e ; 380ft., by 52ft., by 

28 ft.; 7,500 tons dead- 


Screw tug; 135ft. long. Built to 

- the order of the Huddart, Parker 

and Co. Proprietary, Limited, Mel¬ 
bourne, Australia, for heavy ocean towing and 
fire and salvage service. The accommodation for 
officers is fitted aft, in conjunction with a saloon 
and ladies’ cabin which are to be used for pas¬ 
senger service. The vessel is fitted with a salvage 
pump of the centrifugal type capable of dis¬ 
charging 1,100 tons of water per hour, and also a 
fire pump, by Messrs. Merry weather & Sons, Ltd., 
capable of discharging 2,000 gallons per minute. 
The propelling machinery, constructed by the 
shipbuilders, consists of a set of triple expansion 
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engines of 1,250 I.H.P. and two boilers. This 
vessel is the most powerful tug owned in the 
Australian Colonies. Launched, 21st May. 

Paddle tug; 90ft. long. Built 
“Seaham.” for towing and salvage service at 
the new docks at Seaham Har¬ 
bour. Trial trip, 24th May. 


Smith’s Dock Co., Ltd-, North Shields. 

Three herring drifters ; 
“Janet Geddes,” 89 ft. long. The com- 

“Pitg-aveny” pound engines for two 

-^ n< i ivr >» of the vessels were con- 

Lily & Maggie. ^ ^ 

Engineering & Dry Dock Co., Ltd., North Shields, 
and the triple expansion engines for the other by 
Messrs. Elliott & Garrood, Ltd., Beccles, Suffolk. 
Launched, 5th April. 


Herring drifter; 89ft. long. The 

- compound engines were supplied by 

the Shields Engineering A Dry Dock 
Co., Ltd., North Shields. Launched, 22nd April. 


Screw trawler; 123±ft. long. 
“Tyne Prinee.” The triple expansion engines 
were constructed by the Shields 
Engineering & Dry Dock Co., Ltd., North Shields. 
Launched, 3rd June. 


Bobert Stephenson & Co., Ltd., Hebburn. 

Cargo steamer, single-deck type ; 
“Navarra.” 7,350 tons deadweight. Built for 
Messrs. Donald & Taylor, Glas¬ 
gow. The triple expansion engines and two 
boilers were constructed by Palmers Shipbuilding 
and Iron Co., Ltd., Jarrow. Trial trip, 28th May. 


Swan, Hunter, & Wigham Bichardson, Ltd. 

Canadian Lake steamer; 
“Kaministiauia.” 256ft., by 43ft., by 25 ft. 

Built for the Western 
Navigation Co., Limited, Fort William, Ontario. 
The triple expansion engines, by the North 
Eastern Marine Engineering Co., Ltd., Wallsend, 
have cylinders 20J, 33 and 54in., by 36in. stroke, 
with two boilers. Trial trip, 6th April. 

Oil tank steamer; 418ft., by 51^ft., 
■“Patella.” by 31ft.; 7,700 tons deadweight. 

Built for the Anglo-Saxon Petro¬ 
leum Co., Ltd., London. The triple expansion 
engines, by the Walfsend Slipway & Engineering 
Co., Ltd., Wallsend, have cylinders 26J, 43 and 
72in., by 48in. stroke, with three boilers. The 
vessel is a sister ship to the Conch , recently com¬ 
pleted by the same builders for the Anglo-Saxon 
Co. Trial trip, 28th April. 


Twin-screw steamer for submarine 
“Teleonia.” cable-laying and repairing; 220ft., 
by 31fb. Built for the Telegraph 
Construction & Maintenance Co., Ltd., London. 
The two cable tanks have over 7,500 cubic feet of 
space available in which to coil the cable ; and 
there is, in addition, a hold for carrying buoys, 
grapnels, etc., as well as very large bunker 
capacity. Testing rooms are also provided. 
The vessel has an overhanging bow, fitted with 
cable sheaves for the picking-up and paying-out 
of cables. The two sets of triple expansion 
engines, with two boilers working under Howden’s 
forced draught, were constructed by the ship¬ 
builders. Trial trip, 4th May. 

Canadian Lake steamer; 250ft., 
“Keywest.” by 42^ ft. The vessel is of a 
special type. The triple expan¬ 
sion engines were constructed by the North 
Eastern Marine Engineering Co., Limited, 
Wallsend. Trial trip, 10th May. 

Canadian Lake steamer. The 
“ Keypopt.” vessel is a sister ship to the Key- 
west. Trial trip, 18th May. 

Oil tank steamer; 403ft., by 
“San Antonio.” 50£ft., by 32ft.; 7,550 tons 
deadweight. Built for Messrs. 
S. Pearson & Son, Ltd., London. The triple 
expansion engines, by the North Eastern Marine 
Engineering Co., Ltd., Wallsend, have cylinders 
26, 43 and 72in., by 48in. stroke, with three 
boilers. Trial trip, 19th May. 

Petroleum tank steamer, 
“British Sun.” three-deck type; 414ft., by 

52£ft., by 31ft.; 8,150 tons 
deadweight. Built for American owners. The 
triple expansion engines, by the Wallsend Slip¬ 
way & Engineering Co., Ltd., have cylinders 27, 
45 and 75in., by 48in. stroke, with three boilers. 
Launched at Wallsend, 3rd June. 

Passenger steamer ; 322ft., by 46ft. 
“Saga.” Built to the order of the Thule S.S. 

Co., Ltd., Gothenburg, for service 
between London and Gothenburg. Accommoda¬ 
tion is provided for 84 first-class passengers on 
the lower and main decks amidships and in a 
house above, and includes large dining saloon, 
ladies’ room, smoking room, and entrance house. 
Second-class accommodation for 50 passengers 
is situated on the main deck aft. Insulated 
chambers, cooled by refrigerating machinery, are 
provided for the carriage of dairy produce. The 
triple expansion engines and three boilers were 
constructed at the Neptune Engine Works of the 
builders. Trial trip, 10th June. 
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Twin-screw train ferry; 
“Drottning-Victoria.” 354 ft. long, by 50 ft. 

beam. Built to the 
order of the Royal Administration of the 
Swedish State Railways. The vessel is in¬ 
tended to carry railway trains across the 
Baltic, and is remarkable for the length of 
voyage she will accomplish. Usually when trains 
are carried across arms of the sea the distance is 
short, but in this case the voyage from Sassnitz 
(Germany) to Trelleborg (Sweden) represents a 
distance of no less than 65 nautical miles across 
sea which at times is very rough. The trains 


staterooms for passengers who are not occupying 
the sleeping berths on the train, both first and 
third-class accommodation being provided. The 
ventilation and heating are effected by an 
installation of thermo-tanks. The vessel is 
designed to be very steady at sea, and has 
unusually large bilge keels to minimise rolling. 
For safety in entering and leaving port, a bow 
rudder is fitted as well as the stern rudder, both 
being controlled by steam from the captain’s 
bridge. A submarine-signalling apparatus is 
also provided. The propelling machinery, con¬ 
structed by the shipbuilders, consists of two sets 



Photo by] The Train Ferry “ Drottning Victoria,” [Frank & Sons, So. Shields 


enter the after end of the ship from a specially 
constructed quay and landing stage made to fit 
exactly the form of the vessel, and steadiness 
during shipment is ensured by means of the 
trimming tanks provided. The trains are carried 
on two tracks on the car deck, occupying nearly 
the whole surface of the deck. The cars are 
secured to the deck by a substantial arrangement 
of ring plates and screws, while any tendency to 
movement end-ways is prevented by strong buffers. 
The vessel has also extensive and luxurious 
passenger accommodation on the deck above the 
car deck, while below the latter are numerous 


of ^ triple expansion engines, taking steam from 
four boilers working under Howden’s forced 
draught, and capable of developing 5,000 I.H.P. 
On the trials, which took place on the 15th June, 
a speed of 1J knots in excess of the contract 
requirement, viz., 17^ knots, was attained. 


Tyne Iron Shipbuilding Co., Ltd., 'W’illington Quay. 

Oil tank steamer; 360ft., by 
“Clearfield.” 48^ft., by 30|ft.; 6,500 tons 
deadweight. Built for Messrs. 
Hunting & Son, Newcastle-on-Tyne. The oil 
installation consists of three specially designed 
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oil pumps, arranged to pump through a double 
line of oil piping. The triple expansion engines, 
by the Wallsend Slipway & Engineering Co., Ltd., 
have cylinders 26, 43 and 70in., by 48in. stroke, 
with three boilers. Trial trip, 15th June. 


'Wood, Skinner 3: Co., Limited, Bill Quay. 

Single-deck cargo steamer ; 
“ King’sweap.” 2,150 tons deadweight. Built 

for Messrs. Renwick, Wilton 
and Co., Ltd., Dartmouth and Torquay. The 


triple expansion engines were constructed by the 
North Eastern Marine Engineering Co., Ltd., 
Wallsend. Trial trip, 8th May. 

Cargo steamer, raised quarter- 
“ Tynemouth.” deck type. Built for the Bur¬ 
nett Steamship Co., Limited, 
Newcastle-on-Tyne. The triple expansion en¬ 
gines and two boilers were constructed by the 
North Eastern Marine Engineering Co., Ltd., 
Wallsend. Launched, 3rd June. 


THE WEAR. 


S. P. Austin 3c Son, Limited, Sunderland. 

Coal-carrying steamer; 4,250 
“William Copy.” tons deadweight. Built for 
Messrs. William Cory & Son., 
Ltd., London. The propelling machinery was 
constructed by Messrs. George Clark, Limited, 
Sunderland. Launched, 17th June. 


John Crown 3c Sons, Ltd., Sunderland. 

Cargo steamer; 2,100 tons 
“Quickstep.” deadweight. Built for Messrs. 

Witherington & Everett, New¬ 
castle-on-Tyne. The propelling machinery was 
constructed by the North Eastern Marine 
Engineering Co., Ltd., Sunderland. Launched, 
17th June. 


Wm. Doxford 3c Sons, Ltd., Sunderland. 

Turret cargo steamer; 292ft., by 
“Inland.” 43^ft., by 21ft.; 3,700 tons dead¬ 
weight. Built for the Angfartygs- 
aktiebolaget Tirfling (Axel Brostrom & Son), 
Gothenburg. The triple expansion engines and 
two boilers were constructed by the shipbuilders. 
This is the sixth turret steamer built for the same 
owners by Messrs. Doxford. Launched, 20th 
May. 

Cargo steamer, single-deck type; 

- 270ft., by 441ft., by 23£ft. The 

vessel is fitted with the builders’ 
belt-discharging gear, by means of which cargoes 
of coal, ore or other minerals can be discharged 
at the rate of 500 tons per hour. The gear 
consists of two continuous, revolving, trough¬ 
shaped belts, carried in suitable trunks under the 
entire length of all the holds, and gradually rising 
aft to the deck level, at which point, by means of 
a secondary system of inclined belting and 
swinging tubular booms, the cargo is discharged 
into lighters alongside or into trucks on the 
landing quays. This application of belt-dis¬ 


charge, which the builders have patented and 
introduced, is almost entirely automatic, the 
services of only two men being required to 
regulate the transport of the cargo from the 
vessel’s hold to the lighter or railway truck. In 
addition to the rapid discharge, the cargo is 
weighed automatically en route. The propelling 
machinery is placed aft. Launched, 4th June. 

Turret cargo steamer; 331ft, by 
“ Nyland.” 48±ft., by 24Jft.; 5,400 tons dead¬ 
weight. Built for Messrs. Axel 
Brostrom & Son, Gothenburg. The triple expan¬ 
sion engines, constructed by the shipbuilders, 
have cylinders 24^, 40 and 66in., by 42in. stroke, 
with two boilers. Launched, 22nd June. 


Osbourne, G-raham 3c Co., Sunderland. 

Cargo steamer, raised quarter - 
“Howden.” deck type; 218ft. long, 1,550 tons 
deadweight. Built to the order 
of Messrs. Furness, Withy & Co., Ltd., West 
Hartlepool, for their coal trade, the vessel being 
arranged as a self-trimmer. The triple expansion 
engines and boiler were constructed by Messrs. 
Richardsons, Westgarth & Co., Ltd., Sunderland. 
Trial trip, 20th May. 

Cargo steamer, raised 
“Aliped Kreg-ling-er.” quarter-deck type; 218ft. 

long; 1,550 tons dead¬ 
weight. Built to the order of Messrs. Furness, 
Withy & Co., Ltd., West Hartlepool, for the 
Belgium-Scandinavian S.S. Co., Ltd., Antwerp. 
The triple expansion engines and one boiler were 
constructed by Messrs. Richardsons, Westgarth 
and Co., Ltd., Sunderland. Launched, 21st May. 


W. Pickersgill 3c Sons, Ltd., Sunderland. 

Cargo steamer; 296ft., by 43^ft., 
“Pelican.” by 21ft. Built for the Ogmore 
Steamship (1899) Co., Ltd., Cardiff. 
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The triple expansion engines and two boilers 
were constructed by Messrs. George Clark, Ltd., 
Sunderland. Launched, 18th May. 

Cargo steamer ; 259ft., by 38ft, 
“Ambiorix.” by 19|ft. Built for Messrs. J. 

D’Haene & Co., Antwerp. The 
triple expansion engines and two boilers were 
constructed by Messrs. MacColl <k Pollock, Ltd., 
Sunderland. Trial trip, 1st June. 


John Priestman & Co., Sunderland. 

Cargo steamer; 250ft.. by 34ft., 
“Fepnande.” by I6^ft. Built for Mr. F. Bouet, 
Caen. The triple expansion en¬ 
gines and two boilers were constructed by the 
North Eastern Marine Engineering Co., Ltd., 
Sunderland. Trial trip, 29th April. 


Short Brothers, Limited, Sunderland. 

Cargo steamer; 260ft., by 37^ft., 
“ Dania.” by 1 9^ft.; 2,700 tons deadweight. 

Built for Messrs. T. Nolson & Sons, 
Ghent. The vessel is built on the deep frame 
principle, and the fore end is specially strength¬ 
ened to enable the vessel to steam through ice. 
The triple expansion engines and boiler were 
constructed by the North Eastern Marine En¬ 
gineering Co., Ltd., Sunderland. Trial trip, 22nd 
May. 

Cargo steamer; 325ft., by 47ft., 
Hartside.” by 23ft. O^in.; 4,800 tons dead¬ 
weight. Built for Messrs. Charl¬ 
ton, McAllum & Co., Ltd., Newcastle-on-Tyne. 
The triple expansion engines, by Messrs. John 
Dickinson & Sons, Ltd., Sunderland, have 
cylinders 23, 38 and 62in., by 42in. stroke, with 
two boilers. Launched, 3rd June. 


Sunderland Shipbuilding 1 Co., Limited. 

Cargo steamer, raised quarter-deck 
“Hebe.” type; 257ft., by 35ft., by 1 7ft. ; 

2,050 tons deadweight. Built for 
Messrs. G. Lamy & Co., Caen. The triple expan¬ 
sion engines and two boilers were constructed by 
the North Eastern Marine Engineering Co., Ltd., 
Sunderland. Trial trip, 6th April. 

Cargo steamer, single-deck type; 
“ Mapleton.” 250ft., by 42|ft., by 18^ft. Built 
to the order of the Merchants’ 
Steamship Co., Ltd., Toronto, and specially de¬ 
signed for service on the Canadian Great Lakes. 
The triple expansion engines, by the North 
Eastern Marine Engineering Co., Ltd., Sunder¬ 
land, are placed aft, and have cylinders 17, 28 
and 46 in., by 33 in. stroke, with two boilers. 
Launched, 4th June. 


Robt. Thompson & Sons, Ltd., Sunderland. 

Cargo steamer; 330^ft., 'by 
“ Monkstone.” 47ft., by 24ft. 4in. Built for 
the Rosella Steamship Co., 
Ltd. (Messrs. Elvidge & Morgan), Cardiff. The 
triple expansion engines, by Messrs. George 
Clark, Ltd., Sunderland, have cylinders 24, 38 
and 64in., by 42in. stroke, with two boilers. 
Trial trip, 17th May. 

Cargo steamer; 215ft., by 31^ft., 
“Mopien.” by 14ft. 8in. Built for Mr. C. M. 

Burchell, Sydney, C.B. The triple 
expansion engines and two boilers were con¬ 
structed by Mr. G. T. Grey, South Shields. Trial 
trip, 20th May. 

Cargo steamer; 290ft., by 46ft., 
“ Relillio.” by 22ft. Built for the Orders and 

Handford Steamship Co., Limited, 
Newport, Mon. The triple expansion engines and 
two boilers were constructed by the North Eastern 
Marine Engineering Co., Limited, Sunderland. 
Trial trip, 22nd June. 


TEES AND HARTLEPOOL. 


R. Craggs & Sons, Ltd., Middlesbrough. 

Oil tank steamer ; 357ft., 
“Conrad Mohp.” by 48ft., by 28fft.; 6,150 

tons deadweight. Built for 
Messrs. Chr. Michelsen & Co., Bergen. The 
vessel has two complete cargo pumping installa¬ 
tions of unusual power, designed to deliver the 
cargo into shore tanks in the course of a few 
hours. The triple expansion engines, by the 
North Eastern Marine Engineering Co., Ltd., 
Wallsend, are placed aft, and have cylinders 25, 
41 and 67in., by 45in. stroke, with three boilers. 
Launched, 8th April, 


Craig, Taylor & Co., Ltd., Thornaby. 

Cargo steamer, single-deck 
‘‘Magdalena.” type; 298ft., by 44ft., by 

21ft. lin. Built for Mr. A. 
C. Lensen, Terneuzen. The triple expansion 
engines and two boilers were constructed by the 
North Eastern Marine Engineering Co., Ltd., 
Sunderland. Trial trip, 24th April. 

Cargo steamer, single-deck type ; 
“Boseawen ” 290ft., by 40fft., by 20^ft. Built 

for Messrs. E. Jenkins & Co., 
Cardiff. The triple expansion engines and two 
boilers were constructed by the North Eastern 
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Marine Engineering Co., Ltd., Sunderland. 
Trial trip, 20th May. 


Sir Raylton Dixon & Co., Ltd., Middlesbrough. 

„ „ Mail and passenger steamer; 502ft., 

Vasapi.” by 59ft 4in M by 30 i ft Built t0 

the order of Messrs. Lamport and 
Holt, Liverpool, for service between New York, 
Brazil, and the Argentine Republic. The vessel 
has a complete shelter deck, on top of which is a 
long bridge with deck houses, and there is a 
promenade deck above this. Accommodation 
or a large number of first-class passengers is 


deck below. The first-class accommodation in¬ 
cludes special suites. The quadruple expansion 
engines and double-ended boilers were constructed 
by Messrs. Richardsons, Westgarth & Co., Ltd.. 
Middlesbrough. On the trial trip, which took 
place on the 22nd April, a speed of 15 knots was 
attained, the vessel being three-parts loaded. 

„„ Ore-carrying steamer: 300ft., by 

Paulina.” 47^ ft., by 22j ft. ; 4,200 tons 

deadweight. Built to the order 
of Messrs. Modesto Pineiro & Co., Santander, 
Spain, for service between Santander and 
Glasgow. The vessel is constructed on the ship- 



Photo by] 


The Mail and Passenger Steamer ‘Vasari.’ 


[ W. Parry & Son, So. Shields. 


situated in these deckhouses, the second-class 
accommodation being placed aft on the shelter 
deck. The dining saloon extends the full width 
of the ship, and is fitted with small tables on the 
restaurant plan. Adjoining the dining saloon is 
a children’s nursery, the walls of which are 
decorated with specially painted original pictures 
illustrating nursery rhymes. The ladies’ cabin, 
or music saloon, is situated on the deck above the 
dining saloon. The smoking room is at the after 
end of the upper deckhouse. Outside of the 
smoking room, at the after end, is a sheltered 
alcove, which forms an open-air cafe, provided 
with tables. A similar place is provided on the 


builders’ patent cantilever system of framing. 
The triple expansion engines, by the North 
Eastern Marine Engineering Co., Ltd., Sunder¬ 
land, have cylinders 21J, 36 and 59in., by 39in. 
stroke, with three boilers. Trial trip, 12th June. 

„ Coal-carrying steamer, con- 

Vietop Hugo.” structed on the builders’patent 
cantilever-frame system with 
topside water ballast tanks ; 301ft., by 43ft., by 
21ft. 4in. ; 3,600 tons deadweight; 1,300 tons 
net register. Built for Messrs. Delmas Freres, 
La Rochelle. The holds are perfectly self¬ 
trimming and free from all obstructions. The 
triple expansion engines, by Messrs. Richardsons, 
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Westgarth & Co., Ltd., Middlesbrough, are 
placed aft, and have cylinders/ 22, 35 and 59in., 
by 39in. stroke, with two boilers. Launched, 
17th June. 


fa. Cray & Co., Ltd., West Hartlepool. 

Cargo steamer ; 358ft., by 50ft. 
" Rossano.” 8in., by 25^ft. Built for Messrs. 

Furness, Withy & Co., Limited, 
West Hartlepool. The triple expansion engines, 
constructed at the Central Marine Engine Works 
of the shipbuilders, have cylinders 25, 40 and 
65in., by 42in. stroke, with two boilers. Trial 
trip, 31st May. 

Cargo steamer. The vessel is a 
“Catepino.” sister ship to the Rossano , and 

was built for the same owners. 
Trial trip, 22nd June. 


W. Harkess 8c Son, Ltd., Middlesbrough. 

Twin-screw mail and passenger 
“Upomi.” steamer; 225ft., by 36ft., by 

14ft.; 1,200 tons deadweight 

Built to the order of Messrs. Elder, Dempster and 
Co. for their West African branch service. 
Accommodation is provided for a limited number 
of first-class passengers, and the vessel carries 
a Board of Trade certificate for a large number 
of deck passengers. Trial trip, 19th May. 

Cargo steamer; 190ft., by 30ft., 
“Webbupn.” by 15ft.; 1,100 tons deadweight. 

Built to the order of Messrs. 
Whiteway & Ball, Torquay, for their coal and 
timber trades. The propelling machinery was 
constructed by Messrs. Richardsons, Westgarth 
and Co., Ltd., Middlesbrough. Trial trip, 27th 
May. 


Irvine’s Shipbldg. 8c Dry Dock Co., Hartlepool. 

Passenger and cargo steamer; 
“Teessidep.” 265ft., by 35ft., by 16^ft. Built 

to the order of the Tyne-Tees 
Shipping Co., Ltd., Newcastle-on-Tyne, for trade 
between the Tyne, Tees and Hartlepool, and 
London. The passenger accommodation, situ¬ 
ated in a midship house at the fore end of the 
poop, comprises well ventilated and lighted 
staterooms having two berths each. The prome¬ 
nade deck is formed amidships and is about 
80ft. long. The triple expansion engines, by 
Messrs. Richardsons, Westgarth & Co., Ltd., 
Hartlepool, have cylinders 23|, 38 and 64in., by 
42in. stroke, with two boilers working under 
Howden’s forced draught. On the trial trip, 


which took place on the 8th April, a mean speed 
of 14 knots was attained on the measured mile. 

Self-trimming collier; 260ft., 
“Bpoomhill.” by 36ft., by 17ft. Built for the 
Broomhill Collieries, Limited, 
Newcastle-on-Tyne. The triple expansion en¬ 
gines and two boilers were constructed by Messrs. 
Richardsons, Westgarth & Co., Ltd., Hartlepool. 
Trial trip, 25th May. 

Cargo steamer, single-deck type ; 
“Asiana.” 336ft., by 47 ft., by 24ft. lOin. 

Built for the Furness Line. The 
triple expansion engines, by Messrs. Richardsons, 
Westgarth & Co., Ltd., Hartlepool, have cylinders 
23J, 33 and 64in., by 42in. stroke, with two 
boilers. Trial trip, 5th June. 

Cargo steamer. The vessel is 
“Napoliana.” a sister ship to the Asiana , and 
was built for the same owners. 
Launched at the Middleton Shipyard, 7th June. 


Richardson, Duck Sc Co., Stockton. 

Cargo steamer, single-deck 
“Tintera Abbey.” type; 2841ft., by 40fft., by 
20ft. 4in.; 1,800 tons dead¬ 
weight. Built for Mr. Frederick Jones, Cardiff. 
The triple expansion engines and two boilers were 
constructed by Messrs. Blair & Co., Ltd., Stockton. 
Trial trip, 15th May. 

Cargo steamer, three-deck type; 
“Thessaly.” 3731ft., by 48ft., by 311ft.; 

3,133 gross tonnage. Built for 
Messrs. David Maclver, Sons & Co., Ltd., Liver¬ 
pool. The vessel is constructed on the Isherwood 
system of longitudinal framing, and is a sister 
ship to the Gascony recently launched by Messrs. 
R. Craggs & Sons, Ltd., for the same owners. 
The triple expansion engines, by Messrs. Blair and 
Co., Ltd., Stockton, have cylinders 26, 424 and 
694in., by 45 in. stroke, with three boilers. 
Trial trip, 23rd June. 


Ropner Sc Sons, Ltd.., Stockton. 

Cargo steamer, fitted with the 
“Bismarck.” builders’ patent improved trunk 
deck; 3781ft., by 53ft., by 27*ft.; 
7,900 tons deadweight. Built for foreign owners. 
The vessel has two large clear holds, and only two 
large hatchways, one being 82ft. long by 26ft. 
wide and the other 67ft. long by 26ft. wide. 
The triple expansion engines, by Messrs. Blair 
and Co., Ltd., Stockton, are of 1,800 I.H.P. 
Launched, 20th May. 
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OTHER ENGLISH CENTRES. 


Cochrane & Sons, Selby. 

Cargo steamer; 135ft. long. Built 
“ Shotton.” to the order of Messrs. Coppack 
Brothers A Co., Flint, for the coast¬ 
ing trade. The compound engines and boiler 
were constructed by Messrs. C. D. Holmes and 
Co., Ltd., Hull. Launched, 7th April. 

Screw trawler; 160ft. long. Built 
“Elite.” to the order of Mr. T. C. Laws, 
Liverpool, for Messrs. Bensaude and 
Co., Lisbon. The triple expansion engines were 
constructed by Messrs. Amos & Smith, Hull. 
Launched, 22nd April. 

Cargo steamer; 178ft. long. Built 
“ Haller.” f or Messrs. G. R. Haller, Limited, 
Hull. The triple expansion engines 
and two boilers were constructed by Messrs. C. D. 
Holmes & Co., Ltd., Hull. Launched, 5th June. * 


Screw trawler; 117ft. long- 
“Washington.” Built for the Premier Steam 
Fishing Co., Ltd., Grimsby. 
The triple expansion engines were constructed by 
Messrs. C. D. Holmes & Co., Ltd., Hull. 
Launched, 19th June. 


Day, Summers & Co., Ltd., Southampton. 

Steam yacht; 128ft., by 19ft., by 
Ulna.” lift. Built for Colonel R. F. T. 

Gascoigne, D.S.O., Aberford, near 
Leeds. The vessel is propelled by triple expan¬ 
sion engines. Launched, 21st April. 


behalf of the Tilbury Contracting & Dredging Co., 
Ltd. The machinery consists of twin-screw 
engines with cylinders 13, 20J and 33in., by 18in. 
stroke, taking steam from two boilers, and 
arranged for propelling the vessel and driving 
the suction pumps and dredging buckets. A 
separate engine is provided for driving cutting 
gear. The dredging machinery was constructed 
by Smit’s Scheepswerven, Kinderdijk, Holland. 
Launched, 4th May. 

Screw tug. The vessel is a sister 
un in. ship {- 0 Bie Sun //., and was built 
for the same owner. Launched, 

5th June. 


Goole Shipbuilding & Eepairing Co., Ltd., Goole. 

Cable steamer; 185ft.. by 28ft., 
Retrieves” by 16 i ft Built for the West 
Coast of America Telegraph Co., 
Ltd., and specially designed for the repairing 
and laying of submarine cables. The vessel has 
three cable tanks, special cable winch, bow gear, 
cable leads, etc. The compound engines and one 
boiler were constructed by Messrs. Richardsons, 
Westgarth and Co., Ltd., Middlesbrough! 
Launched, 20th May. 

Cargo steamer, raised quarter 
“Breaksea” deck type . 1 4 3 f t ., by 23ft., by 

10 A ft Built for Mr. R. Culley 
Walker, Barry Dock. Launched, 19th June. 


Earle’s Shipbuilding & Engineering Co., Ld., Hull. 

Passenger and cargo steamer; 300ft , 
Aap°. by 41ft., by 20ft. Built to the order 
of Messrs. Thomas Wilson, Sons and 
Co., Ltd., Hull, for service between Hull and 
Christiania. Accommodation is provided for 104 
first-class passengers in one or two-berth cabins, 
40 second-class in four-berth cabins, 94 third- 
class in six-berth cabins aft, and 502 third-class 
in the ’tween decks forward. The triple expan¬ 
sion engines have cylinders 22£, 37 and 62in., by 
42in. stroke, with two boilers. Launched, 20th 
April. 

Screw tug; 100ft. long. Built for 
“Sun II.” Mr W H j Alexander, London, 
and specially designed for ocean and 
salvage Avork. The propelling machinery con¬ 
sists of triple expansion engines and one boiler. 
Launched, 24th April. 

Bucket suction dredger; 174ft., by 

- 32ft., by 14ft. Built to the order 

of Mr. Joseph Constant, London, on 


Philip & Son, Ltd., Dartmouth. 

Screw tug; 96ft. long. Built for 
Dopia.” Mr. W. Watkins, London. The 
vessel is equipped for long towages 
and is the first of three similar tugs building by 
Messrs. Philip for the same owner. The pro¬ 
pelling machinery consists of a set of triple 
expansion engines and one boiler. Trial trip 
1st April. 


G-. Eennie & Co., G-resnwich. 

Train ferry steamer; 160ft., by 
“Fabius” 36Aft., by 10ft. Built to the order 
of the Crown Agents for the 
Colonies for service in Southern Nigeria, and 
specially designed to carry railway wagons. The 
vessel is propelled by paddle wheels, each worked 
by a separate engine. Launched, 7th April. 

J. I. Thornycroft & Co., Ltd., Southampton. 

Twin-screw shallow- 
“ Paso de San Lopenzo.” draught river steamer; 

220 ft., by 33 ft., by 
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8ft. draught. The vessel is the last of five 
similar ships built by Messrs. Thornycroft to the 
order of the"Marina Mercante Argentina, a com¬ 
pany recently formed for developing navigation 
in that and the surrounding country, and 
especially to tap the rich region through which 
the Parana, Uruguay, Paraguay, and other 
rivers run. The vessel carries 730 tons on a 
draught of only 8ft. The propelling machinery 
consists of two sets of inverted triple expansion 
surface-condensing Thornycroft type engines, 
steam being supplied by two marine type return- 
tube boilers. Trial trip, 15th May. 

33-knot turbine torpedo- 
H.M.S. “Nubian.” boat destroyer ; 280ft. long 

by 26Jft. beam ; about 1,000 


destroyers given out to various buildersGast year, 
which comprised the Crusader , Zulu , Maori and 
Viking . A speed of 33 knots as a mean of six 
hours 5 running was guaranteed, but on the official 
trials this speed was greatly exceeded. The con¬ 
sumption of oil fuel at full power was also very 
low, and so far the best obtained with this class 
of vessel. The Nubian completed her trials by 
the 25th June, being far ahead of the sister ships 
ordered at the same date in point of time for 
completion. 


Vickers, Sons & Maxim, Ltd-, Barrow. 

Battleship ; 500ft. long, by 83ft. 
“Sao Paulo.” broad ; 19,500 tons displacement. 

Built for the Brazilian Gosrern- 



H.M. Destroyer “Nubian.” 


tons displacement. She has a raised forecastle 
which provides accommodation for the seamen 
and improves the sea-going qualities of the boat, 
enabling her to keep the sea at high speeds in bad 
weather. At the after end of the forecastle deck 
is fitted a comfortable chart-house, over which is 
the bridge at a considerable height above the sea 
level, affording good facilities for navigating and 
fighting the vessel. The chief officers are each 
provided with separate cabins, there being a 
commodious ward-room for general use. The 
armament consists of two 25-pounders and two 
18-in. torpedo tubes. The boilers use oil fuel. 
The Nubian is one of the last set of 33-knot 


ment. The armament includes twelve 12-inch 
guns. The two sets of reciprocating engines, 
constructed by the shipbuilders, are expected to 
give the vessel a speed of 21 knots. The battle¬ 
ship is a sister to the Minas Geraes , launched on 
the Tyne in September last, and described in a 
recent issue of The Shipbuilder * Launched, 19th 
April. 

Icebreaker; 250ft., by 47^ft. 
‘Earl Grey.” beam. Built to the order of 

the Canadian Government, for 
breaking the ice floes in the St. Lawrence River 
and Gulf. In addition, the vessel will be used by 


*Page 129, No* 10, VoL III* 
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the Governor as a cruising yacht, and she will 
also do duty in connection with the Marine and 
Fisheries Board. She has a clipper stem, which 
gives her a smart yacht-like appearance, and 


accommodation is provided for 50 first and 20 
second-class passengers. The vessel is expected 
to attain a speed of 17 knots. Launched, 18th 
June. 


FOREIGN CENTRES. 


Laxevaags Eng. & Shipbuilding Co., Bergen. 

Cargo steamer; 224ft., by 32ft., 

“Heiga.” by 15ft. Built for Mr. Vilhelm 
Torkildsen, Bergen. The triple ex¬ 


pansion engines, constructed by the shipbuilders, 
have cylinders 16, 25J and 43in., by 36in. stroke. 
Launched, 5th June. 




iReviews . 



Die Schiffsschraube und ihre Wirkung auf iias 
Wasser (The Marine Propeller and its 
Action upon Water). By Professor Oswald 
Flamm. Price 10/-. (Munich and Berlin: R. 
Oldenbourg.) 

The Resistance and Propulsion of Ships, Second 
Edition, revised. By Professor Wm. F. Durand. 
Price 21/- net. (London: Chapman & Hall, 
Limited.) 

The Screw Propeller. By A. E. Seaton, M.Inst.C.E., 
M.I.N.A. Price 12/6 net. (London: Charles 
Griffin & Co., Limited.) 

These three books form important additions to 
the literature dealing with the resistance and 
propulsion of ships, the authors being respectively 
well-known German, American, and English 
authorities on the subject. Professor Flamm’s 
book contains a complete record of the valuable 
and instructive experiments he has recently made 
with model propellers to investigate the 
phenomena attending the action of the screw 
propeller upon water. The experiments were 
conducted in a tank having glass sides, over 
which was mounted a carriage running on rails. 
Various propellers were in turn attached to this 
carriage and made to revolve by means of an 
electric motor and suitable gearing. By this 
arrangement the carriage could be propelled 
forward by the screw, and similar conditions 
obtained to those attending the propulsion of a 
ship as regards the influence of the revolution, 
pitch, and blade area of the screw upon the 
speed. Twelve different propellers were tried at 
speeds of revolution up to 3,600 per minute, the 
resistance of the carriage to motion, and hence 
the speed, being also varied by means of a weight 
attachment. As the eye is not sufficiently sen¬ 
sitive to follow the motion of the water, photo¬ 


graphs were taken with a stereo camera by the 
aid of a powerful searchlight, the exposure being 
only l/1000th of a second, and at the same instant 
the speed, revolution, and thrust were noted. 
No less than 192 experiments are recorded and 
photographs of the same reproduced in the plates 
attached to the book, which will give much food 
for thought to those interested in this intricate 
subject. 

Professor Durand’s book is already well known, 
the first edition having been published in 1898. 
In the new edition the general character of the 
theoretical and descriptive treatment of the 
subject remains the same, but has been brought 
thoroughly up-to-date with regard to the more 
important recent contributions to general theory. 
The whole work forms a most complete text-book 
for students ; while the chapters on propeller 
design, powering ships, and trial trips, together 
with the tables of data regarding actual vessels at 
the end of the volume, must prove, as they 
doubtless have already done, of great assistance 
to naval architects and designers. 

Mr. Seaton tackles his subject mainly from a 
historical and descriptive point of view. Theory 
and mathematical analysis are almost entirely 
avoided, but practical formulse and experiments 
are recorded which will be useful to the draughts¬ 
man who has to design screws and has had no 
opportunity for advanced mathematical study. 
The earlier chapters dealing with the history of 
marine propellers are perhaps the most interesting 
from a general point of view ; and it is curious to 
note, as pointed out by Mr. Seaton in his preface, 
how many early patents were taken out by 
persons outside the profession of engineering. 
He quotes, for example, Francis P. Smith, a 
farmer, Benet Woodcroft, a printer, and Golds¬ 
worthy Gurney, a physician. As a complete 
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treatise on the subject, the work suffers somewhat 
owing to the omission of theoretical treatment 
and the fact that no mention is made of the 
experiments with model screws published by 
Mr. D. W. Taylor some years ago, and of Pro¬ 
fessor Flamm’s experiments reviewed above, of 
which a fairly complete account had already 
appeared in the technical press. So far as it goes, 
however, the book is an excellent one. 

Marine Engineering. By A. N. Somerscales. Price 
12/6 net. (Glasgow James Munro & Co., 
Limited.) 

This volume has been compiled^as a result of 
the author’s very considerable experience in 
preparing candidates for the Board of Trade 
examinations for sea-going engineers, and should 
prove most helpful to those who have to face this 
ordeal. The book is divided into three parts :— 

I.—Short essays on engineering subjects. 

II.—Solution of questions similar to those set 
by the Board of Trade. 

III.—Explanation of rules and formulae. 

The author’s methods are simple, concise, and 
clear ; and although primarily intended for sea¬ 
going engineers, the work can be read with 
advantage by all students of engineering. 

Lake Shipyard Methods of Steel Ship Con= 
struction. By Robert Curr. Price 8/6 net. 
(U.S.A.: Penton Publishing Co. To be obtained 
from the Publisher of The Shipbuilder , New- 
castle-on-Tyne) 

This publication admirably describes the 
American system of building one of the largest 
and most up-to-date cargo vessels for service on 
the Great Lakes. The vessel referred to is 552ft. 
in length by 56ft. beam, and the launching date 
was 45 working days after the laying of the keel. 
Details of construction from the material entering 
the yard to the complete erection of the vessel are 
dealt with, and the cost of each item is compared 
with similar costs in Scotland. The mould system 
of laying out the material, extensively used in 
America with great success, is fully explained; 
and many illustrations from working drawings 
and photographs are incorporated with the text 
to show the manner in which the steel and iron 
plates and bars are handled. The work is of 
considerable interest to British shipbuilders as 
a comparative statement of American and Scottish 
methods and costs. 

Engineering Wonders of the World, Parts T. to Y. 
Price 7d. each. (London and Edinburgh: Thomas 
Nelson & Sons.) 

The wonders which have been accomplished in 
the realm of engineering are to be recorded in this 
new serial publication, the twenty parts of which 
are being issued fortnightly. The articles included 


in the first five parts, now before us, are written 
in a popular style entirely by experts; and not 
only will they appeal to the general reader, but 
the student of engineering and the professional 
man will be enabled through the pages of this 
work to keep abreast of developments cognate 
with but outside of their own special activities. 
Part Y. contains the first of what promises to be a 
series of very interesting articles on shipbuilding 
and marine engineering. In the first article the 
birth of the shipbuilding industry is traced to the 
Egyptians upwards of sixty-seven centuries ago, or 
long before the advent of the Pyramid-builders. 
Other chapters to follow will deal with the design 
and construction of modern vessels, propulsive 
machinery, the various types of warships from the 
battleship to the submarine, vessels of the mercan¬ 
tile marine from the cargo tramp to the ocean 
greyhound, unique shipbuilding and ship-repairing 
feats, etc. The completed work will contain 
upwards of a thousand illustrations, including 
numerous fine coloured plates. 

Other Books received. 

Transactions of the Association Technique Mari¬ 
time, Paris, 1907 and 1908. Transactions of the 
North-East Coast Institution of Engineers and 
Shipbuilders, Parts 5 and 6 of Yol. XXY., Session 
1908-1909. “ Fighting Ships, 1909,” founded and 

edited by Fred T. Jane ; Sampson, Low, Marston 
and Co., Limited, Overy House, 100, Southwark 
Street, London, S.E.; 21/- net. £> The Marine 
Steam Turbine,” Third Edition, by J. W. Sothern, 
M.T.E S.; Crosby, Lockwood & Son, 7, Stationers’ 
Hall Court, Ludgate Hill, London, E.C.; 12/6 net. 
“ The Royal Navy List and Naval Recorder,” 
No. 126, April, 1909; Witherby & Co., 326, 
High Holborn, London, W.C.; 10/-. “ Slide-valve 
Motion, for Marine Engineers,” by Peter Young- 
son ; James Munro & Co., Ltd., Glasgow ; 5/- net. 
Catalogues received. 

The Harker Patent Fire Extinguisher Fumi- 
gator Co., Ltd. (James A. Smith), 47, Leadenhall 
Street, London, E.C.; illustrated catalogue of 
their fire-extinguishing and fumigating apparatus. 
Mirrlees, Bickerton & Day, Ltd., Hazel Grove, 
near Stockport; illustrated catalogue of the 
Mirrlees-Diesel oil engine. Newalls Insulation 
Co., Ltd., Scottish Provident Buildings, Mosley 
Street, Newcastle-on-Tyne; illustrated catalogue 
of Newall’s magnesia coverings, Nonpareil cork 
insulation, etc. Henry Pels & Co., 9, Portsmouth 
Street, London, W.C.; elaborately illustrated 
catalogue (No. 52) of Johns patent punching and 
shearing machines, bar croppers, joist shears, notch¬ 
ing machines, etc., with guaranteed unbreakable 
frames, built up of mild steel plates. John Russell 
and Co., Limited, Walsall; useful information on 
flanges and branches, welded on pipes for steam 
pipe installations, hydraulic data, Ac. 
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t'Proceedings of tfie technical Societies . 


Association Technique Maritime. (5th and 6th 
May.) 

44 Naval Archaeology and its Teachings.” By 
M. Clerc-Rampal. 

44 Standardisation of Longitudinal Strength 
Calculations for Ships.” By M. Scribanti. 

44 On an Error which has always been made in 
Calculating the Displacement of a Ship.” By 
M. Marbec. 

44 Steam Fishing Boats.” By M. Ravier. 

44 Steam Turbines and Liquid-Fuel Boilers for 
Warships.” By M. Brosser. 

44 Calculations for Steam Turbines.” By M. 
Rateau. 

44 On the Arrangement of Turbine Machinery.” 
By M. Danis. 

44 The Forward Thrust of Marine Engine 
Crankshafts.” By M. Drosne. 

44 Influence of Stiffness on the Working of 
Marine Engines.” By M. Drosne. 

44 The Vibrations of Propeller Shafts.” By M. 
Lorain. 

44 Reaction of the Lower Part of the Standing- 
Ways upon the Bottom of a Ship during 
Launching.” By M. Collinet. 

44 On the Flow of Fluids along Surfaces.” By 
M. Rateau. 

44 The Theory of Dr. Schlick’s Gyroscope.” By 
M. Kriloff. 

44 The Geometric Motion of a Cam-Driven 
Roller.” By M. Brillie. 

44 The Stresses in a Tube immersed in Water.” 
By M. Simonot. 

44 The Formation of Certain Deposits in Boiler 
Tubes.” By M. Poincet. 

American Society of Naval Architects and Marine 
Engineers. (24th and 26th June). 

44 Some Model Experiments on Suction of 
Vessels.” By Naval Constructor D. W. Taylor, 
U.S.N. 

44 A Method of Determining Pressure for Steam 
Turbines.” By Professor C. H. Peabody. 

44 The Resistance of Some Full Types of 
Vessels.” By Professor H. C. Sadler. 

44 The U.S.S. Michigan , re-named Wolverine ” 
By Commander W. P. White, U.S.N. 

44 Shallow-draught Steamers.” By Mr. Charles 
Ward. 

44 Material-Handling Arrangements for Vessels 
on the Great Lakes.” By Mr. Alexander E. 
Brown. 

44 The Strength of Knees and Brackets on 
Beams and Stiffeners.” By Mr. H. R. Hunt, 
Junior. 

44 Towing Problems.” By Mr. T. S. Kemble. 


American Society of Mechanical Engineers. (6th 
May.) 

44 Marine Producer Gas Power.” By Mr. C. 
L. Straub. 

Iron and Steel Institute. (13th and 14th May.) 

44 The Electrolytic Theory of the Corrosion of 
Iron and its Application.” By Mr. Wm. H. 
Walker. 

44 The Preservation of Iron and Steel.” By 
Mr. Allerton Cushman. 

44 The Value of Physical Tests in the Selection 
and Testing of Protective Coatings for Iron and 
Steel.” By Mr. J. C. Smith, B.Sc. 

44 Solubility of Steel in Sulphuric Acid.” By 
Professor E. Heyn and Mr. 0. Bauer. 

44 Decarburisation of Iron Carbon Alloys.” 
By Mr. W. H. Hatfield, B.Met. 

44 Electric Furnaces for Steel-Making.” By 
Mr. W. Rodenhauser. 

44 Fuel from Peat.” By Mr. M. Ekenberg, 
Ph.D. 

44 High-Tension Steels.” By Mr. Percy Long- 
muir, B.Met. 

44 On the Bristol Recording Pyrometer.” By 
Mr. Percy Longmuir, B.Met., and Mr. Thomas 
Swinden, B.Met. 

44 On a Heat Treatment Study of Bessemer 
Steels.” By Professor A. McWilliam, B.Met., 
and Mr. E. J. Barnes. 

44 The Ageing of Mild Steel and the Influence of 
Nitrogen.” By Mr. C. E. Stromeyer. 

44 Notes on Tests for Hardness.” By Professor 
Thomas Turner, M.Sc. 

44 The Determination of Carbon and Phosphorus 
in Steel.” By Mr. Andrew A. Blair. 

Institution of Engineers and Shipbuilders in 
Scotland. (27tli April.) 

44 The Influence of Steam Pressure, Speed of 
Rotation, and Number of Expansions upon the 
Mean Effective Pressure and Steam Consumption 
of Steam Engines.” By Mr. R. Royds, M.Sc. 

North=East Coast Institution of Engineers and 
Shipbuilders. (23rd April.) 

44 On the Adoption of Steam Turbines for the 
Propulsion of Vessels at Moderate Speeds.” By 
Mr. Y. Wadagaki. 

North of England Institute of Mining and 
Mechanical Engineers. (12th June.) 

44 A Short Description of the Various Types of 
Coal Cargo Steamers and of Doxford’s New 
Patent Self-discharging Steamer.” By Mr. John 
Kirsopp, Junior, F.G.S. 

International Congress of Applied Chemistry. 

44 Fire Extinction and Disinfection on Ships 
and Enclosed Spaces.” By Mr. George Harker. 
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SCOTTISH AND NORTH-EAST COAST ENGINEERS AND SHIPBUILDERS. 


The joint summer meeting of the Institution 
of Engineers and Shipbuilders in Scotland and 
the North-East Coast Institution of Engineers 
and Shipbuilders is to be held in Glasgow on the 
4th, 5th and 6th August, and there is every 
likelihood that the meeting will be largely at¬ 
tended and that it will be memorable m the 
history of both bodies. Four papers are to be 
read and discussed, two by members of the 
Scottish Institution and two by members of toe 
North-East Coast Institution. On Wednesday, 
4th August, the members of both institutions 
will meet, a 10 a.m. in the fine new home of the 
Scottish Institution in Elmbank Crescent, Glas¬ 
gow, when an address of welcome will be delivered 
by Mr. John Ward, President of the Scottish 
Institution, which will be responded to by Mr. 
Summers Hunter, President of the North-East 
Coast Institution. The remainder of the morn¬ 
ing will be devoted to reading and discussing two 


of the papers, Mr. John Ward occupying the 
chair; while the afternoon will be spent in 
visiting various works, separate sections pro¬ 
ceeding to Messrs. Yarrow’s new establishment 
at Scotstoun, the North British Locomotive 
Works, etc., etc. In the evening the members of 
both bodies will be entertained at a reception 
by the Lord Provost and Councillors of Glasgow, 
in the Municipal Buildings, George Square. 
The forenoon of Thursday, 5th, will be again 
occupied with the reading of papers, Mr. 
Summers Hunter presiding; the afternoon will 
be devoted to visiting other leading shipyards 
and steel works; and in the evening there will 
be a dance and supper in the St. Andrew’s Hall. 
Friday will be taken up by an excursion on the 
Firth of Forth in one of the fine new river 
steamers, and in the evening an “ At Home ” 
will be held in the rooms of the Scottish Insti¬ 
tution. 


The old battleship Collingwood , acquired by 
Messrs. Hughes, Bolckow & Co., of Middlesbrough, 
arrived in the Tyne last month, where she will be 
broken up. The vessel was launched in 1882, 
and had a displacement of 9,150 tons. 

By the recent death of Mr. Georg Howaldt, 
Chief Director of the Howaldtswerke, Kiel, 
German shipbuilding loses one of its pioneers and 
one whose advice and judgment have been of 
great value in fostering the industry in the 
Fatherland. The development and continuous 
expansion of the Howaldtswerke were in a large 
measure due to his keen foresight and tireless 
activity. Mr. Carl von Kries, a director of the 
Howaldtswerke, has retired from the business, 
and his place has been taken by Mr. Ernst Mirus. 
Mr. Ph. von Klitzing has also been appointed 
manager of the company’s floating dock and ship¬ 
repairing department. 

There is a demand for anything that minimises 
trouble to passengers at sea, and we have known 
a traveller speak ill of a ship for no other reason 
than the annoyance he experienced through the 
“ slithering ” door of his stateroom. Messrs. 
William McGeoch & Co., of Glasgow, Birmingham, 
and London, have recently put on the market 
new apparatus for fixing cabin doors, etc., in the 
shape of the “ Dor-a-Jah ” attachment, Johnson’s 
patent cabin hook, and the improved Mullan’s 
patent spring cabin hook. All three appliances 
will be of special interest to those who have to 
study the comfort of passengers at sea. By 
means of the “ Dor-a-Jah ” hook, a traveller is 
enabled to secure his door ajar so as to admit fresh 
air, and the attachment is so made that the door 


can be opened from the inside only or from both 
inside and outside as desired. Rattling is also 
avoided, whether the door is closed or open. 
Messrs. McGeoch, in spite of trade depression, 
are experiencing an increased demand for their 
specialities, both from home and abroad. 

The following particulars will doubtless be of 
interest to our correspondent who enquired as to 
the whereabouts of the engine of the Great 
Western or the Sirius , early Atlantic steamers, 
which was said to have been recently recovered off 
the coast of Cork after more than fifty years’ 
immersion. The Great Western was employed in 
the Atlantic passenger service for many years, 
until, being found too small for the traffic, she 
was sold in 1847 to the Royal Mail Company for 
trade between the West India Islands. She con¬ 
tinued in their possession until 1856, when both 
hull and machinery were broken up. Her pro¬ 
pelling machinery was made by Messrs. Maudslay, 
Son & Field. The Sirius was wrecked off Bally- 
cotton, Co. Cork, in January, 1847. Portions of 
the machinery of the latter vessel have been 
recovered at various times, the last parts being 
the crankshaft and the remains of a cylinder, 
which were brought up about three years ago by 
Messrs. Thomas Ensor & Sons, salvage contractors, 
of Queenstown. For the foregoing information 
we are indebted to Mr. Herbert W. Dove, of 
Lloyd’s Register, Queenstown, and to one of our 
contributors—the writer of the article on “ The 
First Screw-propelled Atlantic Steamship Great 
Britain ,” which appeared in No. 8, Yol. II.—who 
is related to the late Admiral James Hoskin, R.N., 
the first commander of the Great Western. 
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NOTICES. 


To Correspondents. 

The Editor solicits any suggestions from readers 
for the improvement of the periodical, and every 
consideration will be given to contributions and 
illustrations offered for publication in The Ship¬ 
builder. Correspondence must be accompanied by 
the writer s name and address, not necessarily for 
publication, but as a guarantee of good faith. It 
is preferred, however, that articles published 
should be signed by the writer. 

Shipbuilders and marine engineers are requested 
to forward, for insertion, reports of their launches, 
trial trips, etc. ; and publishers are invited to for¬ 
ward, for review, copies of new books on subjects 
of interest to those engaged in shipbuilding and 
marine engineering. 

Communications should be addressed to the 
Editor, The Shipbuilder , Newcastle-on-Tyne. 

Subscriptions, Home andlForeign. 

lhe Shipbuilder is published four times a year_ 


on the 15th of January, April, July, and October 
respectively. The periodical will be supplied direct 
from the Publisher, for twelve months, post free, 
at the following rates, payable in advance :— 

For the United Kingdom. 3s. Od. 

For all places abroad ... ... 3s. 6d. 

Remittances should be forwarded to the Publisher 
of The Shipbuilder , Newcastle-on-Tyne. 

United States Subscribers. 

For the convenience of residents in the United 
States, copies of The Shipbuilder can be purchased 
from Mr. Henry Arnott, New York Shipyard, 
Camden, N.J., as well as direct from the Publisher. 

Advertisements. 

Correspondence regarding advertisements should 
be addressed to the Publisher of The Shipbuilder , 
Townsville House, Heaton, Newcastle-on-Tyne. 
Telegrams: “ Amidships, Newcastle-on-Tyne.” 

Telephone : No. 450 City. 


THE “ MAURETANIA ” 

As we go to press, we have still on hand a 
limited number of copies of the special Mauretania 
Number (2nd edition) containing a full description 
of the famous liner, her turbine machinery and 
auxiliaries, and illustrated with 200 plans, draw- 
ings, coloured plates of the passenger accommoda¬ 
tion, etc., etc. We shall be glad to supply copies 
so long as our stock lasts at 4s. 6d. in the British 
Isles, or 5s. Od. abroad, post free. The copies now 


SOUVENIR NUMBER. 

offered are tastefully bound in cloth. Our supply 
of copies in paper covers is now exhausted, and 
no further edition will be issued. 

The set of four coloured plates presented with 
the Mauretania Number will be sent to any reader 
on receipt of a remittance of 8d. 

Remittances should be addressed to the Pub¬ 
lisher of The Shipbuilder , Newcastle-on-Tyne. 



OUR THIRD VOLUME. 


As the last issue (No. 12) completed Volume 
III. of The Shipbuilder, and as many of our 
subscribers will doubtless be desirous of having 
their copies bound, we have prepared specially 
designed covers, in red art cloth, embossed in 
gold, and uniform with the cases we supplied 
for Volumes I. and II. We shall forward one 
of these covers to any address at home for 2s. Od., 
or 2s. 6d. abroad, post free. 

Complete copies of Volume III., bound as 
described above, will be supplied at 6s. Od. to 


addresses at home, or 6s. 6d. abroad, post paid. 
Bound copies of the four ordinary numbers 
constituting Volume II. can also be obtained at 
the same price. 

With the exception of No. 2, Vol. I., all back 
numbers of The Shipbuilder are still in print, 
and can be obtained at 9d. per copy, or 10|d. 
abroad, post free. 

Remittances should be addressed to the Pub¬ 
lisher of The Shipbuilder , Newcastle-on-Tyne. 


Published by A. G. Hood, Newcastle-on-Tyne, and printed by E. Robinson & Co. Ld., Newcastle-on-Tyne. 
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Jd (Comparative Survey of ^Battleship ^design* 


THE CLOSE OF THE PRE = “ DREADNOUGHT ” ERA. 


LTHOUGH the era of the “ all-big-gun ” 
^ ship has dawned and most calculations 
v of naval strength are being based upon 

Dreadnoughts built, building, and pro¬ 
jected, the day has not yet come when the 
supremacy of the seas will be vested in these 
monsters and all battleships built prior to 
1906 regarded as so much scrap-heap material. 
Henceforth we must 4 4 think in Dreadnoughts ,” 
but at the present moment the number of these 
ships actually in hand and completed is relatively 
small. So far from their having any actual 
potency as 44 ships in being,” no other navy but 
our own has a single unit of this type in com¬ 
mission nor will have for some months to come.f 
Whatever may be the ambitious programmes of 
the future, the present dominant factors in naval 
politics are the battleships now passing, and 
recently passed, into service. In the following 
pages, therefore, we propose selecting the most 
recent types of battleships completed by the 
various Powers, comparing their characteristics, 
and generally summing up the pros and cons of 
each. 

Exactly where the line dividing the two eras is 
to be drawn is difficult to decide. In our own 
fleet the Lord Nelson is often included among the 
Dreadnoughts , whereas she nominally belongs to 
the pie-Dreadnought era. Whether she was 
actually designed prior to the 44 all-big-gun ” 
conception is a moot point. It is stated that she 
was built as a compromise between the King 

|The German Westfalen and U.S. Michigan are only now on 
trial. ' • 


Edwards and the Dreadnought owing to the then 
Board of Admiralty refusing to sanction the 
construction of such a revolutionary type of ship 
as the latter then seemed, and it was not until 
Sir John Fisher went to Whitehall that the 
actual 44 all-big-gun ” conception materialised. 
This, of course, is by the way, but may be of 
interest in casting some doubt upon the conten¬ 
tion so often put forward that both Italy and the 
United States were the real originators of the 
type—the former by reason of Colonel Cuniberti’s 
article in Jane’s “Fighting Ships” a few years ago, 
and the latter on the strength of Congress having 
drawn up plans for the Michigan some time prior 
to the publication of the Dreadnought’s par¬ 
ticulars. For the sake of comparison, however, 
we will regard the British vessel as the prior 
design, and as a natural evolution of the King 
Edward class. These latter vessels, it will be 
remembered, carry an armament of four 12-in., 
four 9-2-in., and ten 6-in. guns ; in the Lord 
Nelson the main deck 6-in. battery was abolished 
and six extra 9-2-in. guns mounted instead. The 
ten 9-2-in. guns are carried in six turrets, the 
middle pair only containing one gun each ; while 
the anti-t.-b. guns are mounted in the high super¬ 
structure forward and along the hurricane deck— 
a novel departure in our ships. As a result, the 
top-hamper is excessive, recalling the earlier 
French floating-castles, and presenting an im¬ 
mense target. Unless, however, ports had been 
cut along the main deck for the 12-pounders— 

♦The first of the series of articles on this subject appeared in 
•No. 1 2 y VOL III. 
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which would have weakened the armour and 
restricted their command—the only other alterna¬ 
tive would have been to crowd them on the tops 
of the turrets and cut down their number. As it 
is, they have a fine command and are to some 
extent protected, while the blast from the 9-2-in. 
guns is well avoided. Both the Lord Nelson and 
her sister—the Agamemnon —are good steamers 
and touched 18-9 knots on trial, and by manipu¬ 
lating the screws they can practically spin round 
on their sterns, although they heel a good deal in 
so doing. In service they are popular ships, and 


ordinary battleship than would eight 12-in. The 
9-2-in. gun fires a 380-lb. projectile, and can 
“ loose off ” two to three rounds per minute, so 
that in actual weight of metal the Lord Nelson 
would discharge some 7,580 lb. per minute against 
the Dreadnoughts 6,800 lb. 

The general system of protection in the Lord 
Nelson follows the King Edward’s, except that 
the armour is much thicker. Between the 12-in. 
barbettes the whole side is covered with 12—7in. 
plates, forward the lower deck side is 4in., and the 
belt forward is 6in. and aft 4in. Other particulars 



Fig. i.—British Battleship “Lord Nelson.” 


represent the beau ideal battleship in the opinion 
of some admirals on account of their immense 
broadside. Whether or no the Dreadnought, with 
her ten 12-in. guns, is the better type for North 
Sea work remains to be seen. The fogs so often 
prevailing there will make long-range firing rather 
a rare luxury in winter, and it is only under these 
circumstances that the one-calibre ship can 
attain the maximum effect with her heavy 
armament. At moderate ranges the Lord Nelson 
can pour in the concentrated fire of four 12-in. 
and six 9-2-in. guns on the broadside, which would 
cause as much, or more, havoc against the 


will be found in Table I. It will therefore be seen 
that the Lord Nelson is a direct intermediate 
between the Dreadnought and King Edward ; 
and any improvement in her design—beyond 
increasing the number of 9-2-in. guns to twelve— 
postulated a one-calibre armament, which would 
have completed the cycle from the Devastation, 
our first single-calibre battleship. If the gun had 
not improved faster than the armour—and the 
consequent massing of protection amidships 
allowed for 6-in. guns, as attack against 44 soft ” 
ends—the Dreadnought design embodying many 
big guns, instead of four big and a dozen or so 
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secondary, would have appeared long ago. The 
new cycle will commence when we again introduce 
secondary guns of 5-in. or 6-in. calibre for use 
against torpedo craft. 

Taking the French Verite class next, we find the 
same general trend of design as in the Lord 
Nelson , but 7-6-in. guns taking the place of 9-2-in. 
In squadron the six ships of this class are without 
rivals in Europe with the exception of the King 
Edwards , but they possess several features which 
will militate against their fighting efficiency. 
Like all French designs, the belt is complete ; but 
except for a small patch of 3-in. armour on the 
main deck side forward, the whole midship 
portion of the upper and main decks is absolutely 
unprotected. Again, the secondary turrets along 
the topside have mere spindle-like 4-in. bases, 
which would stand but little hammering ; indeed 
one well-placed 9-2-in. shell would bring the gun- 
houses toppling over. The present sea speed of 
these ships is uncertain. They all touched 19 
knots on trial, but the “ sabotage ” in the dock¬ 
yards and the socialistic element on board have 
wrought havoc with their machinery ; so much 
so that the recent tour of the Naval Commission 
revealed numerous defects in engine rooms and 
boilers. The anti-t.-b. battery of 9 and 3- 
pounders is absurdly light, and the ships would 
be at the mercy of ocean-going or “ River ” 
destroyers unless the 7-6-in. guns were brought 
into action. With their displacement they could 
have well carried an equal number of 4-in. guns, 
like their pre-type, the Suffren. 

Strangely enough, France has not yet gone in 
for the single-calibre ship, although the new 
programme is reported to provide for some very 
similar to the British Neptune. The Danton 
class—dealt with in the last issue—is the natural 
outcome of the Verite type, and is in no way a 
reply to the Dreadnought , as it is now affirmed 
that the Danton designs were drawn up before our 
vessel materialised. Consequently, we must 
regard the Verites and Dantons as on a par with 
the King Edwards and Lord Nelson respectively, 
although the Dantons are classed as Dreadnoughts , 
and certainly their four 12-in. and twelve 9-4-in. 
guns are sufficiently heavy to merit their inclusion 
among the “ mastodons.” Practically, therefore 
France was behind us in design to this extent at 
the opening of the new era, and as a result she 
will have no ships capable of fighting a Lord 
Nelson until 1910, when the Danton will be com¬ 
pleted, and (unless her forthcoming designs are 
superior to the Neptune) nothing powerful enough 
to tackle our latest ships for at least four or five 
years to come. 

Following the order adopted in Table I., the 
New Hampshire is the next type for consideration, 


and here we have the high-water mark of design 
for three-calibre ships. From the time when the 
new United States Navy was commenced, through 
the Oregon , Kearsarge, Alabama , Maine and 
Georgia classes, all their designs have been notable 
for the immense armaments carried in proportion 
to displacement, and for a distinct leaning towards 
multiplication of calibre. In both respects the 
New Hampshire is typically American. With a 
normal displacement of 16,000 tons, she carries 
no less than four 12-in., eight 8-in., twelve 7-in., 
twenty 3-in., and twenty-two smaller guns ! 
The range and fire-control for such a museum of 
armaments would, of course, be impossible in 
action, although the prize-firing returns from the 
ships are usually magnificent. The New Hamp¬ 
shire and her sisters represent the United States 
reply to our King Edwards and they are dis¬ 
tinctly superior ships—on paper. But why two 
such similar calibres as 8-in. and 7-in. were 
introduced is incomprehensible. The actual 
smashing capacity of these guns under war 
conditions is practically similar, while the sub¬ 
stitution of 7-in. guns in the twin turrets would 
have facilitated both ammunition supply and 
control, and brought the secondary battery down 
to something like homogeneity. A better course 
would have been to have eliminated the 7-in. and 
8-in. guns altogether, and utilized the weight by 
mounting eight 10-in. or ten 9-2-in. guns instead— 
a secondary armament which would have come 
into action at modern battle ranges and would 
have possessed the high command so essential for 
accurate firing. The present main deck 7-in. 
guns, although higher than our King Edward's 
6-in., are difficult to work in a seaway, while the 
recessed ports are of the most virulent “ shell- 
trap ” variety. 

Apart, however, from the academical defect of 
suffering from too much of a good thing, the New 
Hampshire and her sisters are magnificent ships. 
Splendid sea-boats, economical steamers, well 
protected (the whole hull from barbette to bar¬ 
bette has 9—7in. armour, with waterline belt 
continuations to bow and stern 4in. thick), and 
handy, they are essentially the type of battleship 
America requires. In classification they come 
between the Lord Nelson and King Edward , and 
from them Congress jumped straight to one- 
calibre ships in laying down the Michigan and 
South Carolina in July, 1906. Thus, the next 
obvious class carrying four 12-in. and ten or more 
10-in. guns was passed by, and the suggestion of 
Colonel Cuniberti’s “ ideal battleship ” seized 
upon with typical Yankee avidity. That a bigger 
ship than the Michigan was not at once evolved 
was simply due to the limits placed by Congress 
upon displacement and cost. They did not try to 
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Fig. 3.—U.S. Battleship “New Hampshire. 
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emulate the Dreadnought , as seems to be the 
opinion of those who assert that if we had not 
introduced such a revolutionary design no other 
nation would have done so, but produced a 
Devastation with double turrets fore and aft on 
the centre-line. Even if we had shelved the 
Dreadnought , therefore, the advent of the United 
States ships would have made her construction 
necessary the following year. One final note on 
the New Hampshire type. Owing to the growth 
of the “ small target ” fetish across the Atlantic, 
all these ships are to have their military masts 
replaced with the novel basket-work erections 
shown in the illustration of the North Dakota 
class in our previous article, and all bridges, 
cowls and general top-hamper are to be drastically 
cut down. 

In the case of the German Navy, we have to 
deal with ships of a totally different type from any 
in our own fleet. Owing to the maxims of the old 
school of naval thought, German ambition 
centred in a purely coast-defence fleet of shallow- 
draught battleships, which would carry the 
heaviest armament that could be crowded into 
the hull, at the expense of sea-keeping qualities. 
In the Kaiser , Wittelsbach, Braunschweig and 
Deutschland classes, this end was ever in view, 
with the result that the German Navy has not at 
present in commission a single ship of over 13,200 
tons displacement. Things have changed within 
the last few years, and now Germany aims at a 
seagoing fleet of Dreadnoughts , but for some 
months to come the Deutschland class will 
represent the latest word in completed ships. On 
comparison with the first two types mentioned 
above, the Deutschland exhibits a really practical 
grasp of the elements of warship design, which 
the earlier German efforts certainly did not do. 
The fetish of “ space without a gun mounted in it 
is wasted ”—which resulted in immense secondarv 
batteries being carried without the slightest 
regard for interference and blast effects—did not 
survive the Wittelsbach class. The latest types 
certainly seem over-armed, but the excessive 
end-on fire is lacking, the arrangement of the 
guns being on a distinctly English or Japanese 
Mikasa model. Their main weakness as battle¬ 
ships lies in the 11-in. guns, which every other 
Power has abandoned in first-class ships. These 
fire a 760-lb. projectile about once a minute, and 
are capable of piercing nine inches of Krupp 
cemented steel at 8,000 yards, which means that 
they are practically useless for belt attack at even 
moderate ranges. The fourteen 6-7-in. 40-calibre 
guns form a formidable secondary equipment, as 
a 132-lb. shell can be “ loosed off ” every twelve 
seconds from these pieces. Incidentally, both 
the 11-in. and 6-7-in. guns have the metal cart¬ 


ridge case and projectile in one piece. The 
twenty 24-pounders are well distributed, except 
that those in the extreme bow sponsons cannot be 
fought in any seaway. 

The armour protection of the Deutschland is 
moderate, as can only be expected on a displace¬ 
ment of 13,200 tons. Amidships the belt is 
9fin., but this only extends the length of the 
battery ; the continuation as far as the turret 
bases is 6in., and then 4in. to bow and stern. 
In the same way the lower deck side armour from 
turret to turret is 8—5in., while all the secondary 
guns are behind 6f-in. steel—the main deck pieces 
in a continuous box battery and those above in 
casemates. A 3-in. deck, moreover, reinforces 
the belt, and this should prove a very complete 
protection for the engine rooms and vitals. When 
all is said for the Deutschland and her sisters, 
however, they cannot be classed as particularly 
formidable opponents, and they only come in the 
same category as our Swiftsure and Queen classes. 
The Nassau class, now completing, will be very 
different ships, and will prove hard nuts to crack. 
In design, they are absolute departures from the 
previous standard types, and it speaks volumes 
for Teutonic organisation when we review the 
progress made towards the equipment of an 
entirely new fleet since the system of Home 
Defence was suddenly superseded by a vigorous 
“ Welt Politik.” 

We have selected the Erzherzog Franz Fer¬ 
dinand as the representative of Austria’s last pre- 
Dreadnought and as being more suitable for 
comparative purposes than the previous Erzherzog 
Karl class—which were merely coast-defence 
ships—although the former is not yet completed. 
Built as replies to the Italian Regina Elena class, 
the Erzherzog Franz Ferdinand ships are but 
little inferior to the Lord Nelson. Owing to the 
character of her seaboard, Austria can afford to 
devote a far larger proportion of her displacement 
to the visible attributes of attack and defence than 
we can in our Navy, where seagoing qualities are 
so essential. Hence, with 14,500 tons displace¬ 
ment, the Erzherzog Franz Ferdinand can carry 
four 12-in., eight 9-4-in., and twenty 4-1-in. guns, 
and at the same time have a designed speed of 20 
knots. The system of gun protection is based 
on that adopted in the Dreadnought , as the turrets 
have separate armoured circular bases, each an 
individual fort in itself. In addition, the q.-f. 
battery is behind 4f-in. armour, and except for 
small spaces at the forecastle and stern the whole 
of the hull is protected. The waterline belt is 
9in. from just forward of the fore to just abaft 
the after 12-in. barbettes, with 4-in. bow and 
stern strakes. The lower deck side above this 
is 6in. thick, with 4in. along the extent of the 


Fig. 4.—German Battleship “Deutschland.” 




Fig. 5.—Austrian Battleship “ Erzherzog Franz Ferdinand, 
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4- 1-in. battery on the main deck (180 feet). 
From the foregoing it will be seen what powerful 
if somewhat small ships these latest products of 
the Stabilimento Tecnico Triestino are, although 
they represent Austria’s first attempt at some¬ 
thing rather beyond mere coast defenders. In 
the disposition of the guns, rather more space 
might have been allowed between the forward 
12-in. and 9-4-in. guns, which seem likely to 
suffer from blast when trained axially. The 
4-1-in. battery is, however, a great advance on any 
anti-t.-b. equipment yet installed in warships of 
this displacement, since it is well distributed and 


cruiser pure and simple. In the case of the 
Regina Elena under discussion, we have a typical 
Italian hybrid, designed (1) to fill the role which 
our Invincibles were built for (forcing a rear 
action on a retreating enemy), (2) for actual 
battleship work, and (3) for armoured cruiser 
duty. It is entirely due to the ingenuity of 
Italy’s talented designer, Colonel Cuniberti, that 
such a wonderful combination of fighting qualities 
has been concentrated in such a small displace¬ 
ment as 12,625 tons. The estimates precluded 
the construction of a squadron of larger ships, 
and so by every possible means weight was saved 



Fig. 6.—Italian Battleship “Regina Elena.’’ 


protected and has high command. Although not 
officially regarded as Austria’s contributions to 
the world’s Dreadnoughts , they present such a 
formidable aspect that one wonders what her 
designers will manage to produce in the way of 
single-calibre ships with a displacement of some 
20,000 odd tons at their disposal. If Austrian 
precedent is followed, the new ships should carry 
more powerful armaments than any of their 
contemporaries. 

When treating with Italian warships, there is 
often some difficulty in determining their actual 
status—whether battleship, battleship-cruiser, or 


in the hull, fittings and machinery in order to 
crowd the maximum of armament, speed, pro¬ 
tection and coal supply into a space 435ft. by 
73|4t. by 26ft. Although these ships have been 
under construction between five and six years, 
they are regarded at the present moment as 
better bargains than ever they were previously. 
Instead of time making them obsolescent, we are 
only just waking up to the fact that Italy has four 
vessels which can overhaul and sink any armoured 
cruiser afloat excepting the Invincibles , and 
accept or refuse action with any battleship at 
their own discretion. In short, instead of being 
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burdened with a quartette of second-class battle¬ 
ships—which was their original designation abroad 
—of rather uncertain utility, we can now see 
that Italian foresight has provided the nearest 
approach to Invincibles that Italy, with her 
restricted naval expenditure, could afford. The 
two 12-in. guns would enable them to accept 
action with another battleship though at a dis¬ 
advantage, while the twelve 8-in. guns are in 
themselves sufficient to settle any cruiser afloat. 
By reason of their 21-22 knots’ speed, they have 
a tactical advantage over practically every ship 
in the Mediterranean ; and being protected with 
10—4-in. armour along the waterline, 8-in. on the 
lower deck side, and 8—6-in. on the turrets, they 
will be able to stand a lot of battering. With a 
couple more 12-in. guns, they would have been 
almost ideal ships, but this could not have been 
attained without such drastic increases in girder 
strength, beam and displacement (and con¬ 
sequently loss of speed) that the all-round com¬ 
bination aimed at would have been sacrificed. 
Indeed it was only by making the usual wooden 
fittings of asbestos, substituting lattice-girder 
work wherever possible, cutting down scantlings, 
and having everything of metal made hollow as 
far as possible, that the conception was made 
practicable. In all, something like 2,000 tons of 
deadweight were dispensed with. 

The last two ships of this class, the Napoli and 
Roma , have smaller superstructures than the 
Regina Elena and no fore mast, the w.t. rigging 
being suspended between wide struts on the fore 
funnel and after mast, while the original low 
funnels have had continuations recently fitted in 
order to keep the draught more regular. The 
secondary turrets are well spaced, and there is 
but little interference when the midship guns are 
firing ahead or astern. It is said, however, that 
the forward 8-in. guns are difficult to work in 
dirty weather ; and as the ships are without bilge 
keels, they roll something like 30° in a heavy sea. 
They are, nevertheless, admirable vessels for 
Mediterranean work. The Regina Elena class 
will be followed by the Dante Aliglneri class, of 
which two or three are to be built. Their exact 
design is uncertain, but rumour gives them 


thirteen 12-in. guns, carried in double and triple- 
gunned turrets. Thus, the nation which Colonel 
Cuniberti averred could never afford to build the 
“ ideal battleship ” previously mentioned, is 
projecting more costly units (£2,500,000 each) 
than even Britain has dared to propose. 

In Table II. we conclude, as in our previous 
article, with a summary of the features of each of 
the types under consideration :— 

Table II. 

Lord Nelson. 

Pros:—Heavy armament, but light q.-f. battery; 
well protected; speed moderate. 

Cons:—Only two ships of her class, so apt to 
destroy homogeneity of squadron ; ex¬ 
cessive target. 

Verite. 

Pros:—Six in squadron; good speed; guns all have 
high command. 

Cons:—Light q.-f. battery; bad protection to 
secondary turret bases, and liability of 
those turrets to jamb under shell-fire. 

New Hampshire. 

Pros:—Heavy armament; good sea-boats; homo¬ 
geneity in squadron (six ships). 

Cons:—Multiplication of calibre may cause con¬ 
fusion in magazines and fire-control in 
action; main deck 7-in. ports are “shell 
traps”; target at present excessive. 

Deutschland. 

Pros:—Heavy secondary and q.-f. batteries; good 
speed; homogeneity of squadron (ten 
ships very similar). 

Cons:—Poor coal supply; weak big-gun attack; 

big target; main deck 6’7-in. ports are 
“ shell traps.” 

Erzherzog Franz Ferdinand. 

Pros:—Very heavy armament for size of ship; 

splendid anti-t.-b. battery; very good 
system of gun protection. 

Cons:—Are not fitted for continuous work outside 
Mediterranean; coal supply reported 
light (uncertain). 

Regina Elena. 

Pros:—Splendid speed and secondary battery. 

Cons:—Light main armament for battleship work; 

possibility of defects developing after an 
action owing to lightness of hull and 
general construction. 



Mr. Thomas Black, of Greenock, has added to 
his works a special department for the water¬ 
proofing of canvas and the making of waterproof 
covers of various kinds. This section of the 
business is carried on under the name of the 
Clyde Waterproofing & Cover Company, the 
office address being 32, Brymner Street, Greenock. 


Tite Dey Time Registers, Limited (Messrs. 
Howard Brothers), of 75, Queen Victoria Street, 
London, E.C., have secured an order for “ Dey ” 
Time Registers from the Imperial Japanese 
Navy. Smith’s Dock Co., Limited, of South 
Shields, have also recently equipped their works 
with these registers. 
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No. io—Mr. JOHN WARD, J.P., Mem. Council I.N.A., &c. 


R. JOHN WARD, the retiring President 
of the Institution of Engineers and 
Shipbuilders in Scotland, was born at 
Greenock some sixty-one years ago. Re¬ 
moving to Hull with his parents when only 
eleven years old, he commenced his apprentice¬ 
ship asi a shipbuilder in the yard now owned by 
Earle’s Shipbuilding & Engineering Company, 
which was destined to become famous under the 
control of the late Sir Edward J. Reed and the 
late Dr. Francis Elgar. Later, our “Headlight” 
completed his apprenticeship with the Mill wall 
Ironworks & Shipbuilding Company, London, 
where the shipbuilding industry then flourished. 

His apprenticeship completed, Mr. Ward re¬ 
turned to the Clyde, joining in 18CD the drawing 
office staff of Messrs. Robert Steele & Co., 
Greenock, at that time one of the most important 
firms in Scotland occupied in the construction of 
mercantile tonnage. His connection with his 
present firm—Messrs. William Denny and 
Brothers, Dumbarton—dates back to 1872, 
when, at the age of twenty-four, he became chief 
shipyard draughtsman. His abilities and energy 
were soon recognised by the late Dr. Peter Denny 
and his son, the late Mr. William Denny, for in 
1877 he was appointed general manager, and this 
was followed in 1885 by a partnership. During 
the first years of his connection with the re¬ 
nowned Dumbarton firm, Mr. Ward was fortu¬ 
nate in coming into close personal contact with 
Mr. William Denny, deservedly remembered as 
one of the most brilliant exponents of shipbuild¬ 
ing the Clyde has ever produced; and in later 
years, when further responsibilities have been 
placed upon his shoulders, Mr. Ward has shown 
how much he profited by the example and precept 
of his former chief. 

The part played by our “ Headlight ” in the 
development of the science of shipbuilding has 


been considerable. He it was who was princi¬ 
pally responsible for the construction of the first 
ocean-going steamer in which Siemens-Martin 
mild steel was used as the principal building 
material—the Uotomahana , owned by the Union 
Steamship Company of New Zealand. She was 
followed by many others—notably the Allan 
liner Buenos Ayrean , the first steel liner to be 
constructed for the Atlantic service—and the 
superiority of the new material over iron for 
shipbuilding was soon indisputably established. 

Coming to more recent events, Messrs. William 
Denny & Brothers, during the time Mr. Ward 
has been actively associated with them, have been 
prominent in the application of the Parsons 
steam turbine for marine purposes, being in fact 
the first among Scottish shipbuilding and engi¬ 
neering firms to demonstrate the efficiency of 
the new propulsive agent Accompanied by two 
of his partners, Mr. James Denny and the late 
Mr. Harry Brock, Mr. Ward attended the trials 
of the ill-fated destroyer Cobra. So impressed 
were they with the possibilities of the steam 
turbine for marine work that all three recom¬ 
mended its adoption in merchant steamers. Mr. 
Archibald Denny endorsed the views of his col¬ 
leagues, and, with characteristic courage, the 
Denny firm laid down the first turbine-driven 
merchant steamer—the King Edward —of which 
they became joint owners. This vessel, as is 
well known, proved a great success, and soon the 
turbine was replacing twin-screw reciprocating 
and paddle engines in nearly every trade where 
steamers of moderate size and high speed were 
employed for comparatively short runs, while 
Messrs. Denny have to their credit the construc¬ 
tion of a greater number of turbine cross-channel 
vessels than any other shipbuilding firm in the 
world. Still more recently, their notable success 
with the triple-screw steamer Otaki , the first 
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vessel to be propelled by a combination of 
reciprocating engines and a low-pressure turbine, 
has demonstrated that Messrs. Denny have 
earned for themselves a considerable share of the 
credit for introducing the combination system 
of machinery, which promises such high economy 
in steamers of moderate speed. 

Mr. Ward has been for two years President of 
the Institution of Engineers and Shipbuilders in 
Scotland, and has been President of the Glasgow 
University Engineering Society. He is also a 
member of the Council of the Institution of 
Naval Architects, of the Technical Committee of 
Lloyd's Register, and of the North-East Coast In¬ 
stitution of Engineers and Shipbuilders. Deeply 
interested in educational matters, he was for nine 
years Chairman of the Dumbarton School Board, 
and is a Life Governor of the Glasgow and West 


of Scotland Technical College and a member of 
the Council of Allan Glen's School. 

The keynote of Mr. Ward's success is un¬ 
doubtedly to be found in the fact that, added to 
great professional ability, he has won for himself 
the respect of associates and the loyalty of assist¬ 
ants by his sympathetic encouragement. Having 
himselfgone through the mill " and come into 
contact with all classes, it is not surprising that 
he possesses to a marked degree the power of 
controlling men—an invaluable asset in con¬ 
ducting a great industrial concern. His con¬ 
nection with the Cottage Hospital, of which he 
is chairman, and many other organizations which 
exist for the benefit of the Dumbarton workmen 
and their families, entitles him to be regarded 
not only as a successful shipbuilder and man of 
business, but as “ one who loves his fellow-men " 
and ever has their interests at heart. 


Jurtfyer Model Experiments in eonneetion witft tfye 
“Mauretania” and “Jbusitania” Propellers . 


HE remarkable steaming performances of 
the Cunard liners Lusitania and Maure¬ 
tania recently, following alterations in 
the propellers of both vessels, have again 
directed attention to the experiments carried 
out by Messrs, Swan, Hunter, and Wigham 
Richardson, Limited, and the Wallsend Slipway 
and Engineering Co., Limited, with their speci¬ 
ally constructed electrically-driven model launch. 
This launch and the long series of experiments 
carried out prior to the completion of the 
Mauretania , it may be recalled, were dealt with 
in an illustrated article in a previous number of 
The Shipbuilder .* 

Since the two liners commenced their Atlantic 
work, further experiments, extending over a 
period of five months, have been carried out 
jointly by the two Tyne firms, and the results 
obtained have been of great practical value in 
determining the design of the propellers which 
have proved so efficient for both vessels. 
Numerous comparative tests have been made 
under various conditions of working, over twenty- 
four different sets of three-bladed and seventeen 
sets of four-biaded propellers being tested, in 
addition to further frequent experiments with 
models of the three-bladed set originally supplied 

* Page 17, Special Mauretania Number; November, 1907. 


to the Mauretania. One important object of 
these tests was to reduce the vibration at the 
after end of the two vessels, which was never 
great as compared with other high-speed steam¬ 
ships, and a method was devised for ascertaining 
the relative tendency of the various propellers 
to produce vibration. Modified shapes of pro¬ 
peller blades were proposed and tested with a 
view to reducing this to a minimum without 
sacrificing efficiency. 

Some of the modified designs of propellers, 
which were most carefully tested, showed the 
additional advantage of superior propelling 
efficiency. The important question of increased 
efficiency was then further studied, until finally, 
by modifying the bosses and blades and adopting 
four blades instead of three, a saving of about 8 
per cent, in the horse-power could be predicted 
at maximum speeds; while practically all vibra¬ 
tion could be eliminated. 

After the completion of the further model 
experiments, the Mauretania was fitted with 
four-biaded propellers on the wing shafts, while 
three-bladed propellers have so far been retained 
on the inside shafts. The results were as ex¬ 
pected, vibration being negligible and the speed 
being increased. As is now well known, the 
Mauretania’s best average across the Atlantic up 
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to the present has been raised to 26*06 knots, and 
the average speed of twenty-two consecutive voy¬ 
ages has been 25*559 knots per hour. Encouraged 
by this success, propellers of the same design as the 
Mauretania?s have been fitted to the Lusitania , 


been about the same, or even less than on previ¬ 
ous slower voyages. This result, however, is 
probably to a large extent due to improvements 
in the stokehold organisation, etc. 

As indicated above, the Mauretania has so far 
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Electrically-driven Model Launch. 


and the latest voyages of the last-named ship 
have justified the step, the best average speed 
obtained up to the present being 25*84 knots. 

The coal consumption on the voyage in the 
case of both the Lusitania and Mauretania has 


only two of the best propellers fitted, viz., the 
four-bladed on the wing shafts, and it is not 
unlikely that further speed records will ere long 
be made if similar propellers are fitted on the 
inner shafts. 


THE PORHYDROMETER. 


The knotty problem of checking the weights 
put on board ship and the weights discharged, 
which has long confronted shipowners, has now 
been solved by the Porhydrometer, an ingenious 
apparatus for weighing cargoes with infallible 
accuracy. Not the least recommendation of this 
instrument is its extreme simplicity. It consists 
merely of an aerometer or float, connected to 
and balanced by levers, so that by the adjustment 
of the balancing weights the amount of water 
displaced by the aerometer at any particular 
draught is accurately gauged. In a central posi¬ 
tion of the ship a vertical tube is fitted, extending 
from a point 1J to 2 f’eet below the line of flo¬ 
tation when the vessel is empty to a convenient 
height above the load-line. This tube is con¬ 
nected by a small pipe to a valve on the skin of 
the vessel, or to a suitable sea-water connection, 
through which an uninterrupted flow of water 
to the vertical tube can be secured. Thus the 
water in the tube is in free communication with, 
and naturally rises to the exact level of, the water 
in which the vessel is floating. Inside this large 
vertical tube the aerometer is suspended from 


and balanced by an equal armed lever having a 
corresponding counterweight fixed to the other 
arm. The aerometer is usually made heavier 
than its displacement, but being in a state of 
equilibrium its weight does not affect the dis¬ 
placement. As the vessel is immersed through 
loading, the draught increases and the level of 
the water in the tube is raised. The aerometer 
sinks correspondingly deeper in the water, and 
by increasing its- displacement reduces its appar¬ 
ent weight. This difference of weight creates a 
downward pull on the opposing arm of the lever 
when the counterweight remains unaltered. 
Above the main lever already mentioned is placed 
a steelyard or other suitable form of weighing 
machine, which, being connected to the main 
lever by tie rods or links, registers the exact 
amount of tension caused by the disturbance of 
the balance on the main lever through the in¬ 
creased displacement. This is the simple outline 
of the new invention of Signor Emilio de 
Lorenzi, which it is claimed will revolutionise 
the costly process at present in vogue of weighing 
cargoes both nut of and into all classes of vessels. 
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CqitRENT TOPICS 



By a Naval Architect. 


Now that the Ger- 

German “Dreadnoughts” man Dreadnought* 

“Nassau” Class. ot the A assau c } ass 

are approaching 
completion and their salient features can be dis¬ 
cerned by any observer with the aid of a telescope, 
the German Admiralty no longer think it neces¬ 
sary to keep secret the leading dimensions, and 
fairly complete particulars have recently been 
published in the German technical press. In view 
of the series of articles on battleship design at 
present appearing in The Shipbuilder , the following 
information with regard to these ships will doubt¬ 
less be of interest to many of our readers :— 

Length. 450ft. Oin. 

Breadth . 89ft. Oin. 

Draught . 26ft. Gin. 

Displacement .about 18,500 tons. 

Indicated horse-power. 20,000 

Speed.over 19 knots. 

Armament.12 11'2-in. q.-f. guns. 

12 6-in. do. do. 

16 3'5-in. do. do. 

Coal supply, normal. 950 tons. 

Do. do., maximum. 2,700 tons. 

In considering the dimensions, the most noticeable 
feature is the great breadth, which is only ex¬ 
ceeded by the new American Dreadnoughts , of 
26,000 tons displacement. The length is com¬ 
paratively short, being less than that of the new 
battleships of any other nation. The increased 
breadth is chiefly due to the greater facilities as 
regards width of docks which Germany possesses 
compared with other countries Light draught, 
however, is a vital consideration in their case, 
owing to the shallowness of many of the North 
Sea inlets. The displacement of 18,500 tons is 
with the normal coal supply of 950 tons. With 
all bunkers full and stores on board, the weight 
will exceed 20,000 tons. The disposition of the 


guns and armour is shown in Fig. 1. Instead of 
the ten 12-in. guns of our own Dreadnought, 
twelve 11 *2-in. guns are fitted. Their arrangement 
is noteworthy, and differs from that adopted in 



Fig. i.—German Battleships, “ Nassau ” Class. 

the latest battleships of all other naval powers 
with the exception of Japan. Other nations, in 
spite of mounting fewer guns on their vessels, 
obtain a greater side, bow, or stern fire, which is, 
of course, a great advantage. On the other hand, 
the guns in the ships of the Nassau class are all 
about the same height, which simplifies their 
control, while the armour of one turret gives 
additional protection to the corresponding turret 
on the other side of the ship. Whether the 
advantages gained are sufficient to justify the cost 
of the extra turret is a matter of opinion. The 
choice of lighter armament—6-in. and 3'5-in. q.-f. 
guns—will perhaps excite the greatest interest; 
and it is very creditable to the German Admiralty 
that they have combined so heavy a main and 
auxiliary armament with such a small displace¬ 
ment. Nothing has yet transpired with regard to 
the thickness of the armour or the arrangement of 
torpedo tubes. 

In view of the attention which 
The Form of the Monitor type of ship is at 
Ships. present exciting, it is interesting 

to note that Lord Kayleigh has 
been making investigations in a similar direction, 






























82 


THE SHIPBUILDER. 


only in his case the water-lines instead of the 
sections were made of an undulating form. Lord 
Rayleigh deals with the matter in an article 
recently contributed to* the “ Philosophical Maga¬ 
zine/’ in which he states that his results show a 
remarkable diminution of resistance when the 
undulations are properly proportioned to suit the 
wave-making characteristics of the ship. To 
secure a minimum resistance, there should be a 
hollow in the water-line where there is a tendency 
for the water-level to rise and form a wave crest, 
and a hump where there is a tendency for the 
water-level to fall. Lord Rayleigh admits that 
his apparatus was somewhat crude; but the 
saving in power would be so considerable, if he 
is correct, that it seems well worth while con¬ 
sidering the matter with the aid of an experi¬ 
mental tank. Of course the form of hull would 
be a great departure from present traditions, 
and would be costly and inconvenient for many 
purposes. 

S J* 

The author of the article on 
Old Anehops. “ Anchors/’ which appeared in 

No. 10, Yol. II., of this journal, 
has sent the writer some interesting particulars 



Fig. 2.—Old Stone Anchor Shank. 


which he has received from Mr. P. Glynn Messent, 
M.Inst.C.E., Chief Engineer to the Bombay Port 


Trust, relating to a number of old stone anchor- 
shanks which have been discovered in the silt on 
the site of the new Alexandra Dock at Bombay. 
The largest of these shanks is illustrated by 
Fig. 2, which has been reproduced from a photo¬ 
graph kindly sent by Mr. Messent. It is about 
seven feet long and square in section, tapering 
from 1ft. 3in. by 1ft. 3in. at the fluke end to 9in. 
by 9in. at the upper end. The anchor was 
evidently provided with two flukes placed at 
right angles to one another, the holes for the 
flukes being 5^in. and 4Jin. square respectively. 
The round hole near the top is 3in. diameter, and 
would provide means of attachment to the rope 
or cable. 

The great part which 
The Use of Non-Ferpous iron and steel play in 
Metals on board Ship. ship construction 

may be said to have 
overshadowed the fact that any of the non-ferrous 
metals are employed on board ship. Yet the use 
of other metals, if not great in quantity, is by no 
means insignificant as regards the purposes they 
fulfil. The subject is dealt with in the first 
number of the “ Metal Industry,” a new monthly 
journal devoted to the non-ferrous metals, in an 
article contributed by Mr. J. Horton on “ The 
Metal Equipment of the Mauretania .” The 
chief use of non-ferrous metals is, of course, in 
connection with the propelling and auxiliary 
machinery. The material for the turbine blades 
was delivered in rolled brass bars, which were cut 
to the required lengths in one of several Taylor 
and Challer’s stamping presses. The turbine 
glands are fitted at the outer ends with Rams- 
bottom rings of “ Ajax ” bronze. The turbine 
bearings are lined with white metal on their 
running surfaces, and at the centre of each bear¬ 
ing there is fitted a safety strip of “Ajax” bronze, 
3/100ths inch below the white metal. Gun metal 
is very largely employed, being used for the 
thrust rings, forward and after bushes of the 
stern tube, worm-wheels for the turbine turning 
gear, condenser end plates, discharge valves, main 
pump casings and impellers, feed-water filters, 
evaporator mountings, and many other parts of the 
auxiliary machinery. Copper is largely used for 
pipes and expansion pieces, and also in connection 
with the electrical installation. As regards hull 
fittings apart from the machinery, one of the most 
interesting applications of a metal other than 
iron or steel is that of aluminium for the “ grille ” 
or cage surrounding the main passenger-lift 
shafts. Aluminium, owing to its lightness, is 
very suitable for internal decoration work, and, 
in the case of the grille referred to, it is claimed 
that 25 tons of weight was saved by the use of this 
metal instead of iron or brass. Silver-plated 






CURRENT TOPICS. 


83 


metal plays an important part in the bath and 
lavatory fittings. Richly chased bronze and gilt 
ormolu is utilised with great effect for the narrow 
dividing lines between the panels of the swing 
doors to the lounge and library, while many other 
instances of the use of the various metals for 
smaller fittings might be quoted. With regard 
to non-ferrous metals generally, it is pleasing to 
note that their properties and manufacture are 
receiving more of the attention deserved, as is 
witnessed by the recent founding of the Institute 
of Metals and the introduction of the journal 
referred to. 

> Jk 

It is very useful for esti- 
Capacity Curves. mating purposes to have all 

capacity curves expressed 
in a standardised form, independent of the 
absolute dimensions of the vessel, such as that 
shown in Fig. 3. A further advantage of such 
a system is that the accuracy of the results for a 


the vertical centre of gravity of these sections 
may be plotted. The areas are then expressed 
as percentages of the midship area and are set 
off to a scale of L_i n =10 per cent, at their 
respective stations on a base line of 20-in. stand¬ 
ard length. The girths from the tank knee top 
to the deck line and the widths of the several 
decks, which are required for calculating the 
spaces between the frames and beams, are also 
drawn as percentage curves on a scale of ^-in = 
10 per cent. The leading particulars of the ship 
affecting the capacity are tabulated beneath the 
diagram, including the total internal volume 
measured as described above. The bulkheads 
are then drawn in, after which the mean area of 
each hold is obtained, using Simpson’s Rule if 
necessary, and the gross capacity calculated, as 
shown in Table I. The capacity lost due to 
obstructions, such as the shaft tunnel, boiler re¬ 
cesses, pillars, pipe casings, masts, ventilators, 
etc., is estimated separately and deducted from 
the gross capacity, the resulting figure being 



Length B.P. 425 ' Q" Midship area, hold . 

Breadth ex. . 53 ' q" Do. do. ’t ween dks. 

De P th mld . 32' 0" Do. hold girth . 

Load Draught. 26' 0" Do. breadth, upper dk. 

Block co-ef. at load draught . *77 Do. do. main dk. 

Sheer forward. 10' 0" Framing 11". Cargo battens 2". 

^°- 4' 0" Depth beams, main dk. 9" ; upper dk. 8 ". 

Height tween dks. 8 ' 0" Total internal capacity measured outside 

of frames and top of beams . 


Fig- 3«—Standardised Capacity Curves. 


1088‘4 sq. ft. 
421*6 do. 
17-1 feet. 
52-0 do. 
52 6 do. 


557,500 c. ft. 


particular ship may be indirectly checked by 
comparison with the curves of other similar ves¬ 
sels. The writer has found the following method 
of procedure to be most convenient. The sec¬ 
tional areas of both holds and ’tween decks, 
taken to the outside of frames, top of beams and 
top of tank, are measured by integrator at the 
various displacement sections. At the same 
operation moment readings are taken, so that 


generally known as the “ grain ” capacity. Two 
other capacity measurements are usually given, 
viz., the “ net ” capacity, measured to the inside 
of cargo battens and top of beams, and the 
“ cotton ” capacity, measured to the inside of 
cargo battens and bottom of beams. The 
method of arriving at the volume of the layers to 
be deducted from the grain capacity in order to 
obtain these measurements is shown in Table I. 
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TABLE I.— Example : No 6 Hold, between frames 9 and 35 (see diagram) 


Gross Capacity. 


19% 

44-0% 

64-48% 

79-7% 

89-6% 


Deduction for Frame Layer. 


1 

19-00 

1 

133-4% 

1 

133-4 

4 

176-00 

2 

147-5% 

4 

590-0 

2 

128-96 

3 

151-0% 

2 

3020 

4 

318-80 

4 

148-0% 

4 

592-0 

1 

89 60 

5 

140-5% 

1 

140-5 


61-03% x 1088-4 
Length of hold ... 


+ hatch ... 
Gross 

Obstructions 

Grain capacity . 
Frame layer 

Net capacity 
Beam layer 

Cotton capacity 


12)732 36 
61-03% 

= 664-29 

r 54-16 

3597b c. ft. 
248 

36226 c. ft. 
3718 

=32508 

2628 

29880 

1235 

28645 c. ft 


Deduction for Beam Layer. 


1 

38-4% 

1 

38-4 

2 

65-8% 

4 

263-2 

3 

79-5% 

2 

159-0 

4 

88-3% 

4 

353-2 

5 

93 6% 

1 

93-6 


Girth ... 

12)1757*9 

146-5% 

... = 17 1 

\ midship breadth 

12)907-4 

75-62% 

26-3 

Mean 
Length ... 

23 03 
54-16 

Frame layer 

19-9 
- 1-0 

Depth ... 

1359-0 sq ft 
1-94 

Other side. 

18-9 

2 


2628 c. ft 

Length 

37*8 

54-16 


2047 sq ft 

Less 25' x 16' hatchway 400 ,, 


Depth beam 


1647 sq ft 
•75 

1235 c. ft. 


Obituary. 


MR. ANDERSON RODGER. 

The death took place on the 10th September, 
at his residence, Glenpark, Port-Glasgow, of Mr. 
Anderson Rodger, principal partner of Messrs. 
A. Rodger & Co., shipbuilders, Port-Glasgow, and 
marine engineers, Govan. Deceased, who was in 
his 68th year, was a native of Port-Glasgow ; and 
about 34 years ago founded, along with Mr. 
Joseph Russell, the well-known shipbuilding con¬ 
cern of Russell & Co., whose extensive yard at 
Kingston, between Port-Glasgow and Greenock, 
has for many years been one of the busiest on the 
Clyde, The firm at first had only a small yard 
in the east end of the town, with accommodation 
to build three ships of average carrying capacity. 
Sailing ships at that time, however, were in de¬ 
mand. Big freights were carried, and ship¬ 
builders could command fair prices for their 
productions. Business extended rapidly, and 
some years later they took over the shipyard in 
Greenock, formerly owned by Mr. J. E. Scott, 
and now occupied by the Greenock and Grange- 
month Dockyard Co. About 1874 the firm 
acquired the site at Kingston, where, through 
repeated extensions, there are now thirteen 
building berths for vessels of the largest tonnage. 
In the organisation of the larger works Mr. 
Rodger and his partner, Mr. Russell, were ably 


assisted by the late Mr. W. T. Lithgow, who from 
being their chief draughtsman was taken into full 
partnership. In the Greenock yard steam ves¬ 
sels, more than sailing ships, were the product, 
but sailing ships for many years formed the bulk 
of the output at Port-Glasgow and Kingston, a 
large proportion being for French and othei 
Continental owners. Not only during the period 
when work was carried on in three yards, but 
later when operations were confined to Kingston, 
the firm of Russell & Co. occupied a premier 
position in the annual returns of tonnage output. 

In 1894 ; on the voluntary retirement from 
practical connection with shipbuilding of Mr. 
Joseph Russell—who of the three partners alone 
now survives—the east yard was taken over by 
Mr. Rodger, while Mr. Lithgow remained sole 
partner at Kingston until his death on the 7 th 
June last year, since which the yard has been 
under the control of his two> sons. In the east 
yard, and under the designation of A. Rodger 
and Co. (Mr. Rodger being joined in partnership 
by Mr. James H. Hutcheson), a successful ship¬ 
building business has since been carried on, while 
some years ago also the firm acquired and re- 
established a marine engineering business in 
Helen Street, Govan, with Mr. E. Hall-Brown as 
managing co-partner. . 

Although a member of the Institution ol 
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Engineers and Shipbuilders in Scotland, and 
warmly interested in technical and commercial 
questions affecting the development of the twin 
industries, the deceased never very actively par¬ 
ticipated in professional movements. He took a 



The Late Mr. Anderson Rodger. 


keen and generous interest in the affairs of his 
native town, and was for a time closely identified 
with public work as head of the municipality, 
having been elected Provost of the Burgh in 
November, 1895, and he occupied the civic chair 
till November, 1898. Apart from, municipal 
work, Mr. Rodger was active in promoting the 
welfare of the community, and local benevolent 
institutions benefited from his generosity. 


MR. ROBERT BAND POPE, 

The death occurred at Dumbarton, on the 29th 
July, of Mr. Robert Band Pope, who was for 
over 50 years connected with the well-known 
engineering firm of Messrs. Denny & Co.—for 
many years as Chief Draughtsman and Works 
Manager, and since 1885 as a partner in the firm. 
Deceased, who was in his 75th year, was a skilful 
engineer, who combined the faculties of insight 
and application. In the fulfilment of his posi¬ 
tion of Chief Draughtsman and Works Manager 
from 1857 to 1885, he was so successful that in 
the latter year, as already stated, he was admitted 
a partner of the firm, and his name has been 
associated with its numerous successes. His 
skill was reflected m the results obtained from 
the first of the British India Company's steamers. 
When the compound engine was introduced, he 
designed those of the Batavia , the first compound 


engines supplied to the Cunard Company, and 
various others. In the subsequent advancements 
in marine engineering the name of the deceased 
was linked with that of the late Mr. Walter 
Brock, long the principal of Denny & Co., in the 
development of the triple and quadruple expan¬ 
sion types of marine engine. 


MR. JOHN THOM. 

The death took place on the 5th September, at 
Cardonald, near Glasgow, of Mr. John Thom, 
consulting marine engineer, Glasgow. Deceased, 
who was in his 55th year and had been in in¬ 
different health for some time, was born at 
Inverkip, near Wemyss Bay, on the Clyde, and 
received his early training in the works of Messrs. 
Scott & Co., Greenock. From the Clyde he went 
to the works of the Barrow Shipbuilding Co. 
(now Vickers, Sons & Maxim), and while chief 
engineering draughtsman there he designed and 
patented a type of economical slide and piston 
valve as well as radial valve gear. Returning to 
the Clyde district about 1890, he started busi¬ 
ness as a consulting marine engineer, and inter¬ 
ested himself particularly in the design and 
fitting into steamers under his charge of four- 
crank engines, for which the advantages claimed 
were reduced vibration, simplification of parts, 
and improved economy. For some time he was 
associated with the late Mr. G. L. Watson in 
supervising the machinery section of the large 
steam yachts designed by him. A member of 
the Scottish Institution of Engineers and Ship¬ 
builders since 1889, he took a large part in the 
proceedings, and in 1899 delivered a paper to the 
members dealing with the principal features of 
upwards of twenty sets of four-crank engines and 
their auxiliaries, with the design and building of 
which he had had to do. Deceased was also a 
member of the Institution of Naval Architects. 


MR. DAVID B. McGEOCH. 

The death occurred at Port-Glasgow, on the 
12th September, of Mr. David B. McGeoch, who 
formerly, and for the long period of 45 years, 
was closely identified with shipbuilding there. 
Deceased, who was a native of Paisley, went to 
Port-Glasgow in 1862, and for over 30 years was 
identified with the firm of Messrs. Blackwood and 
Gordon, who then occupied the Castle Shipbuild¬ 
ing Yard. When the change took place about 
1889, Mr. McGeoch assumed control, and was 
for about eight years associated with Mr. F. P. 
Purvis, now Professor of Naval Architecture in 
the University of Tokio, and Mr. Carlile Wallace, 
both of whom had formerly been with Messrs. 
Denny, Dumbarton. Mr. McGeoch’s connection 
with shipbuilding ceased about ten years ago, 
when the yard was taken over by the Clyde Ship¬ 
building and Engineering Company. 
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V.)fie “Monitor” 'Isype of Vessel. 

THE SEA PERFORMANCES OF THE S.S. “ MONITORIA.” 


By Arthur H. Haver, A.M.I.N.A. 


HgrT is a remarkable fact that, while the inside 
AS) and above-water portions of the steamship 
have, during the past forty years, been in a 
continuous state of re-adjustment, in order 
to conform with the ideas of various inventors 
as to strength, tonnage, or the working of cargo, 


usual interest, and have disclosed the operation 
of a law hitherto ignored in arriving at the re¬ 
sistance of ships. We have in the past been 
content to consider the relationship of length to 
speed; and we have had treatises on the effect 
of vertical frame sections at the ends, or full form 



the outside form of the vessel has, during the 
same period, undergone but little modification. 
The recent sea trials of the steamer Monitoria , 
and the principles involved in the construction 
of that vessel, have, therefore, been of more than 


of midship section, and on the results obtained 
from broad and shallow ships compared with 
other forms; but, broadly speaking, we have not 
gone further than to vary the form of the ends 
of a hull having the necessary co-efficient of 
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fineness and length to obtain the speed and carry 
the weight, and a contour sufficiently pleasing to 
the eye. The vessels thus produced have in 
many cases shown great difference in resistance, 
and their sea-going qualities have varied, with¬ 
out any apparent reason, forcing us to the con¬ 
clusion that our existing state of knowledge of 


power directly proportionate to the wetted area. 
This, however, is not always so, although it may 
be very nearly correct in ordinary ship-shaped 
forms, and its very nearness may possibly have 
led to its acceptance as a proved law. It is only 
after a vessel having increased wetted area shows 
less resistance (as proved on the trials of the 



Photo by] [Frank & Sorts, So. Shields. 

Fig. 2.— Launch of the “Monitoria”: View of After End. 


the resistance of ships is far from satisfactory or 
complete. 

The writer, therefore, has been not a little 
surprised at the apparent scepticism with which 
any suggested modification in the form of hull 
has been received. This is doubtless due in no 
small measure to the' belief that a ship, irrespec¬ 
tive of form, will require a propulsive horse- 


Monitoria) that we begin to question the finality 
of the generally accepted law, or at all events 
to seek for an explanation or amplification of it. 

The Monitoria is in most respects an ordinary 
single-deck cargo steamer, with poop, bridge, 
and forecastle, built by Messrs. Osbourne, 
Graham & Co., of Hylton, Sunderland, to the 
order of the Ericsson Shipping Co., Limited, of 
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Ne wcastle-on-Tyne. She is 288ft. 6in. overall 
and 279ft. 6in. B.P., by 39ft, lOJin. breadth 
moulded, by 20ft, 7|in. depth moulded. In¬ 
stead of the usual wall-sided shell plating, 
however, the vessel has two longitudinal 
corrugations, in the form of rather flat arcs, 
along the outside of the hull, so that where 
these are added the breadth of the ship is in¬ 
creased to 42 feet at the widest part. These 
two wavelike swellings, which are shown in our 
illustrations, extend along both sides of the hull 
below the load water-line to about the turn of 
the bows and quarters, where they gradually 
merge into the ordinary contour of the ship’s 
lines at the ends. 


satisfactory improvement; and it is precisely 
this aspect of the problem that has to be grappled 
with in order to produce the best conditions for 
any particular vessel. Many inventions of great 
value have been discredited by approximate, 
make-shift methods having been resorted to 
during trials, thus retarding scientific progress 
and causing injury to the advocates of new ideas. 
This possibility was disclosed, in the course of 
the experimental work extending over several 
years, by the failure or reduced advantages in 
some cases and the great success in others, 
clearly indicating that law and science were 
associated with the corrugated-side principle. 

The corrugations, naturally, give more buoy- 


Photo by] [Frank & Sons, So, Shields. 

Fig- 3- —The “Monitoria” immediately after Launching: Broadside View. 


It has been unmistakably demonstrated that 
there is great sympathy between the stream lines 
round the vessel and these corrugations, varying 
proportions giving varying results. As the co¬ 
efficient of fineness and the contour of sections 
and lines nearly always vary in different ships, 
the stream lines created by any vessel’s progress 
through the water are peculiar to that vessel; 
and in introducing corrugations they must of 
necessity be adjusted in size and proportion to 
suit certain laws if the full benefit of their appli¬ 
cation is to be secured. Accordingly, any 
attempt to design corrugations in a haphazard, 
approximate fashion, without any regard to the 
forces involved, may or may not result in a 


ancy to the vessel, increase the periphery of shell 
plating girth, and therefore augment the wetted 
frictional area. These conditions, of course, 
must be considered prejudicial to speed if taken 
alone without any gain from other sources. The 
tank experiments, however, showed an improve¬ 
ment, more or less according to some hitherto 
undiscovered law; and when the corrugations 
were properly adjusted to suit a particular vessel, 
improvement could be relied upon. The tests 
were conducted in the experimental tank in¬ 
vented by the late Mr. Frank Caws, of Sunder¬ 
land. The writer is aware that this tank has 
been the subject of much criticism, but his 
knowledge of it extends over about twelve years ; 
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and as he has been the exclusive operator since 
the inventor’s death, the writer can only express 
admiration for its general scheme and reliability. 
For comparative purposes it is, in his opinion, 
an ideal instrument for testing the resistance of 
ships; while the fact that the results obtained 
during the model experiments in connection 
with the Monitoria have been confirmed in the 
actual ship, proves that the tank used is at least 
as reliable as any of the larger speed tanks in 
existence. 

Throughout the experiments improvements 


creased to absorb the power. As, however, the 
length of wave is the measure of its speed in the 
ratio of 

/ Length of wave 
V -557 

a greater speed of wave is obtained with the 
same energy contained in that wave. This aug¬ 
ments the speed of the water passing the 
vessel, causing less retardation and eddy than be¬ 
fore ; while the bow wave is also prevented from 



Photo by] [Frank & Sons, So. Shields. 

Fig. 4 .—Inside View of “Monitoria,” showing Frame Construction. 


were always accompanied by a diminished height 
<of bow and stern wave, which appeared to point 
to the principle that the higher the disturbance 
the greater the resistance. Bluff ships, of 
course, gave a higher bow wave and absorbed 
more power, and it was also apparent that the 
fuller ships permitted a greater percentage of 
improvement than fine-lined vessels. A wave of 
given length may have a height indefinitely large 
or small, according to the power exerted to 
create the wave; but if a certain horse-power is 
'exerted to create a wave and the amplitude is 
restricted, the length must necessarily be in- 


attaining the height it would if the water further 
aft were retarded. This in turn favourably 
affects all the other forces acting round the 
vessel, and indeed in the tank experiments it 
was a very common occurrence to obtain a re¬ 
duced resistance equal to 10 per cent, (and in 
some cases over 18 per cent.) of the engine power 
and coal consumption. 

The action of water, waves, and ship resistance 
generally, as already indicated, are only partially 
known. The subject is a very complex one, with 
few facts for a definite basis and much scope for 
generalities; and there is still much to discover 
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by those who have studied the subject. The 
general principle of robbing the vertical power 
of the waves to pay for the horizontal propul¬ 
sion of the vessel is exemplified in a variety of 
ways. For instance, the most speedy horse 
is not the one given to vertical or lateral 
action. A man who has a pronounced lift and 
fall at each step is not the quickest walker, 
neither is the man with a pronounced lateral roll. 
Again, an express train could not be expected to 
make a record if the track were a series of verti¬ 
cal or lateral irregularities. 

The Monitoria has proved that the peculiar 
corrugations along her sides are really effective 
in principle, size, and proportion, to reduce the 
wave irregularities and so admit of more power 
being available for horizontal propulsion, for in 
every respect the experimental tank results have 
been confirmed in practice. With the vessel 
herself the waves have been prevented from at¬ 
taining their free amplitude, and the surface of 
the water round her has been seen to be smooth 
and transparent, while beyond the ship and 
parallel with her the water has been white with 
foam. The action of the corrugations has re¬ 
duced the period of roll, making a more steady 
and comfortable sea-boat; and—what is perhaps 
more important—the longitudinal pitching and 
scending have also by the same law been re¬ 
duced, which means that the undulating waves 
towards the ends have been partially crushed by 
the corrugations and made to re-appear further 
aft, instead of bursting upon the bow and leaping 
freely to the deck, as with vessels of the usual 
form. 

The commander of the vessel, Captain George 
Dobson, reports as follows : —“ The effect of the 
corrugations upon the steering qualities is very 
beneficial, with no sheering to windward in a 
seaway. The wake of the vessel, instead of being 
the full width, is only about half the width of 
the vessel, the same being smooth and clear, with 
no wave-following motion. In a diagonal sea 
running 9 to 10 feet high, her speed was safe at 
7J to knots; whereas had a ship of ordinary 
form encountered this sea, her speed would have 
been down to 6 to 6^ knots, according to my 
experience.” The slip of the propeller, it may 
be added, is considerably reduced, although no 


The Electric & Ordnance Accessories Co., 
Limited, of Birmingham, have arranged for the 
sole manufacturing rights for the United King¬ 
dom, Europe, and the British Colonies and 
Possessions (except Canada) for the new “ Tim¬ 
ken ” patent roller bearing. They are now about 
to make these bearings in their extensive works 


alteration was made in the design of the pro¬ 
peller from that adopted for the sister vessels. 

The weight of a ship constructed on the 
Monitor principle need not be any heavier than 
one built to the ordinary design, as the addition 
to the weight involved by the extra periphery 
of shell is balanced by the entire absence of hold 
stringers and increased frame spacing; while the 
extra buoyancy obtained admits of about 3 per 
cent, more cargo being carried. This extra dis¬ 
placement can be propelled through the water 
more economically than the smaller displacement 
of a ship of normal shape. In the Monitor ia the 
extra speed at 10 knots was 5 per cent., and at 9 
knots 4'23 per cent., using the same engine power 
as adopted in all the sister vessels. The speed 
was attained with the engines making only 58 
revolutions instead of the usual 62, a saving of 4 
revolutions per minute. It should be borne in 
mind that an easier propelled vessel has a greater 
radius of action owing to the reduced quantity 
of coal required. There is no increase in ton¬ 
nage, so that the dues remain unaltered. A 
Monitor ship is stronger in resisting strains 
which tend to< crush in the sides, stronger in re¬ 
sisting hogging and sagging strains; and stronger 
laterally. 

In conclusion, the advantages claimed for a 
vessel constructed on the corrugated-side prin¬ 
ciple^—less resistance, less horse-power, less coal 
consumption, and increased strength—are fur¬ 
ther enhanced by the fact that the ship rolls 
and pitches less readily. The latter feature, it 
need not be pointed out, is of great value in a 
battleship or cruiser, where a steady gun platform 
is of first importance. In a passenger vessel, 
the addition under consideration would add to 
the stiffness, prevent vibration, reduce rolling, 
and increase the speed. These benefits are all 
secured in conjunction with a gain in carrying 
power, whether used for freight, passengers, or 
men and fighting material. It is not too much 
toi say, therefore, that the economy of any type 
of vessel, whatever its advantages accruing from 
skilful design and arrangement of material, can 
be still further increased by the application of 
the Monitor corrugations to- the sides of the hull; 
and the day is not far distant when this will be 
demonstrated in a first-class liner as well as in a 
cruiser for a foreign navy. 


at Aston, Birmingham, where their plant is 
capable of a large output. The bearing has been 
an immense success in America, and it is expected 
that there will be a large demand for it on this 
side of the Atlantic for electric motors, hangers 
for line shafting, machine construction, etc. 
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PORTSMOUTH. 


Considerable consternation among the employes 
was caused a month ago by a series of discharges 
in a number of departments, and several hundred 
men were paid off. Representations were 
promptly made to the Admiralty by the work¬ 
men’s organisations, and the discharges ceased, 
a supplementary grant to carry the Yard over 
the financial year having presumably arrived. 

The new Dreadnought battleship Neptune was 
launched by the Duchess of Albany on the 30th 
September. She is 530ft. long, by 85ft. wide; 
her tonnage, 20,250, will make her over 2,000 
tons heavier than the Dreadnought; her horse¬ 
power, obtained from turbines, will be 25,000 
and she will have the speed of her class, 
viz., 21 knots. For all practical purposes 
the Neptune will be the sister ship of the 
Bellerophon and St. Vincent , also built here. 
She is rather bigger, her extra weight being due 
to her deeper armour plating, and improved 
armoured bulkheads. Her launching weight was 
7,600 tons, which has been built into her in a 
space of eight months. 

She is armed, on the all-big-gun principle, with 
ten 12-in. guns, and there will be twenty guns 
in her auxiliary armament, all 4'7-inch. An 
important new departure is that the port and 
starboard guns amidships will be placed in 
echelon to give a fire on either broadside, and to 
allow a clear run the superstructure will be 
carried on two stout towers, fore and aft. 
Further, the after barbettes are not to be in the 
same horizontal line. The foremost will be on 
the same level as the fore barbette, and will thus 
fire over the aftermost barbette, and with the 
midship guns give a stern fire of eight 12-inch 
guns. 

The new Dreadnought is to carry 2,000 tons of 
coal, and there is also storage for a very large 
quantity of oil fuel, upon which the Neptune is 
to rely very largely for fast steaming. No pres¬ 


sure is to be exerted to get the battleship finished 
in a hurry. The established two 1 years is to be 
occupied, and no overtime worked, thanks largely 
to the pressure of public opinion, for the electric 
lighting arrangements in the Yard are now excel¬ 
lent. Owing to early ordering from the con¬ 
tractors the delivery of material is very prompt. 
She should be completed by 1911, and by that 
date Great Britain will possess a homogeneous 
fleet of eight Dreadnought battleships. 

The name of the new ship to be laid down in 
November has not transpired. She is one of the 
four “ original ” Dreadnoughts of this year’s 
programme, and will be a battleship. Two 
others will be battleships and will be contract- 
built, while the fourth will be an armoured 
cruiser of the Invincible type, and will be laid 
down at Devonport. It is generally agreed, in 
the absence of any official intelligence, that this 
Portsmouth ship will be the first of the “ super- 
DreadnoughtsN A new type, she will be larger, 
heavier, and of higher speed, and all sorts of 
rumours are flying about as to the extension of 
the building slip. She will be armed with the 
13*5-in. guns if the forthcoming experimental 
firing at the obsolete battleship Duke of Edin¬ 
burgh prove satisfactory. 

Next, as to the St. Vincent , the battleship now 
completing. She will be ready to carry out her 
steam and gunnery trials in December, but in 
view of the propinquity of the festive season they 
may not take place until January. The 12-in. 
guns are all mounted, most of the auxiliary 
armament is in position, and the barbette armour 
is well advanced. The auxiliary machinery is 
being completed, and the delay caused by the 
late delivery of some material some time ago has 
been made up. The completion of the ship has 
been delayed quite three months by labour dis¬ 
putes up North. 

An average number of ships have been in hand 
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for repair during the quarter, including the 
battleships Prince George and Hindustan, the 
. cruisers Euryalus, Invincible, Hawke, 6roo^ Hope, 
Sappho, and Speedwell, and several destroyers. 
The Prince George, formerly the flagship of the 
Home Fleet, has included in her thorough over¬ 
haul the provision of magazine-cooling apparatus 
and the installation of high-tension wireless. 
The Good Hope is having similar improvements 
fixed aboard. Admiral Percy Scott's old flag¬ 
ship is one of the fastest of her type, and this is 
her first real re-fit since she flew the pennant. 
The mishap to the Invincible was rather unfor¬ 
tunate. She had to go- astern suddenly and 
strained her turbines. The torpedo equipment 
and net defence is to be improved, and in all 
£70,000 is to be spent on her. 


The submarine “D. 1,” the first of the new class, 
has arrived here from Vickers, Sons & Maxim's 
yard at Barrow to undergo her trials. Strict 
secrecy is being maintained, and no details about 
her have leaked out so far, but she is nearly 
double the size of former types— i.e., not far 
short of 600 tons displacement—and has great 
length, which gives her much increased deck 
accommodation. She has twin screws, and 
greater speed and manoeuvring power. She was 
expected to have two conning towers, but there 
is only one. There are two’ periscopes, however, 
forward and aft of the conning tower, to give a 
safer look-out, two men being needed to operate 
them. The boat is said to possess many innova¬ 
tions upon the “ C ” class. 


DEVONPORT. 


From certain details which have leaked out, 
it transpires that the Dreadnought- cruiser to 
follow the Indefatigable on the building slip will 
be a remarkable vessel. 

This super -Invincible is to be a decided advance 
upon the name-ship of the previous class. It is 
reported that she is to have a speed of 30 knots, 
achieved so far by the unarmoured destroyer 
alone among warships, and this will be obtained 
on a length of 600 feet with an increased dis¬ 
placement to carry the propelling turbines, 
which in power will surpass those placed in any 
ship, excelling even the Lusitania’s and Maure¬ 
tania’s. The armament will be strengthened 
somewhat, to consist either of eight 13‘5-inch or 
an increased number of the latest type of 12-inch 
weapons, and she will carry the new 21-inch 
torpedo, with an effective range of 7,000yds., 
now being experimented with at Portsmouth. 
Instead of two the new cruiser will have but one 
huge tripod mast, with greater resistance to shell 
fire. The name of the vessel has not been fixed, 
but probably such a name as the Arethusa, re¬ 
calling famous frigates, will be adopted. The 
new ship will be the first of a group of four to 
be provided for in next year's estimates. To 
build her the slip will have to be lengthened 80 
feet. Up to March next £270,000 is to' be spent 
on her, of which one-half will be contract work. 

Steady progress is being made with the Inde¬ 
fatigable, which is to take the water on the 28th 
October, with a launching weight of about 6,500 
tons. Like all the Invincibles, she will carry 
eight 12-inch guns, but by a lengthening of the 
ship the echelon arrangements of the two middle 
turrets will be an improvement. Her side and 
bulkhead armour has been increased somewhat, 
and this has increased her displacement by 2,000 


tons as compared with the three original 
Invincibles. In order that the speed of her class, 
26 knots, may be obtained, the turbines have been 
increased in size, and the ship is longer by 25 
feet and broader by 2 feet than her predecessors. 
She will be completed for sea early in 1911. 

The Gollingwood, which, with the Vanguard 
from Barrow and the St. Vincent and Neptune 
from Portsmouth, will complete our first squad¬ 
ron of eight Dreadnoughts (homogeneous as to 
speed and all-big-gun armament), is well advanced 
toward completion, and should fly the pennant 
early in the new year. The minor fittings are 
now being got aboard, and include n on-magnetic 
steel covers, of special design, for the conning 
towers. A new departure, not well liked locally, 
has taken place in connection with the fixing of 
the guns and gun-mountings. The practice has 
been for the Dockyard to do this work, and so 
keep in practical touch with modern equipment, 
but in the case of the Collingwood the Admiralty 
have arranged with Vickers, Sons & Maxim not 
only to supply the mountings and barbette 
machinery, but also to place the equipment in 
position. 

The electric lighting circuits are being laid 
on the improved “ ring" system, and will be 
ready for the steam trials, and also the telephone 
and motor circuits. A notable performance has 
been the fitting up of the navigation bridge. To 
prevent damage to other work in progress, it was 
decided to measure up and construct the bridge 
in the shop, in halves, this being rendered 
necessary owing to the position of the fore tripod 
mast. So accurately was the work accomplished 
that the second half was swung aboard and 
secured in one hour to the half already in posi¬ 
tion. It may be mentioned that the main 





THE ROYAL DOCKYARDS. 


93 


turbines weigh 85 tons each, without connections, 
and the cruising turbines 46 tons each. 

The cruisers Hogue and Pelorus have been 
undergoing re-fit, and also' a number of de¬ 
stroyers. The overhaul of the Hogue has been 
very prolonged, as she had to be modernised in 
her equipment in almost every department. 
The Pelorus has needed an equally systematic 
re-fit. Her entire armament has been dis¬ 
mounted for the opening out of the mountings, 


and the masts are being replaced by new and 
longer ones to carry “ medium power ” wireless 
apparatus. The Cumberland , which has been 
doing duty as a cadet training ship, is also in 
hand. 

So extensive is the new Keyham works that 
there four Dreadnoughts can be docked at a time 
—Portsmouth can only dock one—and nine more 
can berth alongside. 


CHATHAM. 


The Yard is still relying almost entirely upon 
repair work. During the quarter two new tugs, 
one for Devonport and one for Portsmouth, have 
been launched, and the only vessels on the stocks 
are four submarines. The local Town Council 
has made urgent appeals to the Admiralty to 
build a big ship at Chatham, but, as usual, the 
appeal has been fruitless, much to the satisfac¬ 
tion, no doubt, of the private yards up North. 

Fortunately there has been no shortage of 
repair work. The Apollo and Andromache have 
been converted into mine-layers, and now the 
Naiad is to be handed over to the Dockyard staff 
for the same purpose. The St. George is being 
converted into a depot, ship for destroyers, and 
the Pomone into an instructional hulk. 

The battleship Venerable, which has been in 
Dockyard hands several months, has finished her 
re-fit, and the speed and horse-power obtained 
upon her full-power trial were deemed quite 
satisfactory. The Charybdis has also undergone 
a re-fit. 

The engineering department has been steadily 


busy. Torpedo tubes continue to be turned out 
in considerable numbers, and one of the latest 
orders was for a batch of nine for the destroyers 
to be built for the Australian Government. 
Instructions have also been received for the con¬ 
struction of sets of engines for two more sub¬ 
marines of the “ D ” class, much in excess of the 
“ C ” class for power. Several engine sets for 
submarines have now been built in this yard, and 
the Admiralty have expressed their appreciation 
of the manner in which the order has been 
executed. 

The repair of the Sappho , which was run 
ashore at Dover, after a collision in the Straits, 
was undoubtedly a smart piece of work which 
redounded much to the credit of the Yard. 
“ My Lords ” went out of their way to praise a 
constructor, the Foreman of the Yard, and an 
inspector of shipwrights by “ mentioning them 
in despatches,” and also named eight shipwrights 
(who received gratuities of £3 and £2 each) and 
four skilled labourers (£1 10s. each). 


SHEERNESS. 


The ordinary course of work at this Yard was 
much changed by the attempted salvage of the 
submarine “C. 11.” Sheerness, being the nearest 
Yard, was the working base, and here all the 
appliances were assembled. The operations early 
showed that the lighters first towed out were 
inadequate for the raising of a vessel of the “ C. 
IDs ” displacement, and so, the staff working at 
high pressure, the 500-ton oil fuel lighter was 
fitted out specially, the equipment including 
some of the big pumps used for raising the 
Gladiator , which were specially obtained from 
Portsmouth. The actual salvage presented little 
difficulty because the submarine was on chalk 
and by her shape is easy to sling, but the weather 
was atrocious, and the number of hours worked 
was very few. The salvage party were even more 
unlucky in their weather than the Swedish firm 


which had the raising of the “ A. 1,” a much smaller 
boat, in the swirling tide near Spithead, when 
the task occupied a month. When the “ C. 11 ” 
was finally slung by a tidal lift and was being 
taken shorewards for another, she struck a wreck, 
broke from the slings, and so> soon became em¬ 
bedded in shifting sand that in a very few hours 
salvage operations were abandoned. 

Torpedo boat “074” is in dock for repair. She 
was in collision with the Vane Tempest , and was 
badly breached to port. But for the resistance 
of the bow torpedo tube she would have been 
so badly damaged as to sink. 

Three submarines are re-fitting. There are 
now nearly a score of these vessels stationed at 
the Nore, and at Sheerness alone there will 
shortly be ten, all of the “ C.” class. Their chief 
dimensions are as follows:—length 135ft., breadth 
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13ft. 6in., weight of hull 120 tons, displacement at 
load draught (submerged) 321 tons, engine power 
600 H.P., surface speed 13 knots per hour, gaso¬ 
lene storage capacity 15 tons. Nearly all are 
Barrow-built. 


Several new destroyers, including the Afridi , 
Nubian , and Crusader , have come here after 
trials, and will join the ocean-going flotilla. 

The Intrepid is to be converted into a mine¬ 
layer. 


PEMBROKE. 


It is announced that the unarmoured cruiser 
Blanche will be launched on the 27th October. 
She is rather backward, and in mid-September 
a considerable portion of the frames, decks and 
bulkheads had still to be riveted, but the work 
is being pressed on to give time for the boring 
out for the four propeller shafts. Prepara¬ 
tions are in hand for the building of the Blonde , 
a sister ship, which is to follow the Blanche on 
the slip, and on which <£23,000 for labour is pro¬ 
vided for in this year’s estimates. The Blanche 
is an improved Boadicea , and carries an arma¬ 
ment of ten 4-in. guns. Her speed is only 25 
knots, however, and she would fall an easy victim 
to one of the Dreadnought-cvM\seY&. 

The unarmoured cruiser Bellona , laid down on 
the 15th June, 1908, is well advanced for com¬ 
pletion, and her steam trials will shortly take 
place. 

The destroyer Osprey has been re-fitted and 
passed her steam trial. In the course of the 
trial when near Caldy Island a sea struck the 
vessel, damaging the navigating bridge and 



washing a seaman overboard. Fortunately a 
succeeding wave washed him back on deck, and 
one of the crew grasped the man by the ankle 
and saved him. The man would surely have lost 
his life but for this remarkable incident, for the 
sea was heavy and when rescued he was uncon¬ 
scious. He sustained no particular injury, 
however. 

Considerable attention has been attracted here 
to the return which shows that the Elswick-built 
Superb cost one hundred thousand pounds (or 
about 6 per cent.) less than the Portsmouth-built 
Bellerophon or Devonport-built Temeraire. 

Almost simultaneously, however, an official 
letter from “ My Lords ” compliments Pembroke 
upon building H.M.S. Defence below estimate, 
and it is pointed out that the Warrior was built 
for £23,000 less than the average cost of the 
contract-built Achilles , Cochrane , and Natal , and 
the Duke of Edinburgh for £70,000 less than the 
contract-built Black Prince. Pembroke is very 
proud of these results, and of her reputation 
as a “ cheap h yard. 



MR. JAMES BAIN. 


The news of the retirement of Mr. James Bain, 
the Cunard Company’s General Superintendent, 
which took place on the 30th September, has been 
received in shipbuilding circles with mixed feelings 
—regret at the departure from the scene of 
activity of one who has been so long and inti¬ 
mately known to shipbuilders and engineers on 
Clyde and Tyne, and pleasure at the prospect that 
he will enjoy some years—we hope very many— 
of well-earned rest. Mr. Bain, a sketch of whose 
career together with a portrait appeared in a 
recent number of The Shipbuilder (No. 11, Yol. 
III.), may fittingly be described as the doyen of 


Atlantic shipping. Beginning with the early 
paddle-propelled vessels of the Cunard fleet, he 
worked through every phase in the evolution of 
the marine steam engine, until the termination of 
his active career has been fittingly marked by the 
magnificent success of the Lusitania and Maure¬ 
tania. As we remarked on a former occasion, he 
was the man who took the most prominent part 
in the practical accomplishment of the design of 
these two liners, and in the great fleet of the 
Cunard Line he leaves behind him an eloquent 
tribute to his genius as a marine engineer. 


At the opening meeting of the winter session 
of the Institute of Marine Engineers, held on the 
27th September, feeling reference was made to 
the death of the President, Mr. James Dixon 


(late Chairman of Lloyd’s Register of Shipping), 
during his year of office. The chair will be 
occupied until the end of the session by Mr. 
James Denny, the immediate Past President. 
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[From our own Correspondents.] 


SCOTLAND. 


During the three months—July, August, and 
September—the activity of Clyde shipyards and 
engine works, measured by the volume of tonnage 
consigned to the water, has been of fairly average 
character. During July—always a short month 
owing to the fair holiday period—the output was 
less by about 16,000 tons than for the corre¬ 
sponding month last year. During August the 
output was less than that of last year by about 
4,000 tons; but for September the output of 18 
vessels of 45,991 tons exceeded last year’s figure 
by nearly 25,000 tons, making the aggregate for 
the three months about 5,000 tons; higher than 
for the corresponding period of last year. The 
quarter’s output is represented by 56 vessels, of 
109,360 combined tonnage. This brings the total 
Clyde output during the nine months up to 164 
vessels, aggregating 268,449 tons, which com¬ 
pares not unfavourably with the first nine months’ 
work of last year, but is considerably behind the 
first nine months of 1907, which constituted a 
record not likely to be broken for a considerable 
time. A feature of the quarter’s production was 
the large number of large cargo steamers. One 
of these, the Rushine , built by Messrs. William 
Denny & Brothers, Dumbarton, for the New 
Zealand Shipping Co., was a twin-screw steamer 
of about 10,800 tons. Eight other vessels were 
cargo-carrying steamers ranging from 5,720 to 
4,200 tons. There was, however, the usual 
variety of smaller types included in the quarter’s 
production, from the high-speed channel steamer 
to the humble tug and trawler. 

Coming to speak of the fresh work, the fact 
that such a large proportion as nine out of twenty 
—or nearly one-half of the whole number—of 
the torpedo-boat destroyers of the current year’s 
naval programme given out to private builders 
has been secured by Clyde shipbuilders is locally 
a matter for much gratification. The allocation 
is as follows:—the Fairfield Shipbuilding and 
Engineering Co., Govan, three vessels ; Messrs. 
John Brown & Co., Ltd., Clydebank, three; 
Messrs. William Denny & Brothers, Dumbarton, 
two; and Messrs. A. & J. Inglis, Ltd., Point- 
house, one. This is the first occasion on which 
Messrs. Inglis have been entrusted with an order 
for a destroyer, but the success of the King’s new 


yacht stands to their credit—the turbine machin¬ 
ery in this case, however, having been constructed 
by the Parsons Co.—while they also had practical 
experience in turbine work through fitting out 
the Khedive’s yacht Mahroussa. The cost of 
each of the new destroyers, which are to be big 
ocean-going boats of 27 knots’ speed, burning oil 
fuel, is understood to be about <£95,000, so that 
the Clyde’s share represents something like 
£855,000. It is generally felt that the building 
of no fewer than nine destroyers at once, ap¬ 
proaching the value of a million sterling, should 
materially assist the return of prosperity to the 
Clyde district. 

The Fairfield Shipbuilding & Engineering Co. 
on the 30th September successfully launched the 
cruiser Glasgow , the first of the five “ improved 
Boadiceas ” which are at present being built for 
the British Government in private yards. Very 
appropriately the naming ceremony was per¬ 
formed by the Countess of Glasgow. The con¬ 
tracts for the five vessels were placed in November 
last year, and other two of the vessels are 
building by Clyde firms, viz., the Bristol , by 
Messrs. John Brown & Co., Clydebank, and the 
Gloucester , by Messrs. Wm. Beardmore & Co., 
Dalmuir. For the four additional cruisers of 
this class provided for by the Navy Estimates 
for the current year, fifteen firms altogether sent 
in offers about the middle of September, six of 
whom were Clyde firms, viz., the Fairfield Ship¬ 
building & Engineering Co., the London and 
Glasgow Shipbuilding Co., John Brown & Co., 
William Beardmore & Co., William Denny and 
Brothers, and Scott’s Shipbuilding & Engineer¬ 
ing Co. 

Including the new naval contracts, placed as 
above outlined, the volume of fresh work which 
has come to Scottish shipbuilders and engineers 
since the notes for last issue were penned form 
on the whole a much improved budget compared 
with the new work secured during the preceding 
two or three quarters. The following are the 
principal bookings, set out for the most part in 
the order of their importance:—Messrs. William 
Hamilton & Co., Port-Glasgow, have booked 
orders for four large cargo-carrying steamers, all 
for Liverpool owners. One of these will be of 




96 


THE SHIPBUILDER. 


8,300 tons and two of 7,000 tons deadweight- 
carrying capacity, the fourth being of about 
5,000 tons capacity. Messrs. Charles Connell 
and Co., Scotstoun, are to build a twin-screw 
steamer of 9,000 tons for Messrs. Donaldson 
Bros., Glasgow, to augment their Glasgow and 
Canadian service. The new vessel will have a 
speed of 15 knots (the engines being supplied by 
Messrs. Dunsmuir & Jackson, Govan), and will 
have accommodation for nearly 300 second-class 
and over 1,000 third-class passengers. Messrs. 
William Denny & Brothers, Dumbarton, are to 
build another steamer like the Otaki, fitted with 
a combination of reciprocating engines and tur¬ 
bine, for the New Zealand Shipping Co., also 
two paddle steamers, 130ft. long, for railway 
service in India. Messrs. Alexander Stephen 
and Sons, Linthouse, are to build and engine a 
large passenger steamer similar to the Hollandia , 
constructed last year to the order of the Royal 
Holland Lloyd Co., for their South American 
service. The Greenock and Grangemouth Dock¬ 
yard Co. are to build two steamers, each of 2,000 
tons deadweight, for Messrs, James Currie & Co., 
Leith, a small passenger steamer for India, and a 
floating caisson for a dry dock in China, Messrs. 
Barclay, Curie & Co., Whiteinch, are to build and 
engine for the Ellerman Lines a steamer of about 
8,000 tons deadweight, and one about 3,700 tons 
for the Booth Line, Liverpool; Messrs, Napier 
and Miller, Old Kilpatrick, a steamer of about 
10,000 tons deadweight for Messrs. Charles 
Barrie & Son, Dundee; Messrs. Archibald 
McMillan & Son, Dumbarton, a steamer of over 
8,000 tons deadweight for Messrs. McBeth and 
Co., Glasgow; Messrs. D. & W. Henderson 
and Co., Partick, a steamer of 6,000 tons for 
the Empreza Nacional de Navegacao-Y apor, 
Lisbon; Messrs. A. & J. Inglis, Pointhouse, 
a paddle passenger steamer 300ft. long for river 
service abroad; Messrs. Ferguson Brothers, 
PorbGlasgow, a powerful bucket dredger for the 
Government of San Domingo, West Indies; 
Messrs, Lobnitz & Co., Renfrew, a rock-cutter 
for the Aberdeen Harbour Commissioners; 
Messrs. Murdoch & Murray, Port-Glasgow, 
a passenger and cargo steamer for Liverpool 
owners; the Ailsa Shipbuilding Co., Troon and 
Ayr, a steamer of 1,850 tons gross for 
the Companhia Nacional de Navegacao Costeira, 
Rio de Janeiro*, and one of 1,300 tons gross for 
the General Steam Navigation Co., London; 
Messrs. Mackie & Thomson, Govan, a small 
steamer for the Booth Line; the Caledon 
Shipbuilding & Engineering Co., Dundee, a 
steel screw steamer, 240ft. in length, for 
Messrs. Langlands & Sons, Glasgow, one of 1,300 
tons gross register for Mr. Thomas Cowan, Leith, 
and a ferry steamer for the Dundee Harbour 
Trustees; and Messrs. A. Hall & Co., Ltd., 


Aberdeen, a grain-carrying steamer for Hull 
owners, and a small steamer for coal-carrying 
for Mr. W. Brechin, Aberdeen. 

It is worthy of note that a large proportion of 
the contracts above enumerated are for steamers 
principally intended for passenger-carrying, this 
class of tonnage, of course, providing work for a 
larger variety of shipyard hands than in the case 
of ordinary cargo^carrying vessels. Of even the 
latter class of tonnage, however, there is on this 
occasion something of novelty to* record. The four 
large steamers ordered from Messrs. Hamilton 
by Liverpool owners are to be built on the Isher- 
wood system of longitudinal framing, as embodied 
in the Craster Hall delivered to Liverpool owners 
early this year. These four vessels bring the 
work in hand by Messrs. Hamilton up to eight 
steamers, this being the number of their berths. 
All are being constructed on the Isherwood sys¬ 
tem, and are an expression of the great practical 
and commercial success attending the Craster 
Hall . 

Although the Clyde’s most distinctive speci¬ 
ality—dredger-building—has not shared to any 
great extent in the flow of fresh work to the 
district, the firms devoting themselves to this 
branch are moderately well employed and are 
not without cheering prospects of important 
work being secured before long. Consequent 
upon the very successful work done at the Sewri 
reclamation, Bombay, by the suction cutter 
dredgers Jinga and Kalu , Messrs. Wm. Simons 
and Co., Ltd., Renfrew, have recently designed 
a powerful suction hopper dredger, fitted with a 
suction pipe and cutter, which they have styled 
the “ Simons ” dredger. It embodies some 
special features, which they have protected, and 
for which it is claimed that: a vessel fitted with 
them will, in most materials, do the same duty 
as bucket-ladder dredgers. The new dredger 
has not so* many parts as ordinary bucket-ladder 
dredgers, for it works without upper and lower 
tumblers, and without buckets, links and pins, 
which are so* liable to wear; and it is expected 
that the new type will be much less costly to 
repair and maintain, a consideration of great 
consequence both to* contractors and to harbour 
authorities. In addition to dredging material 
from a channel, the vessel can carry the material 
dredged to some other point, say 15 or 20 miles 
away, and can then lift the material out of its 
hopper and deposit it on shore or over a quay 
wall. 

After a prolonged series of speed and other 
trials on the Clyde, extending over about ten 
months, the 36-knot torpedo-boat destroyer Swift 
—built by Messrs. Cammell, Laird & Co. for the 
British Government.—left Greenock on the 21st 
September for the Mersey. The Swift arrived 
in the Clyde last November, and at intervals ever 
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since her builders have carried out exhaustive 
and important experiments with the object of 
attaining—through change and modification in 
form of propellers—the best possible steaming 
results. Almost every separate set of trials has 
involved new sets of propellers—first with three 
blades and latterly with four—and on this ac¬ 
count the vessel has been a frequent occupant of 
the Garvel Graving Dock, Greenock. Secrecy, 
as usual, has been observed in official quarters 
as to the details of the trials; but, while definite 
information is withheld, it is understood that 
the Admiralty representatives were pleased with 
her performances, and that her speed was well 
over the guarantee and her consumption of oil 
fuel under the specified amount. On the passage 
to the Mersey slow consumption tests were made, 
and, after further full-power tests and the open¬ 
ing out for inspection and overhaul of her 
machinery, the Swift will be handed over to the 
Admiralty. 

Two other vessels of note as regards speed, 
which have been put through their paces recently 
on the “ measured mile ” and the Firth of Clyde, 
are the twin-screw channel steamer Prinses 
Juliana , and the high-speed steam yacht 
Winchester , built for an American owner. The 
first-named—built by the Fairfield Co. for the 
Zeeland Steamship Co., of Flushing—is now on 
her station between Queenborough and Flush¬ 
ing, having attained the notable speed of 22 \ 
knots. She is the first of three vessels ordered 
by the Zeeland Co. from Fairfield. The second 
of the trio—the Oranje Nassau — is now being 
fitted out in the Fairfield basin, while the third 
is still on the stocks, but to be launched very 
shortly. The steam yacht Winchester has been 
built by Messrs. Yarrow & Co., of Scotstoun, on 
somewhat torpedo-boat lines, the propelling 


machinery consisting of three Parsons turbines 
(made by Messrs. Yarrow), each driving a shaft 
having one propeller. Steam is supplied from 
two Yarrow water-tube boilers constructed for 
burning oil fuel exclusively. The estimated 
speed of this craft was 26 knots, and the speed 
attained on a two hours’ trial on the Firth of 
Clyde was 26f knots. Special interest attaches 
to the completion of this vessel, as it isi probable 
few, if any, large steam yachts will be built in 
this country for America in the future, on ac¬ 
count of the excessive tax which has been im¬ 
posed by the United States Government on 
American owners of yachts built abroad. 

There seems every prospect of the extensive 
workshops and loading and discharging basin of 
the Coventry Ordnance Co. on the Clyde at 
Scotstoun—which have been complete for some 
considerable time but inoperative so far—being 
now put into practical operation. The Coven¬ 
try Ordnance Co., as was indicated in the course 
of the Navy Estimates debate last month, have 
received a substantial order from the Admiralty 
for armament intended for the four “contingent” 
battleships forming a definite part of the present 
Government’s naval programme. It has been 
stated, indeed, that altogether the Ordnance 
Company have received from the British and 
other governments orders for about £1,000,000 
worth of guns and gun mountings, and that, in 
consequence, about 1,500 extra men are about 
to be engaged. In this connection it may be 
noted that advertisements emanating from 
Coventry appear in the Glasgow newspapers for 
the service of men accustomed to building and 
erecting large gun mountings. The men are re¬ 
quired “ for work on the Clyde,” and none but 
those holding similar positions are invited to 
apply. 


BELFAST. 


Shipbuilding at Belfast is very depressed at 
present, due to the number of empty berths at 
Messrs. Harland & Wolff’s yards, but Messrs. 
Workman, Clark & Co. have been well engaged 
lately. At Harland & Wolff’s North Yard pro¬ 
gress is being made with the giant White Star 
liners Olympic and Titanic. The former has 
been partly framed and the stern post erected, 
while the latter’s tank top is still in hand, none 
of the framing having been undertaken yet. 
When these vessels are far enough advanced for 
plating, many more hands will find work. The 
first-class passenger and mail boat for the Union- 
Castle Line is well forward, the external plating 
being nearly finished, and she will be launched 
before the end of the year. She is a 13,000-ton 


liner, of very handsome proportions. The South 
Yard has been almost desolate of late. There 
are five building berths, and for a long time only 
one was in service-—that occupied by a small 
inter-colonial steamer for the West Indian Island 
traffic of the Royal Mail Steam Packet Co. She 
is a sister ship to the Berhice, launched on the 6th 
May and described in our last issue, and has a 
tonnage of 2,500. Towards the end of Septem¬ 
ber, however, the keel was laid of a new liner for 
the New Zealand trade of the Shaw, Savill and 
Albion Co., London. She will be 477ft. long by 
63ft. beam, with a registered tonnage of about 
12,000 and a speed of 13 knots. This leaves 
three berths still vacant in the South Yard. 
The new 8,000-ton Bibby liner Leicestershire was 
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delivered in September, and is now on her maiden 
trip to the East. 

At Messrs. Workman, Clark & Company’s two 
yards, as already indicated, work is brisk and 
prospects good. The boats on the stocks include 
a 350-feet Holt liner, a Shaw, Savill & Albion 
liner, three vessels for the Brazilian Lloyd Com¬ 
pany, two for the Tropical Fruit Steamship Co. 
of Glasgow, and a coasting steamer. Vessels 
launched and fitted out are the Rio de Janeiro 
and Mantiqueira for the Brazilian Lloyd Co., 
the Almirante and Santa Marta for the Tropical 
Fruit Co., the Star of Canada for the colonial 
trade of Messrs. J. P. Corry & Co. of London and 
Belfast, and the fine Orient liner Orvieto , the last 


of the five 12,000-ton boats ordered for the Com¬ 
monwealth mail service. She will be finished in 
a few weeks, and will sail on her maiden voyage 
in December. The settlement of the long-drawn 
dispute with the Brazilian Lloyd Co. has resulted 
in the vessels begun two years ago being taken in 
hand again, and the first of them—the S. Paulo 
—has now been delivered to the owners. The 
two fine liners Ancona and Verona , built in 1908 
by Messrs. Workman, Clark & Co. for the emi¬ 
grant traffic to the United States from Italy, have 
been back for alterations, the former arriving 
in August and the latter on the 23rd September. 
The Ancona has already left, and the Verona will 
be ready for sea within a month. 


THE TYNE. 


In their paper on “ Sixty Years of Merchant 
Shipbuilding on the North-East Coast,” read at 
the joint summer meeting of the Institution of 
Engineers and Shipbuilders in Scotland and the 
North-East Coast Institution of Engineers and 
Shipbuilders, held in Glasgow recently, Messrs. 
G. B. Hunter and E. W. DeRusett make one of 
the most valuable contributions to the history of 
shipbuilding which we have been privileged to 
read; and the important part played by North- 
East Coast builders in the development of the 
industry since 1642, when a committee of the 
House of Commons designated Newcastle as the 
“ nursery of shipbuilding,” down to the present 
time, is set forth in a manner that cannot fail 
to appeal to all who are interested in the rise 
of one of Britain’s premier industries. 

A considerable amount of new tonnage has 
been placed with Tyne shipbuilders during the 
past quarter, but everywhere one hears the com¬ 
plaint from builders that recent contracts have 
been taken at very low prices. Those firms who 
will make even a small profit on orders taken 
during the past few weeks may count themselves 
fortunate, while in many cases all profit has been 
sacrificed and the builders will hardly cover their 
current charges. 

Tyne builders have secured from the British 
Admiralty contracts for four of the twenty 27- 
knot ocean-going destroyers placed last month. 
Messrs. R. & W. Hawthorn, Leslie & Co. will 
lay down three of these boats at their Hebburn 
Shipyard, and the Parsons turbine machinery 
will be constructed at their St. Peter’s Engine 
Works. Messrs. Swan, Hunter, & Wigham 
Richardson will build at their Wallsend Ship¬ 
yard the other destroyer, the engines for which 
will be supplied by the Wallsend Slipway and 
Engineering Co. The last-named engineering 
company have also secured the contract for the 


turbine propelling machinery of the new super- 
Dreadnought battleship which is to be laid down 
at Portsmouth Dockyard on the berth vacated 
by the Neptune. In addition, it is reported that 
the Admiralty have placed with Sir W. G. 
Armstrong, Whitworth & Co. an order for one 
of the new cruisers of the improved Bristol type, 
and that the machinery will be supplied by the 
Parsons Marine Steam Turbine Co. 

The most important contract for mercantile 
tonnage awarded recently to builders in this 
district is that secured by Messrs. Swan, Hunter, 
and Wigham Richardson for an “ intermediate ” 
Atlantic liner, to> the order of the Cunard Steam¬ 
ship Company for their Liverpool to Boston 
service. This vessel, which is to be delivered in 
the early spring of 1911, will be 625ft. long 
overall, and will have accommodation for a large 
number of first, second, and third-class passen¬ 
gers. She will be propelled by twin-screw 
quadruple expansion engines and boilers, con¬ 
structed by the Wallsend Slipway & Engineexdng 
Co., capable of driving her at a speed of 17 knots. 
Some regret has been expressed locally that the 
proposal to fit combined turbo-reciprocating 
engines in the new liner has been abandoned. 
The Tyne has not so’ far produced a vessel in 
which the combination system of machinery has 
been installed, although it is fairly generally 
known that a firm of shipbuilders and marine 
engineers on this river studied and recommended 
the system, and were convinced of its practic¬ 
ability, before the construction of the Otaki at 
Dumbarton and the Laurentic at Belfast was 
taken in hand. Only the illness of the partner 
of the firm who was dealing with the question 
prevented the first engines of this type being 
built on the Tyne. 

Other notable contracts for merchant steamers 
given to Tyne firms during the past quarter may 
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be enumerated as follows:—Sir W. G. Armstrong, 
Whitworth & Co., two ore-carrying steamers of 
10,000 tons each for Norwegian owners, a light- 
draught twin-screw steamer about 270ft. long 
for a South American firm, also a large cargo 
steamer for Mr. E. C. Thin of Liverpool; 
Messrs, William Dobson & Co., a high-class 
cargo steamer with limited passenger ac¬ 
commodation, to run between Goole and the 
Continent; Messrs, R. & W. Hawthorn, Leslie 
and Co., an ore-carrying steamer, of 10,800 tons, 
generally similar to 1 the Vollrath Tham illus¬ 
trated in the present issue, for Swedish owners; 


Palmers Shipbuilding & Iron Co., a vessel of good 
class about 410ft. long and 13 knots speed, 
similar to the Hymettus recently built at Jarrow; 
Messrs. John Readhead & Sons, a cargo steamer 
of considerable capacity for Mr. James Knott’s 
Prince Line; and Messrs. Swan, Hunter, and 
Wigham Richardson, a large Atlantic twin-screw 
passenger and emigrant steamer of 19 knots’ 
speed for the Compagnie Generate Transatlan- 
tique, a meat-carrying steamer 470ft. long for 
Liverpool owners, also a large floating dock for 
West Africa, 


THE WEAR. 


Wear builders during the past quarter have 
booked the following contracts:—Messrs. Wm. 
Doxford & Sonsi, a steamer of 8,000 tons D.W. 
for Messrs. Axel Brostrom & Son; Messrs. 
W. Pickersgill & Sons, a steamer of 2,000 tons 
D.W. for Messrs. J. D’Haene & Co., Antwerp, also 
a vessel of 5,800 tons for Mr. F. Brown, Cardiff; 
Messrs. John Priestman & Co., two cargo carriers 
of superior type for the Prince Line; Messrs. 
Short Brothers, another cargo steamer for the 
Prince Line, also a 7,000-ton single-deck steamer 
to be built on the Isherwood system for Messrs. 
Jas. Chambers & Co., Liverpool; Messrs. Joseph 
L. Thompson & Sons, a steamer of 7,000 tons 
D.W. for Messrs. Woods, Tylor & Brown ; and 
Messrs. Robert Thompson & Sons, a collier of 
2,600 tons D.W. for the Gordon Steamship Co., 
also a steamer of 5,100 tons D.W. for the Unison 
S.S. Co., London. In addition to the foregoing, 
a considerable number of colliers and tramp 
steamers have, during the past few weeks, been 
placed on both the Tyne and Wear, Sunderland 
builders especially having secured a good share 
of the tramp tonnage. 

Of the vessels completed on the Wear during 
the past quarter, possibly the most interesting is 
the belt-conveyor discharging collier Pallion, 
built and engined by Messrs. William Doxford 
and Sons, under patents granted to them, for 
the Dunrobin Shipping Co., Limited (Messrs. 
B. J. Sutherland & Co.), Newcastle-on-Tyne. 
She carries 3,100 tons on a draught of 17ft. 10in., 
and is fitted with tri-compound engines develop¬ 
ing 1,200 H.P. The vessel is fitted throughout 
with twin-belt conveyors, which discharge the 
whole of the cargo. The twin belts travel fore 
and aft in a space under the cargo, and they 
carry the cargo to the after end of the vessel and 
deliver it on to the return belts in the poop, 
which in turn deliver the load at the front of the 
poop on to delivery belts carried on swivelling 
booms. These booms are capable of being raised 


and lowered, and also radiate transversely, so 
that the cargo can be delivered by the belts direct 
into trucks on the quay or into barges alongside 
the vessel, this being done without handling, or 
without the long shoots over which coal is usually 
delivered from a vessel’s side into barges under 
the old system of discharge by winches and 
derricks. 

The conveyor belts on each side of the vessel 
are driven by compound engines, and are capable 
of delivering the cargo at the rate of 250 tons 
per hour on each side, making 500 tons per hour 
in all. The whole of the discharging gear was 
fitted by Messrs. Doxford, and every working 
part is accessible even when the vessel is loaded. 
The conveyor belts were supplied by the Robin 
Company of America, and the special carriers 
for them were made by Messrs. Fraser and 
Chalmers, of London, who are also agents for the 
Robin Company. The vessel is equipped with 
electric light throughout, and special lighting 
is fitted in the access tunnel under the cargo. 

In the holds there is a special arrangement of 
30 vertical slide doors, operated from the tunnel, 
and these are fitted in such positions as to run 
about 75 per cent, of the cargo' on to the con¬ 
veyors without hand-work. Between the vertical 
doors in the holds on the bottom of the cargo 
space are fitted longitudinal openings over the 
conveyors, through which a portion of the cargo 
is worked by hand, the hatches being so arranged 
as to open for the full length of the steamer 
without interruption, minimising the amount of 
labour necessary in finishing the cargo. The 
floor of the vessel in cross section is sloped, 
causing the coal to slide transversely to the 
openings over the conveyors. The discharge 
doors are worked entirely by two men, it only 
being necessary to have one open at each side of 
the vessel at any given time. 

The total cost of discharging the cargo, it is 
claimed, will not exceed £12, including the 
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upkeep of the gear. The present cost of discharg¬ 
ing such a cargo at Hamburg is about £112, and 
about 110 men are employed to do the work, 
which they succeed in doing under favourable 
conditions in about eleven hours. The Pallion 
will discharge a cargo in from six to eight hours, 
and will only employ from six to eight men for 
a short period while finishing the cargo. In 
addition to the saving in the cost of handling 
the cargo, it is admitted that, in the case of house¬ 
hold and steam coal, the value is considerably 
increased by the reduction in breakage as com¬ 
pared with discharging by old methods. 


motors, four in number, and these include light 
and heavy lifting, racking, and slewing. Only 
one man is required to work the crane, his cabin 
being placed beneath the main girders. From 
this position, which is 100ft. above the ground, 
he commands a clear view of all that the crane 
has to perform. The jib or arm, which has a 
total length of 203ft,, revolves on a number of 
cast steel rollers placed at the top of the tower. 
Power is transmitted from the motors by means 
of spur and bevel gearing. The tower support¬ 
ing the jib consists of four columns, with 30ft. 
centres, braced in all directions, and the whole 
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The Discharging Gear of the Collier “Pallion,” under Test. 


A large electric cantilever crane, intended for 
shipping engines, boilers, and other heavy 
machinery, has just been erected and tested at 
the works of Messrs, George Clark, Limited, 
marine engineers, Southwick, Sunderland. It 
is capable of lifting 100 tons over a radius of 
70ft,, the total height of the structure being 
nearly 150ft. Messrs. Applebys Limited, of 
London, Glasgow, and Leicester, have been re¬ 
sponsible for the design and construction, the 
structural work having been sub-contracted for 
by Messrs. Markhams, of Chesterfield. All the 
motions of the crane are driven by separate 


of the weight is transmitted down these columns 
to the massive concrete foundations. Bolts 
about 21ft, in length extend through these 
foundations, and are anchored by means of chan¬ 
nels. The crane is so designed that at no period 
is there any pull on the foundations, as the centre 
of gravity is always inside the columns, whether 
lifting the full load or light. In order to pre¬ 
serve equilibrium, a large tank is built at the 
back end of the jib, and this contains about 90 
tons of gravel ballast. The whole of the hoisting 
and cross-traversing gear is placed in a large 
house, which is situated at the extreme back end 
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of the jib. This machinery also serves to- act as 
ballast. The crane has been designed for lifting, 
slewing, and racking the following loads: — 
Lifting (heavy loads) 100 tons at 70 feet radius, 
test load 125 tons on slow speed; lifting (heavy 
loads) 50 tons at 100 feet radius, test load 60 


tons on quick speed; lifting (light loads) 10 tons 
at 125 feet radius, test load 15 tons. Several 
cranes of this type have now been built by Messrs. 
Applebys, in various parts of this country and 
also in Japan. 


TEES AND HARTLEPOOL. 


There has been a considerable improvement 
in the trade outlook of this district since our last 
notes were penned. A fair amount of new 
tonnage has been placed, which will keep most of 
the yards employed during the winter. 

At Hartlepool Messrs. William Gray & Com¬ 
pany, who are fairly busy, have booked the 
following contracts! recently:—A large cargo 
vessel for Messrs. Harrison, Tidswell & Co., of 
London; a steamer of about 8,000 tons D.W., for 
Messrs. Axel Brostrom & Son, of Gothenburg; 
and a vessel to carry about 5,200 tonsi D.W. on 
20ft. 6in. draught, for Messrs. Michalinos & Co., 
of London. The propelling machinery for all 
three vessels will be supplied from Messrs, Gray’s 
Central Marine Engine Works. In addition, 
the same builders are reported to have received 
one or two other orders, but so* far no confirma- 
tion can be obtained. The steamer Netherton, 
which was extensively damaged by fire about- two 
years ago- at Singapore and recently brought to 
Hartlepool, has been sold to Spanish buyers, 
and the permanent repairs will be carried out- at 
Bilbao. Irvine’s Shipbuilding Company are 
to build a vessel with a deadweight-carrying 
capacity of about- 6,350 tons for Messrs. Lund, 
of Whitby. 

At Stockton, Messrs. Richardson, Duck & Co. 
have secured three orders, viz., a vessel to carry 
about 5,500 tons D.W. on 20ft. 6in. draught for 
Messrs. Bell, Symondson & Co., of London; a 
steamer 331ft., by 47ft. 6in., by 22ft. 11 in., for 
Messrs. Farrar, Groves & Co., of London; and a 
duplicate vessel for Messrs. Lucas & Co., of 
Bristol. The engines and boilers for these ships 
will be supplied by Messrs. Blair & Co., Limited, 
of Stockton, Messrs. Blair have also obtained 


several contracts for propelling machinery from 
Wear shipbuilders. 

Messrs. Craig, Taylor & Co. have booked five 
orders—a steamer about- 374ft. long (duplicate 
of the vessel referred to in our notes in the last 
issue) for a Bristol firm; and four sister vessels, 
each to carry about 6,800 tons D.W., for a 
Liverpool firm. All five vessels will be of the 
single-deck type, and the propelling machinery 
will be constructed by the North Eastern Marine 
Engineering Company at their Sunderland 
Works. 

Three new contracts have found their way to 
the books of Messrs. Ropner & Sons, viz., a 
steamer of about 6,300 tons D.W. on 21ft. 5in. 
draught, for Messrs. W. R. Smith & Son, of 
Cardiff, at a price in the neighbourhood of 
£33,250; and t-wo large cargo- carriers for the 
Constantine & Pickering Steamship Co., of Mid¬ 
dlesbrough. These builders are also- laying 
down a vessel of moderate dimensions on their 
own account. 

At Middlesbrough Sir Raylton Dixon & Co. 
are fairly well employed. Orders recently taken 
include a duplicate of the collier mentioned in 
our last notes as having been placed by Messrs. 
R. & J. H. Rea-, two single deckers about- 365ft. 
long for a Hartlepool firm, and two vessels about 
360ft. long to be constructed on the builders’ 
patent cantilever-frame principle. Messrs. W. 
Harkess & Son have practically nothing in hand. 
Smith’s Dock Company’s establishment at South 
Bank is at present well employed, and has had 
a very satisfactory run of work during the last 
few weeks. The company will shortly open their 
new shipyard, and have secured a contract for 
the building of a coaster from the Meteor Ship¬ 
ping Company, of Middlesbrough. 


BARROW = IN-FURNESS. 


At the moment of writing there is a consider¬ 
able amount of new work which the British 
Admiralty will place in the early future. 
Messrs. Vickers, Sons & Maxim, Barrow, have 
put in a number of tenders, and there are hopes 
that they may obtain a good share of the various 
contracts pending. They were among the firms 
who tendered last month for the new class of 
cruiser similar to the Liverpool, now under con¬ 


struction here. It is, of course, not yet known 
where the orders for these four vessels will be 
placed, but it is believed the Barrow Company 
have made a low bid for one. In a short time, 
too, tenders will be required for the ad¬ 
vanced Dreadnoughts, and a strong hope is enter¬ 
tained that one will be laid down at Barrow. 
Possibly no firm—with the exception of Arm¬ 
strong & Co.—can tender so low, thanks to their 
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extensive appliances. It is rumoured that the 
Black wall Yard may obtain one of the contracts, 
and political pressure has been brought to bear 
in favour of one of the orders being placed 
on the Thames, but the Blackwall tender for the 
second-class cruisers last placed was higher than 
the offers accepted. 

The marine engine and turbine department is 
slack. The Vanguard’s machinery is complete 
and on board the vessel; the Sao Paulo’s is also 
complete and partly fitted and the Liverpool’s is 
fast approaching completion. 

As regards the shipbuilding department, here 
also there is at present a scarcity of work, the 
company having only one vessel on the stocks— 


pletion afloat. According to contract she has to 
be handed over to the Admiralty in April, and 
it is believed the builders may complete their 
task a month ahead. 

With regard to the Brazilian battleship Sao 
Paulo , there is not the same necessity for rapid 
work. All her machinery, armour, etc., are 
complete, and as soon as the Vanguard has 
vacated the inner berth the Brazilian will grow 
faster than before. 

The booking of the order for the Brazilian 
floating dock by the Vickers combination (in¬ 
cluding Messrs. Armstrong) has given great 
satisfaction at Barrow. The contract price is 
stated to be £182,700, and delivery has been 



The British Submarine “ D. i.” 


the cruiser Liverpool , already referred to. They 
are preparing berths for the two floating docks 
for which they have contracts, one for Brazil 
and the other for Aberdeen. 

The most remarkable feature in shipbuilding 
in this district is, of course, the British battleship 
Vanguard , launched on the 22nd February. The 
two tripos are erected and almost finished; the 
ten 12-inch guns are on board, and workmen are 
now completing them and fitting up the bar¬ 
bettes. It is expected that the thousands of 
hands now engaged on her will enable the battle¬ 
ship to be ready to leave for the Clyde on the 
27th October in order to undergo her builders’ 
speed trials. The construction of this ship has 
been characterised by smart work on the stocks, 
a big launching weight, and rapidity of corn- 


undertaken in eleven months. If press reports 
are to be relied on, there was great variation in 
the offers made by the British and foreign com¬ 
petitors. The dock will be built to the designs 
of Messrs. Clark & Standfield, of Westminster, 
and will be on the self-docking principle. It 
will consist of a pontoon and two parallel side 
walls, built on and forming part of the same. 
The pontoon will be divided into three sections, 
the centre one of which will have a length of 
about 165ft., while the two end sections will 
have a length of about 170ft. The total lifting 
power of the dock will be 22,000 tons, and it has 
been specially designed to dock warships like 
the Minas Geraes and Sao Paulo . The plates 
for the dock—about 9,000 tons—have been 
ordered from Messrs. Guest, Keen & Nettlefolds. 
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of Cardiff. Some surprise has been expressed 
locally that the order should have passed the 
Barrow mills, in view of the cost of freight, dock 
dues, etc., from Cardiff to Barrow. There will 
doubtless be great competition for the two big 
docks which the British Admiralty will shortly 
require, and for which it is understood eight 
firms have been invited to tender. These floating 
docks are each to be 680ft. long, and they will 
have a lifting capacity of 33,000 tons. The 
tenders have to be delivered at Whitehall towards 
the end of October. 

The improved submarine “ D. 1 '' has been 
completed and handed over to the Admiralty. 
This vessel is much longer than the latest “ C '' 
class, is propelled by twin screws, and is armed 
with three torpedo tubes; while on both sides 


there are peculiar structures, to be used for 
trimming, etc. During exhaustive trials the 
vessel proved herself very easy to manoeuvre. 
In our illustration of “ D. 1,” which has been 
prepared from a snapshot, may be seen the Van¬ 
guard and Mao Paulo as well as the 150-ton 
electric crane recently erected by Messrs. Vickers. 

The latest development in Barrow's industries 
is airship construction. Vickers Company have 
leased the Cavendish Dock of 146 acres, which 
is only divided from the open sea by a wall, and 
they are having constructed a huge shed, some 
600ft. long, in which will be built an airship, 
on the principle of the Zeppelin , to the order 
of the British Admiralty. This airship will be 
of rigid construction and have great power, and 
is expected to carry a crew of twenty. 


THE MERSEY. 


The general depression in shipbuilding 
throughout the Kingdom has naturally been felt 
on the Mersey, where the industry at best is at 
a low ebb as regards quantity, though the quality 
is equal to the best turned out anywhere, and 
fully maintains the high reputation earned years 
ago. It is practically to Messrs. Cammell, Laird 
and Co>. alone that all the tonnage turned out 
is due; for while Messrs. Grayson have a well- 
equipped shipyard at Garston, the size of the 
vessels constructed there can scarcely be taken 
into account, though a large number of small 
craft swells the total figures of all districts. 

The magnificent yard belonging to Messrs. 
Cammell, Laird & Co., which opened as the Tran- 
mere Bay Development Co., Ltd., has fallen upon 
bad times, for it was not completed before the 
great boom in shipbuilding had about passed; 
and as it was intended to undertake a different 
class of work to that which has usually been 
associated with the name of Laird, but which is 
common to all other shipbuilding centres, it is 
not to be wondered at that all the berths are not 
taken up. What appears remarkable is that the 
work in hand has been secured for Birkenhead 
against the terribly keen competition of the old, 
well-equipped, and immense yards on the Clyde, 
Tyne, Wear, and at Belfast, which are in many 
cases booking orders for the sake of keeping the 
men together and the plant running. 

The Mersey Dock Board dredger Leviathan , 
whose record of filling with 10,000 tons of sand 
dredged from depths up to 70 feet in 50 minutes, 
was the first important vessel turned out. This 
at once made an enviable reputation, and the 
good work has been followed by two- really splen¬ 
did mail steamers built for the Peruvian Mail 
Steamship Company. The Ucayali sailed from 
the Mersey on the 22nd August, and the Hual- 
laga (illustrated in the present issue) on the 28th 
September. In them the picturesque clipper 


bow has been re-introduced, the beautiful lines 
of a swift ship followed, and the outline generally 
is such as to secure efficiency and command ad¬ 
miration. Both the vessels, which made over 19 
knots on trial, are provided with the Clayton 
fire-extinguishing and fumigating apparatus; 
while the internal fittings and arrangements are 
exceptionally fine, and reflect every credit upon 
the builders and the principal designer, Mr. 
George Sharpe, general manager of the owning 
company. 

Messrs. Cammell, Laird & Co. have several con¬ 
tracts in hand at present, including two 20-knot 
turbine-driven passenger steamers for the London 
and South Western Railway Company, one com¬ 
bined passenger and cargo steamer for the Isle of 
Man Steam Packet Company, a large boat for 
Messrs. H. & W. Nelson, Limited, two Wallasey 
Council ferry boats, three torpedo-boat destroyers, 
a Clarke's patent coal elevator, a set of engines 
for a cruiser building at Chatham, and several 
craft of small dimensions. The company have a 
department for specialising in shallow-draught 
river steamboats and dumb barges. 

A considerable amount of repair work has been 
carried out by the company, and full advantage 
has been taken of the fine graving docks and the 
large wet dock which are comprised in the valu¬ 
able property of the Tranmere Bay Company. 
Other repair work has kept Messrs. Clover, 
Clayton & Co., H. & C. Grayson, Gordon Alison 
and Co., David Rollo & Sons, and other less im¬ 
portant firms, more or less busy. The Mersey 
Engine Works have produced a number of steam 
launches, the business having demanded an ex¬ 
tension of the premises. 

The shipbuilding prospects, so far as the Mer¬ 
sey is concerned, are not bright, but it is hoped 
the increasing volume of trade now being done 
will result in better times than have been enjoyed 
for some time. 
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NEW vessel, of 7,000 tons D.W. on a 
draught of 24 feet, with a speed of 12 
knots, has been added to the United 
States fleet. The steamer, which is named 
the Mars , is meant to fulfil the duties of an armed 
collier, the armament consisting of four guns of 
75 mm. calibre. She carries a complement of 
232 men, and her cost is stated to have been 
£96,000. 

Two steamers of large carrying capacity are 
now in course of construction in Holland on the 
Isherwood system of longitudinal framing. 

Impressed by the rapid development of the 
newly created Roumanian merchant marine, the 
Bulgarian Government is striving to bring to the 
front a mercantile marine of its own. The 
annual subvention is stated to be £600,000. 
The promoters will be required to carry on a 
mail service in the Black Sea. and on the Danube, 
besides a regular line with London, Antwerp and 
Marseilles. The object aimed at is to provide 
facilities, at a low rate of freight and with quick 
despatch, for the transport of the grain and other 
agricultural products of the country to the 
various European markets. 

The Messageries Maritimes are to build a 
steamer, intended for the South American mail 
service, with a length of 508ft. B.P., a breadth 
extreme of 62ft., and a load draught of 23ft. 
The propelling machinery will consist of twin- 
screw quadruple expansion engines of 11,000 
I.H.P., and a mean speed of 20 knots is expected 
on the voyage. Steam will be supplied by twelve 
boilers, working under Howden’s forced draught. 
The accommodation will be of a luxurious 
description, and the decks—-six in number—will 
be connected by passenger lifts. Wireless tele¬ 
graphy will also be installed. 

The submarine Dykkeren , built for the Danish 
Navy, was delivered in August from the ship¬ 
building yard of Fiat. San Giorgio, Italy, and 
the builders are to be congratulated on the 
rapidity of construction and the speed attained 
on the official trials. The keel of the submarine 
was laid in September last year, she was launched 
on the 18th July last, the trials took place be¬ 
tween the 5th and the 20th August, and the 


vessel left for Copenhagen on the 25th August, 
where she arrived on the 13th September, having 
been towed by the powerful Danish tug Valky - 
rien. The displacement of the Dykkeren is 104 
tons when on the surface, and she is propelled 
by electric motors. The armament consists of 
two torpedo tubes. The vessel is of the Laurenti 
type, and Jhe design was chosen by the Danish 
Government from competitive tenders submitted 
by the following firms—Fiat. San Giorgio, 
Krupp, Whitehead, and Lebeuf. She is in¬ 
tended for the defence of the channels of the 
Sound. On the official trials the vessel attained 
12 knots at full speed and 8T knots when cruis¬ 
ing on the surface, and 7*5 knots when immersed, 
the contract speeds being 11, 7 and 7*25 knots 
respectively. The Fiat. San Giorgio establish¬ 
ment has now in hands the Italian submarine 
Foca undergoing extensive repairs. Consider¬ 
able alterations and extensions are also going 
on at the yard with a view to the construction 
of the submarines about to be ordered by the 
Italian Government. 

Owing to the new law passed in Italy some 
time ago in connection with a swift mail service 
between Italy and Sicily and Sardegna, contracts 
were placed by the Italian State Railway 
authorities for the following vessels, and they 
are now under construction :— 

Speed 

Name. Builders. Tonnage. Engines. I.H.P. k. 

Palermo. ...Palermo. 3,350...Turbine.12,000...22 

Catania .Ansaldo.3,350... do. ...12,000...22 

Messina .Odero.3,350...Reciprg. ...12,000...22 

Siracusa ... do.3,350... do.12,000...22 

Terranova ..Ancona.2,000... do. 3,800... 17 

Caprera .Leghorn.2,000... do. 3,800...17 

ilIa<i<ia/ewa.RivaTrevisa...2,000... do. 3,800...17 

It is stated that British workmen are still 
being sent out to the shipbuilding yard at Monte- 
falcone, Austria, which is gradually developing 
into a large and up-to-date establishment, and 
will no doubt be, in a very short time, the best 
equipped shipbuilding establishment in Southern 
Europe. It will prove a powerful rival to the 
Italian and French shipbuilding yards, with its 
latest labour-saving machinery and modern 
British practice. 



The twenty 27-knot ocean-going destroyers 
recently placed by the British Admiralty have 
now received names. The three to be built by 
the Fairfield Company will be known as the 
Camelon , Comet , and Goldfinch; Messrs. John 
Brown & Cods three, the Acorn, Alarm, and 
Brisk ; Messrs. William Denny & Brothers’ two, 
the Sheldrake and Staunch; Messrs. A. & J. 


Inglis’s one, the Fury ; Messrs. R. & W. Haw¬ 
thorn, Leslie & Cods three, the Nemesis, Nereide, 
and Nymphe ; Messrs. Swan, Hunter, & Wigham 
Richardson’s one, the Hope; Messrs. John I. 
Thornycroft and Cods four, the Larne, Lyra, 
Martin, and Minstrel; and Messrs. John S. 
White & Cods three, the Redpole, Rifleman, and 
Ruby. 
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towage of tfie Jsokoja £Doek. 


UR illustration represents the International 
Tug Company’s ocean-going tug Thames , 
of nearly 1,200 I.H.P., towing the Lokoja 
floating dock from the works of its builders 
—-Messrs. Vickers, Sons & Maxim, Barrow-in- 
Furness—to its destination, Burutu, Nigeria. 


who was in charge of the transport, reducing the 
speed to an average of just about four nautical 
miles an hour. The voyage was performed in 
two stretches, the tug only making one call—at 
Dakar-—for bunker coal. On arrival at the port 
of destination, the condition of the dock was 




The Dutch Tug “Thames” towing the Lokoja Floating Dock. 


The towage, which was remarkably successful, 
occupied from the 17th June to the 27th August. 
Boisterous weather prevailed almost during the 
whole of the voyage; and although the Thames 
when exerting her full power was fully equal to 
towing the dock at over seven knots, the rough 
weather met with necessitated Captain C. Post, 


carefully investigated, and it was found that not 
a single rivet had started. The satisfactory ter¬ 
mination of this notable towing feat is a matter 
for congratulation, not only to the builders of the 
dock but also* to those responsible for the trans¬ 
port. 



Messrs. Turner Brothers, Limited, of Roch¬ 
dale, have again been successful in securing a 
large share of the British Admiralty contract for 
their “ Fire-fly ” asbestos goods over 1909-1910. 

Messrs. Davey & Co., of 88, West India Dock 
Road, London, E., have issued an interesting 
table showing by illustrations the actual results 
of experiments made by them to ascertain the 
approximate relative lifting power of various 
combinations of sheaves, and the stress on differ¬ 


ent parts of pulley blocks when raising or 
lowering loads, etc. 

The 33-knot destroyer Viking , launched re¬ 
cently at Jarrow, is the 28th destroyer, the 31st- 
torpedo craft, and the 74th warship built by 
Palmers Company for the British Government. 
She will be, it is understood, the only destroyer 
in the British Navy with six independent funnels, 
or one funnel for every boiler. 
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IRELAND. 


Dublin Dockyard Co., Dublin. 

Cargo steamer; 192ft., by 27fft., 
“ Balniei II.” by 17ft. 4in.; 740 tons dead¬ 
weight. Built for the Wigan 
Coal & Iron Co., Ltd., Wigan. The compound 
engines and one boiler were constructed by 
Messrs. MacColl & Co., Ltd., Belfast. Trial 
trip, 6th September. 

Harland & Wolff, Limited, Belfast. 

Twin-screw passenger and cargo 
“Kapoola.” steamer; 436 ft. long, by 56 £ft. 

beam; about 7,500 tons. Built 
to the order of the Mcllwraith, McEacharn & Co. 
Proprietary, Limited, of London and Melbourne, 
for trade round the coast of Australia. Accom¬ 
modation is provided for a large number of first, 
second, and third-class passengers. The first-class 
dining saloon is situated on the main deck, and 
the lounge is on the bridge deck forward, the 
main entrance leading into this apartment. The 
smoking room is also on the bridge deck. The 
first-class staterooms are nearly all arranged on 
the tandem principle, making them practically all 
outside rooms. There are two sets of suite rooms. 
The second-class saloon is on the main deck, the 
lounge on the bridge deck, and the smoking room 
on the boat deck aft, the main entrance to the 
second-class accommodation being on the bridge 
deck. The second-class staterooms are also ar¬ 
ranged on the tandem principle. The third-class 
accommodation includes a dining room and general 
room, and the staterooms are in keeping with the 
excellent character of this accommodation. In 
addition to the general cargo arrangements and 
refrigerated space, the vessel is equipped for the 
carriage of horses forward on the main deck. The 
two sets of quadruple expansion engines are of the 
builders’ balanced type. Trial trip, 8th July. 

Twin-screw mail and passenger 
“Bepbiee.” steamer; 313ft. long, by 38^ft. 

beam ; about 2,500 gross tonnage. 
The vessel is the first of two building by Messrs. 
Harland & Wolff for the Royal Mail Steam Packet 
Company’s improved inter-colonial service in tfye 
West Indies. Accommodation for a large number 
of first and second-class passengers is provided, 
and provision is also made for deck passengers. 
The first-class dining saloon is on the main deck, 


and the bridge deck is entirely devoted to first- 
class passengers. The lounge is at the forward 
end and a verandah at the after end of this deck, 
the latter serving as a semi-enclosed smoking room. 
The second saloon accommodation is situated on 
the main deck, the dining saloon being at the 
after end. The vessel is fitted with refrigerating 
machinery and insulated chambers, and hydraulic 
cranes are also provided. The two sets of quadruple 
expansion engines are of the builders’ balanced 
type. Trial trip, 8 th July. 

Cargo steamer; 413ft., by 52ft., 
“Meltonian.” by 30±ft. ; about 6,300 tons. 

Built for the Wilsons & Furness- 
Leyland Line, Limited. In addition to having 
large cargo capacity, the vessel is equipped for 
carrying passengers, accommodation for whom is 
arranged in a house under the bridge. The engines 
are of the builders’ quadruple expansion type. 
Trial trip, 17th August. 

Twin-screw passenger and 
“Leicestershire.” cargo steamer; 482fft., by 
54ft. 4^in.. by 35^ft; 8 000 
gross tonnage. Built to the order of Messrs. 
Bibby Brothers & Co., Liverpool, for their 
eastern tirade. Accommodation is provided for 
a large number of passengers. The staterooms 
are situated on the bridge and upper decks, those 
on the upper deck being arranged on the tandem 
principle. The dining saloon is situated on the 
upper deck, and will seat 181 passengers. The 
drawing and smoking rooms are on the boat deck, 
with a verandah adjoining the after end of the 
smoking room. The propelling machinery, con¬ 
structed by the shipbuilders, consists of two sets 
of quadruple expansion engines, arranged on the 
balanced principle. Trial trip, 11th September. 


Workman, Clark & Co., Ltd., Belfast. 

Twin-screw mail and passenger 
“Orvieto.” steamer; 554ft. long; 12,500 

gross tonnage. The vessel is the 
second built by Messrs. Workman, Clark & Co. 
for the Orient Steam Navigation Co., and is the 
last of five ships recently constructed on the 
Clyde and at Belfast for this company to meet 
the requirements of their new mail contract with 
the Australian Commonwealth. Accommodation 
is provided for over 450 first and second-class 
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passengers, and about 850 third-class and emi¬ 
grants. The staterooms for each class are airy 
and comfortable, and include special suites of 
rooms in the first-class accommodation. The 
third-class passengers are accommodated in large 
staterooms arranged for two and four persons, a 
large dining saloon, smoking room, and music 
room being also provided for this class. For the 
comfort of passengers a barber’s shop, laundry, 
printing room, wireless telegraph room, and an 
electric lift from the topmost deck to the dining 
saloon corridor, have been installed. The cargo 
space is divided into five holds, three of which 
have been insulated for the carriage of meat and 
fruit cargoes in bulk, and an extensive plant of 
refrigerating machinery has been installed in 
conjunction with the insulated holds. The pro¬ 
pelling machinery consists of two sets of quad¬ 
ruple expansion engines), balanced so as to 
minimise vibration. Steam is supplied by four 
double-ended and two single-ended boilers, ar¬ 
ranged in two compartments, and working 
under an improved system of forced draught. 
Launched, 6th July. 

Passenger and fruit-carrying 
“Atenas.” steamer; 394ft. long; about 5,000 

gross tonnage. The vessel is the 
ninth built by Messrs. Workman, Clark & Co. to 
the order of the Tropical Fruit Steamship Co. 
(Messrs. Clark & Service), Glasgow, for the West 
Indian fruit trade. Accommodation for over 100 
first-class passengers is provided on three decks 
amidships, the staterooms being arranged for two 
and three persons. A number of special state¬ 
rooms have also been fitted. The dining saloon is 
situated on the upper deck, with a large entrance 
hall and lounge on the bridge deck. The smoking 
room is also on the bridge deck, and a music room 
is provided on the promenade deck. A wireless 
telegraph installation is fitted. The cargo space 
is divided into eight compartments, insulated and 
prepared for the carriage of fruit. For the pre¬ 
servation of these cargoes and the stewards’ stores, 
cooled fresh air is delivered by electric fans through 
ducts, the refrigerating machinery being on the 
CO 2 system. The propelling machinery consists 
of a set of triple expansion engines, steam being 
supplied by five boilers working under forced 
draught. Trial trip, 8th July. 


Passenger and fruit-carrying 
“Almipante.” steamer. The vessel is a sister 
ship to the Atenas, and was 
built for the same owners. Launched, 22nd 
J uly_ 

Twin-screw passenger and cargo 
“ s. Paulo.” steamer; 354ft. long; 3,600 gross 

tonnage. Built to the order of 
the Lloyd Brazileiro, Rio de Janeiro, for service 
on the Brazilian coast. Accommodation is pro¬ 
vided for 50 first-class passengers, a number of 
special staterooms also being fitted. The second- 
class accommodation is situated in a house on the 
poop deck, with a commodious dining saloon and 
comfortable staterooms. The poop space has been 
arranged for the accommodation of 150 third-class 
passengers. The cargo space is divided into four 
holds ; and one of the ’tween deck spaces has 
been insulated and prepared for the carriage of 
perishable goods, in conjunction with which an 
installation of refrigerating machinery has been 
provided. The two sets of triple expansion 
engines, with three boilers working under forced 
draught, were constructed by the shipbuilders. 
On the trial trip, which took place on the 28th 
July, a speed of about 14 knots was attained, 
which is considerably in excess of the guarantee. 


Twin-screw cargo steamer; 
“Star of Canada.” 470 ft. long; 7,300 gross 
tonnage. Built to the order 
of Messrs. J. P. Corry & Co., London, for the 
conveyance of frozen meat and fruit from Aus¬ 
tralia and New Zealand. The cargo space is 
divided into five large holds, three of which are 
insulated and prepared for the carriage of chilled 
and frozen meat, in conjunction with which 
refrigerating machinery is installed. A steel 
deckhouse amidships contains a number of state¬ 
rooms and a commodious dining saloon for pas¬ 
sengers. The propelling machinery consists of 
two sets of triple expansion engines, with four 
boilers working under forced draught. Launched, 
17th August. 

Passenger and fruit-carrying 
“Santa Manta.” steamer. The vessel is a 
sister ship to the Atenas, and 
was built for the same owners. Launched, 14th 
September. 


SCOTLAND. 


Ailsa Shipbuilding Co., Limited, Troon. 

Twin-screw passenger steamer; 
“Itapema.” 270ft., by 42ft., by 184ft. Built 
to the order of the Cia Nacional 
de Navegacao Costeira, Rio de Janeiro, for the 


Brazilian coasting trade. Accommodation is pro¬ 
vided for 66 first-class and 50 steerage passengers. 
The vessel has a large compartment insulated for 
the carriage of fruit, the refrigerating machinery 
having been supplied by Messrs. J. & E. Hall, 



108 


THE SHIPBUILDER,. 


Ltd., Hartford. The two sets of triple expansion 
engines were constructed by the shipbuilders. 
Launched, 16th July. 


Ardrossan Dry Dock 8c Shipbuilding' Co*, Ltd., 
Ar&rossan. 

Cargo steamer; 750 tons. Built 
“ Ourimbah.” f or the North Coast Steam Navi¬ 
gation Co., Ltd., Sydney, N.S.W. 
The propelling machinery was constructed by 
Messrs, Renfrew Brothers, Irvine. Launched, 
23rd August. 


Caledon Shipbuilding 1 8c Eng. Co., Dundee. 

Cargo steamer; 250ft., by 32ft., 
“Gowpie.” by 17lft. Built to the order of 
the Dundee, Perth & London 
Shipping Co., Ltd., for their trade between Hull 
and Dundee. The propelling machinery, taking 
steam from two boilers, was constructed by the 
shipbuilders. Launched, 6th July. 


Clyde Shipbldg. 8c Eng. Co., Ltd., Port-Glasgow. 

Passenger and cargo steamer; 
“ Mataram.” 331ft., by 43ft., by 24fft. ; 4,200 

tons deadweight. Built to the 
order of Messrs. Burns, Philp & Co., Ltd., for 
service between Australian ports and Java and 
Singapore. Accommodation is provided for 60 
first-class passengers amidships on the main deck, 
in two-berth cabins. The main dining saloon, 
social hall, and ladies’ sitting room are on the 
bridge deck, and the music room is on the sun 
deck. There is also accommodation for 22 
second-class passengers. For the carriage of 
frozen meat, etc,, an installation of refrigerating 
machinery is fitted. The triple expansion en¬ 
gines, constructed by the shipbuilders, have 
cylinders 24, 40 and 60in., by 42in. stroke. 
Trial trip, 29th September. 


Charles Connell 8c Co., Limited, Whiteinch. 

Cargo steamer, spar-deck type; 
“Glenshiel.” 7,700 tons deadweight. Buitl 
for Messrs. James Gardiner and 
Co., Glasgow. The triple expansion engines were 
constructed by Messrs, Dunsmuir & Jackson, 
Govan. Launched, 5th July. 

Cargo steamer. Built to the 
“Armadale.” order of Messrs. Bethell, Gwyn 
and Co., London, for their Aus¬ 
tralian trade. Accommodation is provided for 
a limited number of first-class passengers. The 
propelling machinery was constructed by Messrs. 
David Rowan & Co., Glasgow. Launched, 14th 
September. 


Wm. Denny 8c Brothers, Dumbarton. 

Cargo steamer; 430ft., by 52|ft., 
“Henzada.” by 31ft. l|in. Built to the order 
of Messrs. P. Henderson & Co., 
for their Glasgow and Rangoon service. Ac¬ 
commodation is provided for passengers. The 
propelling machinery was constructed by the 
shipbuilders). Launched, 7th July. 

Twin-screw passenger and cargo 
“ Rushine.” steamer; 480ft., by 60ft., by 44ft. 

Built to the order of the New 
Zealand Shipping Co., London, for trade between 
London and Australia. Accommodation is pro¬ 
vided for first, second and third-class passengers, 
for which there are in all ten public rooms. A 
large part of the cargo space is fitted for the 
carriage of frozen meat. The two sets of triple 
expansion engines and five boilers were con¬ 
structed by the shipbuilders. Launched, 19th 
August. 


Fairfield. Shipbuilding 8c Eng. Co., Ltd.., G-ovan. 

Twin-screw cross-channel 
“Oranje Nassau.” passenger steamer. The 

vessel is a sister ship to 
the Prinses Juliana described below, and was 
built for the same owners. Launched, 3rd July. 

Twin-screw cross-channel 
“Prinses Juliana.” passenger steamer; 363ft., 
by 45 ft. 4 in., by 25 ft. 
lOin.; 3,000 gross tonnage. The vessel is the 
first of three which the Fairfield Company are 
building to the order of the Stoomvaart Maat- 
schappij Zeeland, Flushing, for the night service 
between Flushing and Queenborough. There 
are five decks—lower, main, upper, promenade, 
and boat—and ten watertight bulkheads extend¬ 
ing to the height of the main deck. Special 
features are the large number of one-berth 
cabins, submarine signalling, and wireless tele¬ 
graphy apparatus. The dining saloon is on the 
main deck, and extends the full width of the ship 
abaft the engine casing, accommodating 93 per¬ 
sons. The smoking room is in the fore end of 
the house on the upper deck. The entrance hall, 
on the upper deck, is fitted with settees and 
tables, and will be used as a lounge. Opening 
off the entrance hall is the Imperial suite of 
rooms, consisting of a sitting room, a bedroom, 
and a bath. Of the 240 first-class passengers, 
60 will have single-berth cabins; and the majority 
of the others two-berth cabins. A group of 
two-berth cabins forward on the main deck is 
reserved for ladies. Accommodation is provided 
aft for 110 second-class passengers, in two, four, 
and six-berth cabins. The propelling machinery 
consists of two sets of triple expansion engines, 
each having four cylinders and four cranks, 
balanced on the Yarrow, Schlick & Tweedy sys¬ 
tem. Steam is supplied by four boilers adapted 
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for forced draught on an improved arrangement 
of Howden’s hot-air system with open stokeholds. 
The trials, which commenced on the 2nd Septem¬ 
ber, were run over the measured mile at 
Skelmorlie. Various runs at gradually increas¬ 
ing speeds were made up to 22J knotsi, when, in 
view of the further trials to be carried out in the 
North Sea, it was decided to continue for a period 
of several hours at the revolutions corresponding 
to the high speed attained. When the vessel 
was well down the Pirth a number of circling, 
stopping, and reversing trials were made. All 
through the trials the absence of vibration in a 
vessel of such speed was very marked. 


tinuous double bottom, subdivided for the stor¬ 
age of oil fuel. The forecastle extends for about 
one-fourth the total length of the ship, and on 
it are situated the navigating bridge, steering 
shelter, chartroom, and captain's watch cabin. 
The officers' accommodation is in the forecastle 
and on the lower deck forward, while the crew’s 
messing spaces are aft. The armament will con¬ 
sist of two 6-in. B.L. guns, ten 4-in. B.L. guns, 
and two 18-in. broadside torpedo' tubes. One 
of the 6-in. guns will be mounted on the fore¬ 
castle deck, where the circular conning tower— 
of special steel—will also be situated. The other 
6-in. gun will be on the upper deck. The tur- 



Photoby ] Turbine S.S. “Prinses Juliana.” [Madure, Macdonald & Co. 


Second-class cruiser of 
H.M.S. “Glasgow.” the Bristol type; 453ft. 

overall, by 47ft., by 16^ft. 
draught under normal load conditions; 4,820 
tons displacement. The Parsons turbine pro¬ 
pelling machinery will develop 22,000 I.H.P., 
and the vessel will have a speed of 25 knots. She 
will have four funnels and two masts, with a sig¬ 
nalling yard on the foremast. The vital parts 
are protected by an arched steel protective deck 
extending the full length of the ship, and the coal 
bunkers have been so arranged as to give further 
protection to the machinery. There is a con- 


bine machinery will drive four shafts. On each 
of the outer shafts there will be a h.-p. ahead 
and a h.-p. astern turbine. Each of the inner 
shafts will be driven by a l.-p. ahead turbine, 
with which will be incorporated a l.-p. astern 
turbine. Steam will be generated in water-tube 
boilers designed to use both coal and oil fuel. 
The vessel is the first to take the water of the 
five ships of the Bristol class ordered by the 
British Government in November last, the others 
being the Bristol (John Brown & Co., Clydebank), 
Gloucester (William Beardmore & Co., Dalmuir), 
Liverpool (Vickers, Sons & Maxim, Barrow), and 
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Newcastle (Armstrong, Whitworth & Co., Els- 
wick); and as we go to press the Admiralty are 
considering offers for four vessels of a somewhat 
improved type. Launched, 30th September. 


“ Strathesk.” 


Ferguson Brothers, Port-Glasgow. 

B o w-w ell centre bucket-ladder 
“ Crewe.” dredger. Built to the order of the 

London <k North Western Railway 
Co., for service at Garston Dock, Liverpool. 
Side sheets are arranged for discharging the 
dredged material over either side into hopper 
barges, the lifting and lowering of each shoot 
being worked by an independent engine. The 
vessel is capable of raising 900 tons per hour. 
The machinery, which can be employed either 
for propelling or driving the dredging gear, con¬ 
sists of a set of triple expansion engines of 700 
II.P., steam being supplied by two boilers. The 
lifting and lowering of the bucket frame is con¬ 
trolled by an independent double-cylinder 
engine. Launched with machinery on board and 
steam up, 18th September. 

Fleming & Ferguson, Ltd,, Paisley. 

Dredger. Built for the 
“ Viscount Ridley.” Blyth Harbour Commis¬ 
sioners, and specially de¬ 
signed for dredging rock. The builders guaran¬ 
teed the vessel to raise 200 tons per hour, and 
on three successive days this output was exceeded. 
Trials commenced, 8th September. 


John Fullerton & Co., Paisley. 

Cargo steamer, shelter-deck type; 

- 1,200 tons deadweight. Built to the 

order of Messrs. J. & P. Hutchison, 
Glasgow, for their Continental trade. The triple 
expansion engines, of 750 I.H.P., were con¬ 
structed by Messrs. Ross & Duncan, Govan. 
Launched, 14th July. 


G-reenock & Grangemouth Dockyard Co., Ltd. 

Cargo steamer; 145ft., by 27ft., 

- by lift. Built to the order of 

Austrian owners, and specially de¬ 
signed for light-draught river traffic. The 
propelling machinery was constructed by Messrs. 
T. & H. Morton, Leith. Launched at Grange- 
month, 20th August. 

Passenger and cargo steamer; 
205ft., by 33ft,, by 19ft. Sin. 

Built for the North Coast 
Steam Navigation Co., Sydney, N.S.W. The 
vessel is fitted with refrigerating machinery for 
the carriage of 3,000 boxes of butter. The pro¬ 
pelling machinery was constructed by Messrs. 
Dunsmuir & Jackson, Glasgow. Launched at 
Grangemouth, 2nd September. 


“ Buppingbap.” 


Cargo steamer; 390 ft., by 
52^ft., by 28ft.; 7,150 tons 
deadweight; 4,400 gross ton¬ 
nage. Built for Messrs. Burrell & Son, Glasgow. 
The propelling machinery was constructed by 
Messrs. J. G. Kincaid & Co., Greenock. This is 
the ninth vessel built by the same shipbuilders 
for Messrs. Burrell & Son, and a tenth is; now 
on the stocks. Trial trip, 17th September. 


Wm. Hamilton & Co., Ltd., Port Glasgow. 

Cargo steamer; 390ft., by 52^ft, 
“Strathbeg’.” by 28ft.; 4,375 gross tonnage; 

7,150 tons deadweight. Built 
for Messrs. Burrell & Son, Glasgow. The triple 
expansion engines, by Messrs. David Rowan and 
Co., Glasgow, have cylinders 25, 41 and 68in., by 
48in. stroke, with three boilers. Launched, 30th 
August. 


” Stpathalfoyn.” 


Archd. McMillan & Son, Ltd., Dumbarton. 

Cargo steamer; 390ft., by 
52lft., by 28ft. Built for 
Messrs. Burrell A Son, Glas¬ 
gow. The propelling machinery was constructed 
by Messrs. John G. Kincaid & Co., Ltd., 
Greenock. Launched, 22nd September. 


Murdoch & Murray, Port-Glasgow. 

Passenger and cargo steamer. 
“ Jam inaun.” Built for service on the Amazon. 

The propelling machinery was 
constructed by Messrs. John G. Kincaid & Co., 
Greenock. Launched, 8th July. 


‘‘Five Islands.” 


‘Nopman Monarch.” 


Napier & Miller, Ltd., Old Kilpatrick. 

Steam collier; 215ft., by 
33ft., by 16ft.; 940 gross 
tonnage ; 1,400 tons dead¬ 
weight. Built for the Mount Kembla Coal <fc Oil 
Co., Ltd., Sydney, N.S.W. The triple expansion 
engines and two boilers, by Messrs. David Rowan 
and Co., Glasgow, are fitted aft. Launched, 3rd 
August. 

Cargo steamer; 400ft., 
by 52ft., by 30ft.; 5,000 
gross tonnage. Built for 
the Monarch Steamship Co., Ltd. (Messrs. 
Raeburn & Verel), Glasgow. The triple expan¬ 
sion engines, by Messrs. Dunsmuir & Jackson, 
Govan, have cylinders 27, 44 and 73in., by 48in. 
stroke, with two boilers working under Howden’s 
forced draught. The vessel is also fitted with 
a donkey boiler. Launched, 30th September. 

Bamage & Ferguson, Ltd., Leith. 

Twin-screw steamer; 170ft. long. 
“Argus.” Built to the order of the Hon. 

Corporation of Trinity House, and 
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specially fitted for their service. The propelling 
machinery consists of two sets of triple expansion 
engines and two boilers. Launched, 15th Sep¬ 
tember. 

A. Bo&ger & Co_, Port-Glasgow. 

Passenger and cargo steamer; 
“ Magalianes.” 270ft., by 37ft., by 21ft.; 2,000 

tons deadweight. Built to the 
order of Messrs. Duncan, Fox & Co., Liverpool, 
for trade in South American waters. Accommo¬ 
dation is provided for 32 first-class, 20 second- 
class and 200 third-class passengers. An 
installation of refrigerating machinery is fitted, 
and part of the hold is insulated for the carriage 
of fresh provisions for the passengers. The 
propelling machinery was constructed by the 
shipbuilders at their Govan Works. Launched, 
16th September. 


Bussell & Co., Port-G-lasgow. 

Cargo steamer, spar-deck type ; 
“Apdg-pyfe.” 400ft., by 52ft.. by 30ft.; 8,350 
tons deadweight. Built for 
Messrs. Lang & Fulton, Ltd., Greenock. The 
propelling machinery was constructed by Messrs. 
Rankin & Blackmore, Greenock. Launched, 
16th August. 

Cargo steamer; 400ft., by 
“Eapi ofEigin.” 50 ft., by 29ft.; 7,500 tons 
deadweight. Built for Messrs. 
Marshall & W. L. Dobbie, Glasgow. The pro¬ 
pelling machinery was constructed by Messrs. 
Rankin & Blackmore, Greenock. Launched, 
27 th August. 

Cargo steamer; 385ft., by 49fft., 
“Bassano.” by 29ft.; 7,500 tons deadweight. 

Built for English owners. The 
triple expansion engines, by Messrs. David 
Rowan & Co., Glasgow, have cylinders 26, 42 
and 70in., by 48in. stroke, with three boilers. 
Launched, 23rd September. 

Scott’s Shipbuilding' & Eng. Co., Greenock. 

Cargo steamer; 400ft., by 52ft., 
“Beaehy.” by 29ft. 7in.; 8,000 tons dead¬ 
weight ; 4,900 gross tonnage. 
Built to the order of the Clyde Shipping Co., 
for service in eastern waters. The propelling 
machinery was constructed by the shipbuilders. 
Launched, 2nd September. 


Alex. Stephen & Sons, Limited, Linthouse. 

Cargo steamer ; 403ft., by 52ft. 
“Romepa” by 30 ft. Built for Messrs. 

Maclay & McIntyre, Glasgow. 
The triple expansion engines, constructed by the 


shipbuilders, have cylinders 25, 41 and 67in., by 
51 in. stroke, with three boilers working Under 
Howden’s forced draught. Launched, 3rd August. 

Cargo steamer. The vessel is a 
“Masunda.” sister ship to the Bomera, and 
was built for the same owners. 
Launched, 15th September. 


Yarrow Sc Co., Limited, Scotstoun. 

Torpedo-boat destroyer; 240ft. 
“ Alagoas.” long, by 23^ft. beam. The vessel 

is the seventh of ten destroyers 
built and building by Messrs. Yarrow for the 
Brazilian Government. She is fitted with wire¬ 
less telegraphy, and an installation of refriger¬ 
ating machinery for keeping the magazines and 
cabins cool. The two sets of four-cylinder triple 
expansion engines, constructed by the ship¬ 
builders, take steam from two double-ended 
Yarrow boilers, each boiler supplying steam for 
about 4,000 H.P Launched, 29th July. 

Triple-screw turbine yacht; 
“ Winchestep.” 165ft. by 15fft., by 9fft. depth 

amidships ; 180 tons displace¬ 
ment. Built for an American owner, from 
designs by Messrs. Cox & King, London. The 
hull is constructed of steel, the sheer-strake being 
of high-tensile steel. Although built generally 
on torpedo-boat lines, the design differs in some 
respects materially from the usual torpedo craft 
of the same size and speed, more particularly in 
the after part, the changes introduced having 
had the effect of minimising the alteration in 
trim when running at full speed, usually so 
noticeable in vessels approximating to the same 
class. In spite of the high speed, the accommo¬ 
dation provided is considerable. The owner’s 
quarters consist of a large dining saloon on deck, 
capable of accommodating twelve persons, a fine 
drawing room, a double stateroom, two single 
staterooms, bathroom, and two toilet rooms. 
The fore part of the vessel is entirely given to 
officers and crew. The propelling machinery 
consists of three Parsons marine steam turbines, 
constructed by Messrs. Yarrow, the h.-p. turbine 
being on the port side, m.-p. on the starboard 
side, and l.-p. and astern turbines on the centre 
shaft. Fifty per cent, of the power is developed 
by the centre turbine. There are two Yarrow 
water-tube boilers, fitted to burn oil fuel, the 
liquid fuel apparatus having been supplied by 
the Wallsend Slipway & Engineering Co. The 
trials were carried out on the Clyde at Skel- 
morlie, and resulted in a speed of 26| knots being 
very easily maintained for two hours. But for 
the contract speed being only 26 knots, there is 
no doubt that a considerably higher speed could 
have been attained. The full working pressure 
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of the boilers—-250 lbs.—was never reached dur¬ 
ing the trials, the highest pressure at the h.-p. 
turbine being only 160 lbs. A speed of about 21 
knots was attained with one boiler only. There 


without perceptibly heeling. Notwithstanding 
her high speed, the Winchester is by no means 
merely a fair-weather craft. Built for an 
American owner, the necessity for crossing the 



Turbine Yacht “ Winchester.” 


was an entire absence of vibration, the arrange¬ 
ment of the propellers proving very satisfactory 
as regards this, and also in regard to noise. With 
the helm hard over, the yacht turned very quickly 


Atlantic has had the consideration of the de¬ 
signers from the start, while her accommodation 
and equipment are suitable for making long 
cruises. Trials completed, 18th September. 


TYNE AND BLYTH. 


Sir W. G. Armstrong, Whitworth & Co., Ltd. 

Brazilian battleship ; 500ft. 
“ Minas Gepaes.” long, by 83ft. broad ; about 

20,000 tons displacement. 
The armour is of the Krupp cemented quality, 
with a main waterline belt 9in. thick, slightly 
tapered fore and aft. The armament consists 
of twelve 12-in. guns, twin-mounted in six bar¬ 
bettes. Four of these barbettes are carried on 
the upper deck level, one forward and one aft on 
the centre line of the ship, and one amidships on 
each broadside. In addition, two barbettes are 
carried at a higher level on the centre line, firing 
over the other two* centre-line barbettes, special 
arrangements having been adopted to protect 
the latter when the upper guns are firing over 
them. This arrangement admits of eight of 
the 12-in. guns being fired ahead or astern, or 
ten 12-in. guns on either broadside at one time. 


The secondary armament is said to be the most 
powerful in any battleship, and consists of 
twenty-two 4'7-in. guns, fourteen of which are 
carried on the main deck behind the protection 
of the citadel armour, and the other eight in 
well-protected positions at a higher level. There 
are in addition some 3-pounders and smaller 
guns. The engines are of the ordinary twin- 
screw reciprocating type, this being considered 
the most suitable for the service for which the 
ship is intended. The bunker capacity is 2,000 
tons, which is sufficient to give a very large radius 
of action at a moderate speed. Oil fuel is also 
arranged for. The Minas Geraes is the first of 
three battleships building for the Brazilian 
Government, the second being the Sao Paulo 
approaching completion at the hands of Messrs. 
Vickers, Sons & Maxim, Barrow, while the third 
will be laid down at Elswick. The propelling 
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machinery for the Minas Geraes and Sdo Paulo 
was supplied by the Vickers Company. The sea 
trials of the Minas Geraes commenced on the 
14th September, and proved in every way satis¬ 
factory, the guaranteed speed of 21 knots being 
exceeded. 


Blyth. Shipbuilding* & Dry Docks Co., Ltd. 

Cargo steamer, raised quarter - 
“Woodmere.” deck type; 193ft. Sin. long, by 
26^ft. broad. Built to the order 
of Messrs, Falconer, Ross & Co., Newcastle-on- 
Tyne, for the coal trade. The triple expansion 


XL & W. Hawthorn, Leslie & Co., Ltd., Hebburn. 

Special type of ore-carry- 
“Vollrath Tham.” i n g steamer; 376ft., by 
561ft., by 33ift.; 8,000 
tons deadweight. Built for the Rederiaktiebolaget 
Lulea-Ofoten, Stockholm. The construction of the 
vessel includes the Johnson and Welin patent 
system of ore pockets, with other details designed 
to strengthen the ship and make her specially 
suitable for the Swedish ore trade. An electric 
generating plant is installed to supply energy to 
ten powerful cranes of special type, placed at the 
ore pocket discharge compartments. The triple 



Photo by] Brazilian Battleship “Minas Geraes ” passing [Frank & Sons, So. Shields. 

the Tyne Bridges. 


engines were constructed by Mr. G. T. Grey, 
South Shields. Trial trip, 14th August. 

600 -ton steel dumb hopper barge. 
Barge. Built for the North Eastern Railway 

Company, and the first of five under 
construction by the Blyth Company for the same 
owners. Powerful machinery was supplied by 
Messrs. Tangyes Limited, Birmingham, and 
Messrs. Lobnitz & Co., Ltd., Renfrew, for raising 
and lowering the hopper doors. Launched, 28th 
September. 


expansion engines, by the North Eastern Marine 
Engineering Co., Ltd., Wallsend, are placed aft, 
and have cylinders 24^. 40 and 66in., by 45in. 
stroke, with three boilers. Trial trip, 2nd July. 

Torpedo-boat destroyer. 
H.M.S. “ Zulu.” The vessel is one of the 

Tribal type of 33-knot 
ocean-going destroyers ordered by the British 
Government at the end of last year. Launched, 
16th September. 
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“Vollrath Tham ” : Electric Crane discharging 
into Lighter. 



“ VoIIrath Tham”: Discharging Hold, with 
Ore Skip. 

Northumberland Shipbuilding Co., Ltd., Howdon. 

Cargo steamer, three-deck 
“ Epring’ton Court.” ru l e ; 380ft., by 52ft., by 

28ft.; 7,500 tons dead¬ 
weight. Built for the Court Line, Limited (Messrs. 
Haldinstein & Co., Ltd.), London. The triple 
expansion engines, by Messrs. Blair & Co., Ltd., 
Stockton, have cylinders 26, 42 and 70in., by 48in. 
stroke, with two boilers. Trial trip, 30th July. 

Cargo steamer ; 402ft., by 52|ft., 
‘‘ Gerania.” by 29ft. 8in.; 8,000 tons dead¬ 
weight. Built for Mr. D. Tripco- 
vich, Trieste. The triple expansion engines, by 
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the North Eastern Marine Engineering Co., Ltd., 
Wallsend, have cylinders 26, 42 and 72in., by 
48in. stroke, with three boilers. Launched, 2nd 
September. 

Cargo steamer; 422ft., by 52ft.; 
“Papisiana.” 8,700 tons deadweight. Built 
for Messrs. Furness, Withy & Co., 
Ltd., London and West Hartlepool. The vessel 
has three complete steel decks, including a shel¬ 
ter deck all fore and aft. The triple expansion 
engines, by Palmers Shipbuilding & Iron Co., 
Jarrow, have cylinders 28, 46 and 77in., by 54in. 
stroke, with three boilers working under How- 
den’s forced draught. Launched, 15th Sept. 

Cargo steamer, spar deck 
“Queen Eugenie.” type; 395ft., by 49fft., by 
29 ft.; 7,300 tons dead¬ 
weight, Built for Messrs. Thos. Dunlop and 
Sons, Glasgow. The triple expansion engines, 
by the North Eastern Marine Engineering Co., 
Ltd., Wallsend, have cylinders 24^, 40 and 68in., 
by 48in. stroke, with three boilers. Trial trip, 
16th September. 

Cargo steamer; 395ft., by 
“Netherpark.” 49|ft , by 29ft.; 7,300 tons 
deadweight. Built for Messrs. 
John Greenlees & Sons, Glasgow. The triple 
expansion engines, by the North Eastern Marine 
Engineering Co., Ltd., Wallsend, have cylinders 
2440 and 68in., by 48in. stroke, with three 
boilers. Launched, 30th September. 


Palmers Shipbuilding 1 8c Iron Co,, Ltd., Jarrow. 

Torpedo-boat destroyer ; 
h.m.s. “Viking.” 280ft., by 27^ffc., by 17ft. 

The vessel is one of the 
33-knot ocean-going destroyers ordered by the 
British Government at the end of last year. The 
propelling machinery consists of Parsons turbines 
of 15,500 H.P., the Yarrow boilers burning oil 
fuel. Launched, 14th September. 


John Readhead 8c Sons, South Shields. 

Cargo steamer, single-deck 
“Trelissiek.” type; 7,000 tons deadweight. 

Built for Messrs. Edward Hain 
and Son, St. Ives. The triple expansion engines, 
constructed by the shipbuilders, have cylinders 
25J, 42 and 69in., by 48in. stroke, with two 
boilers. Trial trip, 11th August. 

Cargo steamer, single-deck type ; 
“Higheliffe.” 346±ft., by 47^ft., by 25ft. l^in. 

Built for the Cliffe Steamship 
Co., Ltd. (Messrs. George T. Readhead & Co.). 
The triple expansion engines, constructed by the 
shipbuilders, have cylinders 23|, 39 and 65in., by 
45in. stroke, with two boilers. Trial trip, 21st 
September. 


Cargo steamer, single-deck type. 
“ Treveal.” The vessel is a sister ship to the 
Trelissiek , and was built for the 
same owners. Launched, 30th September. 


J. P. Rennoldson 8c Sons, South Shields. 

Screw tug; 135ft. long. Built to 
“ Nyora.” the order of the Huddart, Parker 
and Co. Proprietary, Limited, Mel¬ 
bourne, Australia, for heavy ocean towing and fire 
and salvage service. Trial trip, 18th August. 

Twin-screw tug; 120ft. long. Built 
“ Dewan.” to the order of the Peninsular and 
Oriental Steam Navigation Co., for 
service at Bombay. A powerful steam fire pump 
of Merryweather’s double-cylinder vertical 
“ Greenwich Gem ” type, capable of discharging 
650 gallons per minute, is installed in the engine 
room. The propelling machinery consists of two 
sets of triple-compound surface-condensing en¬ 
gines; with two boilers. Launched, 18th August. 


Smith’s Dock Co., Ltd., north Shields. 

Cargo steamer, quarter-deck 
“ Quaysider.” type; 154ft., by 24ft., by ll^ft. 

Built to the order of the “T” 
Steam Coasters, Ltd. (Messrs. Robinson, Brown 
and Co.), Newcastle-on-Tyne, for the coasting 
trade. The compound engines were constructed 
by the Shields Engineering & Dry Dock Co., Ltd., 
North Shields. Launched, 19th July. 


Screw trawlers; 133ft. long. 
The triple expansion engines 
for both vessels were con¬ 
structed by the Shields Engi¬ 
neering & Dry Dock Co., Ltd., North Shields. 
Launched, 4th August. 


“Dale Castle” 
and 

“ Hene Castle . 1 


Cargo steamer; 137ft. long. Built 
“ Mapden.” to the order of Messrs. L. S. Carr 
and Co., Newcastle-on-Tyne, for 
their coasting trade. The triple expansion 
engines were constructed by the Shields Engi¬ 
neering and Dry Dock Co., North Shields. 
Launched, 9th September. 


Screw trawler; 128^ft. long. 
“The Roman.” The triple expansion engines 
were constructed by Messrs. 
Mac Coll & Pollock, Ltd., Sunderland. Launched, 
15th September. 


Swan, Hunter, 8c Wigham Richardson, Ltd. 

Petroleum steamer, three-deck 
“British Sun” type; 424ft., by 52^ft.. by 
31ft.; 8,230 tons deadweight. 
Built for the British Sun Co., Ltd., Liverpool. 
The triple expansion engines, by the Wallsend 
Slipway & Engineering Co., Ltd., Wallsend, 
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have cylinders 27, 45 and 75in., by 48in. stroke, 
with three boilers. Trial trip, 30th July. 

Cargo steamer; 400ft. long, by 
“Annaberg.” 52£ft. broad; 7,500 tons dead¬ 
weight. Built to the order of 
the Deutsch-Australische Dampfschifffahrts Gesell- 
schaft, Hamburg, for service between Europe and 
Australia. The propelling machinery, constructed 
by the shipbuilders, consists of a set of triple 
expansion engines, with three boilers working 
under Howden’s forced draught. Trial trip, 13th 
August. 


and shelter decks. The first-class dining saloon 
is situated amidships on the shelter deck, and 
a tastefully arranged ladies’ room and smoking 
room are provided at the fore end of the bridge, 
with access from the entrance house. The third- 
class sleeping quarters are in the forward and 
after portions of the shelter ’tween decks and 
the two after compartments of the main ’tween 
deck. There are three third-class dining rooms, 
placed amidships under the shelter deck. A 
large portion of the ’tween deck space has been 
insulated for the carriage of perishable cargo, 
this space being cooled on the cold-air system. 



Photo by] Penarth Off=shore Floating Dock, at Wallsend. W- s. Dodds, WaUsend. 


Twin-screw four-masted passenger 
“Toptona.” anc l cargo steamer; 464ft., by 
54ft. 2-^in., by 40ft. depth to 
shelter deck; 8,300 tons deadweight. Built to 
the order of the Cairn Line of Steamships, Ltd., 
Newcastle, for their Canadian service. The 
vessel has a complete shelter deck, and has been 
built in accordance with the regulations of the 
British Board of Trade and the American and 
Italian emigration laws. Accommodation is 
provided for 37 first-class and 1,082 third-class 
passengers. The first-class passengers are ac¬ 
commodated in large staterooms on the bridge 


Further insulated space is cooled on the brine 
pipe system. The vessel has a complete installa¬ 
tion of wireless telegraphy. The two sets of 
triple expansion engines, constructed by Palmers 
Shipbuilding & Iron Co., Ltd., Jarrow, have 
cylinders 25^, 41 and 68in., by 48in. stroke, with 
four boilers. Launched at Wallsend, 18th 
August. 

Off-shore type; 382ft. over- 
Floatingr Dock. all, by 75ft. width extreme. 

Built to the order of the 
Penarth Shipbuilding & Ship-repairing Co., Ltd., 
Penarth Dock, Port Cardiff, from designs by 
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Messrs. Clark & Stand field, Westminster. The 
dock is capable of accommodating vessels with a 
beam of 57ft., a draught of water of 20ft., and a 
displacement of 4,500 tons. Two powerful sets 
of pumping machinery are fitted, consisting of 
four centrifugal pumps, with engines for working 
them, by Messrs. Gwynnes Limited, steam being- 
supplied by two large Babcock & Wilcox boilers. 
This plant is capable of lifting vessels of about 
7,000 tons deadweight in 45 minutes. For pur¬ 
poses of self-docking, the dock is divided trans¬ 
versely into two equal parts, each with its own 
pumping plant, which enables either portion to 
be lifted by the other. A powerful steam cap- 
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entrance to which is several feet less than the 
width of the former, there is a longitudinal joint 
running the whole length of the pontoon. The 
dock left the Tyne on the 15th September in 
charge of the powerful tug Gt. Emperor, belong¬ 
ing to the John Dry Steam Tugs, Limited, South 
Shields, and arrived safely at Penarth. 

Cargo steamer; 290ft. long, by 
“Florinda.” 42 ft. beam; 3,250 tons dead¬ 
weight. Built to the order of 
the Linea de Vapores Serra, Bilbao, for service 
between Spain and Liverpool. The triple ex¬ 
pansion engines and two boilers were constructed 
by the shipbuilders. Trial trip, 16th September. 



Photo by] S.S. “ Salvador. ” [Frank & Sons, So. Shields. 

(Built in 64 working days.) 


stan is fitted at each end of the wall, to assist in 
warping vessels into position. Eight mechanical 
side shores are also provided. A duplex recipro¬ 
cating pump, with a capacity of about 100 tons 
per hour, supplied by Messrs. Henry Watson and 
Sons, is fitted, having a connection to the main 
drain of the dock, and enabling the last of the 
water to be pumped out. This pump has also a 
connection to the sea On the delivery side the 
pump is connected to a service pipe, which has 
connections at intervals for 3-inch delivery hose. 
The pump is capable of throwing three jets of 
water to a height of 40ft. To enable the floating 
dock to enter the wet dock in which it works, the 


Cargo steamer ; 230ft,, by 36Jft.; 
“Querida.” 2,000 tons deadweight. Built to 
the order of the Donald Steamship 
Co., Bristol and New York, for trade on the 
North American coast, the bows being specially 
strengthened for ice. The triple expansion 
engines were constructed by the North Eastern 
Marine Engineering Co., Ltd., Wallsend. Trial 
trip, 25th September. 

Cargo steamer. The vessel is a 
“ Natalia.” sister ship to the Florinda, and 
was built for the same owners. 
Launched at Walker, 28th September. 
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Passenger and cargo steamer; 
“ Salvador.” 225 ft. long, by 331 ft. beam. 

Built to the order of the Salvador 
Railway Co., Ltd., to inaugurate the new steam¬ 
ship service between Salina Cruz a.nd Acajutla. 
The vessel is a very gracefully modelled boat, 
with a clipper bow, and an appearance far re¬ 
moved from the ordinary type of mercantile 
steamer. Accommodation is provided for 20 
first-class' passengers in deckhouses amidships. 
The triple expansion engines were constructed 
by the shipbuilders; and on the trial trip, which 
took place on the 29th September, the vessel 
attained a speed of 12 J knots. The Salvador • 
was entirely constructed in 64 working days from 
the placing of the order, which is believed to be 
a record for a vessel of this size and class. 


Tyne Iron Shipbuilding Oo.,Ltd., Willington Quay. 

Cargo steamer, awning-deck type : 
“Laneer.” 240ft., by 34ft., by 24ft. Built for 

Messrs. Fisher, Renwick & Com¬ 
pany’s Manchester-London Steamers (1908) 
Limited. The triple expansion engines and one 
boiler were constructed by the North Eastern 
Marine Engineering Co., Ltd., Wallsend. Trial 
trip, 20th September. 


■Wood, Skinner & Co., Limited, Bill Quay. 

Cargo steamer, long raised 
“Tynemouth.” quarter-deck type. Built for 
the Burnett Steamship Co., 
Ltd., Newcastle-on-Tyne. The triple expansion 
engines, by the North Eastern Marine Engineering 
Co., Ltd., Wallsend, have cylinders 21, 34 and 
56in., by 36in. stroke, with two boilers. Trial 
trip, 17th July. 

Cargo steamer. The vessel is a 
“Barmoop.” sister ship to the Tynemouth , and 
was built for the same owners. 
Launched, 20th July. 

Cargo steamer, raised quarter- 
“ Steepsman.” deck type. Built for Messrs. C. 

Rowbotham & Sons, London. 
The triple expansion engines were constructed 
by the North Eastern Marine Engineering Co., 
Ltd., Wallsend. Launched, 2nd September. 

Cargo steamer; single-deck type. 
“Belgique.” Built for the Societe Anonyme 
Baltique (Messrs. Giani & Muller), 
Antwerp. The triple expansion engines were 
constructed by the North Eastern Marine Engi¬ 
neering Co., Ltd., Wallsend. Trial trip, 23rd 
September. 


THE WEAR. 


S. P. Austin & Son, Limited, Sunderland. 

Steam collier; 2,100 tons dead- 
“ Regis.” weight. The vessel is the sixth 
built by Messrs. S. P. Austin and 
Son for Messrs. Stephenson, Clarke & Co., London. 
The propelling machinery was constructed by the 
North Eastern Marine Engineering Co., Ltd. 
Launched, 21st July. 


John Crown & Sons, Ltd., Sunderland. 

Cargo steamer; 1,970 tons dead- 
“ Ax well.” weight. Built to the order of 

Messrs. Furness, Withy & Co., 
Ltd., West Hartlepool, for their general trade. 
The triple expansion engines and two boilers were 
constructed by Messrs. Richardsons, Westgarth 
and Co., Limited, Sunderland. Launched, 19t"h 
August. 


Wm. Doxford & Sons, Ltd., Sunderland. 

Turret cargo steamer ; 5,400 tons 
“Nyland.” deadweight. Built for Messrs. 

Axel Brostrom & Son, Gothen¬ 
burg. This is the second turret vessel delivered 
this year by Messrs. William Doxford & Sons, and 
they have in course of construction two others of 


the same type, of 7,100 tons and 8,000 tons respec¬ 
tively. Trial trip, 26th July. 

Cargo steamer, single-deck 
“Vogesen.” type; 350 ft., by 51ft., by 

25£ft.; 6,450 tons deadweight. 
Built for Mr. H. Yogemann, Hamburg. The 
propelling machinery was constructed by the 
shipbuilders. Launched, 31st August. 


Osbourne, Graham & Co., Sunderland. 

Cargo steamer, raised 
“ Alfred Kredlinger.” quarter-deck type; 

210ft., by 33ift., by 
15fft. ; 1,550 tons deadweight. Built to the order 
of Messrs. Furness, Withy k Co., Ltd., for the 
Belgian Scandinavian Steamship Co., Limited, 
Antwerp. The propelling machinery was con¬ 
structed by Messrs. Richardsons, Westgarth and 
Co., Ltd., Sunderland. Trial trip, 7th July. 

Self-trimming collier, raised 
“Togston.” quarter-deck type; 218ft. long; 

1,550 tons deadweight. Built 
to the order of Messrs. Furness, Withy & Co., 
Ltd., West Hartlepool, for the Broomhill Col¬ 
lieries Co., Ltd. The triple expansion engines 
and one boiler were constructed by Messrs. 
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Richardsons, Westgarth & Co., Ltd., Sunderland 
Launched, 28th September. 

Wm. Pickersgill 8s Sons, Ltd.., Sunderland. 

Cargo steamer; 259ft., by 38ft., 
“Boduognat.” by 19^ ft. Built for the Ant- 

werpsche-Zeevaart-Maatschappij 
Co., Ltd. (Messrs. J. D’Haene & Co.), Antwerp. 
The triple expansion engines and two boilers were 
constructed by Messrs. MacColl & Pollock, Ltd. 
Sunderland. Trial trip, 24th July. 

Short Brothers, Limited., Sunderland. 

Cargo steamer, single-deck type \ 
“Hartside.” 325ft., by 47ft., by 23ft. OJin. ; 

4,800 tons deadweight. Built 
for the Charlton Steam Shipping Co., Ltd. (Messrs. 
Charlton, McAllum & Co.), Newcastle-on-Tyne. 
The triple expansion engines, by Messrs. John 
Dickinson & Sons, Ltd.. Sunderland, have cylinders 
23, 38 and 62in., by 42in. stroke, with two boilers. 
Trial trip, 10th July. 

Cargo steamer, single-deck 
“Heatherside.” type. The vessel is a sister 
ship to the Hartside , and was 
built for the same owners. Trial trip, 9th August 

Cargo steamer; 292ft., by 41ft, 
“Bruxellia.” by 20ft. 7^in.; 3,600 tons dead¬ 
weight. Built to the order of 
Messrs. T. Nolson k Sons, for the Ghent Lloyd, of 
Ghent. The fore end of the vessel is specially 
strengthened to enable her to steam through ice. 
The triple expansion engines and two boilers 
were constructed by the North Eastern Marine 
Engineering Co., Ltd., Sunderland. Trial trip, 
31st August. 


Sunderland Shipbuilding' Co., Ltd., Sunderland. 

Cargo steamer, single-deck type; 
“ Mapleton.” 250ft., by 42±ft., by 18Jft. Built 
to the order of the Merchants 
Steamship Co., Ltd., Toronto, and specially de¬ 
signed for service on the Canadian Great Lakes. 
The triple expansion engines and two boilers 
were constructed by the North Eastern Marine 
Engineering Co., Ltd., Sunderland. Trial trip, 
5th July. 

Cargo steamer; 330ft., by 48|ft., 
“Polvarth.” by 24ft. 7in.; 5,450 tons dead¬ 
weight. Built for the Polvarth 
Steamship Co., Ltd. (Mr. W. Badcock), Cardiff. 
The triple expansion engines, by the North Eastern 
Marine Engineering Co., Ltd., Sunderland, have 
cylinders 23^, 39 and 64in., by 42in. stroke, with 
two boilers. Trial trip, 4th August. 

Cargo steamer, raised quarter- 
“ Germaine ” deck type; 246ft., by 34^ft., by 
16fft.; 1,900 tons deadweight. 
Built for M. Fernand Bouet, Caen. The triple 
expansion engines and two boilers were con¬ 
structed by the North Eastern Marine Engineer¬ 
ing Co., Ltd., Sunderland. Launched, 30th 
September. 


Robt. Thompson 8s Sons, Ltd., Sunderland. 

Cargo steamer; 290ft., by 46ft., by 
“Rubio.” 22ft. Built for the Orders & Hand- 
ford Steamship Co., Ltd., Newport, 
Mon. The triple expansion engines and boilers 
were constructed by the North Eastern Marine 
Engineering Co., Ltd., Sunderland. Trial trip, 
3rd August. 


TEES AND HARTLEPOOL. 


Craig, Taylor 8s Co., Ltd., Thornaby. 

Twin-screw cargo steamer, 
“Borbopema.” single-deck type; 286ft., by 

44fft., by 17^ft. Built for 
the Lloyd Brazileiro, of Rio de Janeiro and 
London. The two sets of triple expansion en¬ 
gines, by Messrs. Blair & Co., Ltd., Stockton, 
have cylinders 14, 22 and 37in., by 24in. stroke, 
with two boilers. Trial trip, 10th July. 

Cargo steamer, raised quarter- 
“Ashtree.” deck type; 255fft., by 36|ft., by 
18ft. Built for Messrs. Howard- 
Jones & King, Cardiff. The triple expansion 
engines, by the North Eastern Marine Engineer¬ 
ing Co., Ltd., Sunderland, have cylinders 19, 31 
and 51in., by 36in. stroke, with two boilers. 
Launched, 16th September. 


Sir Raylton Dixon 8s Co., Ltd., Middlesbrough. 

Coal-carrying steamer, con- 
“Vietop Hugo.” structed on the builders’ 

cantilever-frame system, with 
topside water ballast tanks ; 301ft., by 43ft., by 
21ft. 4in.; 3,700 tons deadweight; 1,230 tons net 
register. Built to the order of Messrs. Delmas 
Freres, La Rochelle, to trade between Cardiff and 
La Rochelle. The vessel has a water ballast 
capacity of 1,165 tons, of which 485 tons are 
carried in the topside tanks under the deck. The 
triple expansion engines, by Messrs. Richardsons, 
Westgarth & Co., Ltd., Middlesbrough, are 
placed aft, and have cylinders 22, 35 and 59in., 
by 29in. stroke, with two boilers. Trial trip, 
30th July. 
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Steel lighter; 125ft. long; 50 tons 
“Chap.” deadweight. Built to the order of 
the Rea Transport Co., Ltd. (Messrs. 
R. & J. H. Rea), Liverpool, for service in the 
Bristol Channel. Launched, 14th August. 

Cargo steamer; 252 ft., by 
“Westgarth.” 361ft., by 20|ft.; 2,320 tons 
deadweight. Built to the 
order of Messrs. R. & J. H. Rea, Liverpool, for 
their coal-carrying trade. The triple expansion 
engines and two boilers were constructed by 
Messrs. Richardsons, Westgarth & Co., Ltd., 
Middlesbrough. Launched, 30th September. 


Win. aray 8c Co., Ltd.., West Hartlepool. 

Cargo steamer; 396^ft., by 51ft., 
“ Happeake.” by 29ft. Built for Messrs. J. 

and C. Harrison, Ltd., London. 
The triple expansion engines, constructed at the 
Central Marine Engine Works of the ship¬ 
builders, have cylinders 26, 42 and 70in., by 48in. 
stroke, with two boilers. Trial trip, 12th 
August. 

Cargo steamer; 376^ft., by 
“Bpeynton.” 50fft., by 28ft. 4Jin. Built 
for Messrs. Ralph E. Morel and 
Co., Cardiff. The triple expansion engines, con¬ 
structed at the Central Marine Engine Works 
of the shipbuilders, have cylinders 26, 42 and 
70in., by 45in. stroke, with three boilers. 
Launched, 1st September. 


W. Harkess 8c Son, Ltd., Middlesbrough. 

Cargo steamer; 195ft., by 30ft., 
“Graceful.” by 13ft. lOin. Built for Messrs. 

F. H. Powell & Co., Liverpool. 
The propelling machinery was constructed by 
Messrs. Richardsons, Westgarth & Co., Ltd., 
Middlesbrough. Trial trip, 25th September. 


Irvine’s Shipbldg. 85 Dry Dock Co., Hartlepool. 

Cargo steamer, single-deck type; 
“Armstor.” 336ft., by 47ft., by 24ft. lOin. 

Built to the order of Messrs. 
Furness, Withy & Co., Ltd., for Mr. R. H. 
Holmes, London. The triple expansion engines, 
by Messrs. Richardsons, Westgarth & Co., Ltd., 
Hartlepool, have cylinders 23J, 36 and 64in., by 
42in. stroke, with two boilers. Trial trip, 24th 
July. 

Cargo steamer, single-deck type; 
“Appenine.” 360ft., by 51ft., by 25^ft.; 6,300 
tons deadweight. Built for the 
Gulf Line, Limited; London and Greenock. The 


triple expansion engines, by Messrs. Richardsons, 
Westgarth & Co., Ltd., Hartlepool, have cylin¬ 
ders 25, 40 and 67in., by 45in. stroke, with two 
boilers. Trial trip, 21st August. 

Cargo steamer; 355ft., by 46ft., 
“Winnebah.” by 25^ft. Built to the order of 
Messrs. Elder, Dempster & Co., 
Liverpool, for their West African trade. The 
vessel has main, upper, and shelter decks. Two 
lifeboats are fitted, together with six surf boats, 
of special design, built for carrying palm oil, etc., 
through the surf. The triple expansion engines, 
by Messrs. Richardsons, Westgarth & Co., Ltd., 
Hartlepool, have cylinders 25, 40 and 67in., by 
45in. stroke, with two boilers. Launched at the 
Harbour Dockyard, 2nd September. 

Cargo steamer. The vessel is a 
“ Shonga,” sister ship to the Winnebah , and 
was built for the same owners. 
Trial trip, 4th September. 

Cargo steamer, single-deck type ; 
“Bendew.” 360ft., by 51ft., by 25^ft.; 6,300 
tons deadweight. Built to the 
order of Messrs. Furness, Withy & Co., Ltd., for 
Mr. Joseph Hoult, Liverpool. The triple ex¬ 
pansion engines, by Messrs. Richardsons, West¬ 
garth & Co, Ltd., Hartlepool, have cylinders 25, 
40 and 67in., by 45in. stroke, with two boilers. 
Trial trip, 18th September. 


Richardson, Duck & Co., Stockton. 

Cargo steamer, single-deck 
“Edenmore.” type; 375ft,, by 48jft., by 

26ft. 8in.; 3,650 gross ton¬ 
nage. Built for Messrs. William Johnston and 
Co., Ltd., Liverpool. The triple expansion 
engines, by Messrs. George Clark, Ltd., Sunder¬ 
land, have cylinders 24, 40 and 67in., by 45in. 
stroke, with two main and one auxiliary boilers. 
Launched, 19th July. 


Ropner 8s Sons, Ltd., Stockton. 

Cargo steamer; 358-^ft., by 50ft. 
“Holtby.” lOin., by 25£ft. The triple ex¬ 
pansion engines, by Messrs. Blair 
and Co., Ltd., Stockton, indicate 1,500 H.P., 
steam being supplied by two boilers. Launched, 
5th July. 

Cargo steamer, fitted with the 
“ Bismarck.” builders’ patent improved trunk 
deck; 378^ ft., by 53 ft., by 
27Jft.; 7,900 tons deadweight. Built for foreign 
owners. The vessel has two large clear holds, 
and only two large hatchways, one being 82ft. 
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long by 26ft. wide and the other 67ft. long by 
26ft. wide. The triple expansion engines, by 
Messrs. Blair & Co., Ltd., Stockton, indicate 
1,800 H.P. Trial trip, 10th July. 


Cargo steamer. The vessel is a 
“ Gladstone.” sister ship to the Bismarck , and 
was built for the same owners. 
Trial trip, 24th September. 


OTHER ENGLISH CENTRES. 


Cammell, Laird 3s Co., Limited. 

Ferry steamer; 140ft., by 
“Guanabaeoa.” 55ft., by 14ft. 2^in. depth 

moulded amidships. Built to 
the order of the Havana Central Railroad Com¬ 
pany, New York and Cuba, from designs by 
Messrs. James Pollock, Sons & Co., Ltd., London, 
for ferry service in Havana Bay. The vessel has 
main, upper, and sun decks. On the main deck 
at each side are situated the saloons, and the 
machinery is contained in a steel house. On the 


vessel to steam equally well in either direction. 
Steam is supplied by two Babcock & Wilcox 
water-tube marine boilers. Launched at Birken¬ 
head, 4th September. 

Triple-screw turbine passenger 
” Huallag-a.” steamer; 375ft. long, by 46ft. 

beam amidships ; 3,300 gross 
tonnage; over 6,000 tons loaded displacement. 
Built to the order of the Compania Peruana de 
Yapores y Dique del Callao, for service on the 
West Coast of South America. Accommodation 



Turbine s.s. “ Huallaga.” 


centre-line, between the centre house and saloon 
houses on each side, are cart tracks, fitted with 
a deck of special composition, having wood treads 
let in for horses, etc. These cart tracks are 
closed in by collapsible iron gates at each end of 
the main deck. The upper deck, fitted for pas¬ 
sengers, is shaded by a light sun deck overhead, 
and has a pilot house of teak at each end. The 
propelling machinery consists of compound sur¬ 
face-condensing engines with cylinders 19 and 
42in., by 27in. stroke, fitted with piston slide 
valves to both cylinders, and designed to drive 
two screws, one at each end, thus enabling the 


is provided on the spar and shade decks for 112 
first-class and 95 second-class passengers. At 
the fore end of the Tween decks, below the spar 
deck, 200 berths of approved modern make have 
been arranged for the convenience of deck pas¬ 
sengers. As usual, these are portable, and the 
whole Tween deck space fore and aft is also fitted 
with portable cattle fittings, and may thus be 
used for the carriage of live stock. The public 
rooms are elaborately furnished, and include 
combined music room and social hall, smoking 
room, first and second-class dining saloons, etc. 
A barber's shop, post office, and other official 
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rooms are also provided, as required by the ser¬ 
vice conditions in boats of this class. Refriger¬ 
ated chambers are fitted for the ship's stores, and 
special ventilating and cooling arrangements 
have been made in the staterooms in view of the 
tropical climate in which the vessel will run. 
The propelling machinery consists of a set of 
Parsons compound steam turbines, constructed 
by the shipbuilders, driving three shafts. 
The high-pressure turbine drives the centre 
shaft, and each wing shaft is driven by a low- 
pressure turbine, the reversing turbines also 
being on the wing shafts. Steam is supplied by 
four boilers-—two double-ended and two single- 
ended—working on the closed stokehold system 
of forced draught. An oil fuel arrangement is 
fitted, which can be put in operation at any time. 
The vessel will go out with coal fuel, and will 
then be adapted for oil fuel. Both the 
Huallaga and the sister ship Ucayali , completed 
earlier in the year, have considerably exceeded 
their contract speed of 18 knots. Trial trip, 
8th September. 


Cochrane & Sons, Selby. 

Screw trawler; 128ft. long. 
“Lombard.” Built for the Lindsey Steam 
Fishing Co., Limited, Grimsby. 
The triple expansion engines were constructed 
by Messrs. Amos and Smith, Ltd., Hull. 

Launched, 5th August. 

Screw trawler; 140ft. long. 
Albatroz.” Built for the Empreza de Pesca 

Maritima Limitada, Lisbon. 
The triple expansion engines were constructed 
by Messrs. Amos and Smith, Ltd., Hull. 

Launched, 2nd September. 


Earle’s Shipbuilding 1 & Engineering Co., Ld., Hull. 

Cargo steamer, single-deck type; 
“ Nero.” 250ft., by 35ft., by 18ft. Built to 
the order of Messrs. Thomas Wilson, 


Sons & Co., Ltd., Hull, for their North Sea and 
Baltic trade. Launched, 5th July. 

Twin-screw passenger and cargo 
“Macquarie.” steamer, single-deck type; 160ft., 

by 29ft., by 9^ft. Built to the 
order of the N. Cain Coastal Co-operative Steam 
Shipping Co., Ltd., Sydney, Australia, for service 
between Sydney and Port Macquarie. The ves¬ 
sel is fitted with refrigerating machinery, and a 
large portion of the after hold has been insulated 
for the carriage of butter in boxes. The pro¬ 
pelling machinery consists of two sets of triple 
expansion engines with cylinders 11, 18, and 
30in., by 18in. stroke, and one boiler. Launched, 
7th July. 


G-oole Shipbuilding & Repairing Co., Ltd., Goole. 

Cable-laying steamer; 185ft., 
“Retriever.” by 28ft., by 16^ft. Built for 

the West Coast of America 
Telegraph Co., Ltd., London. The vessel has 
three cable tanks, special cable winch, bow gear, 
cable heads, and other special appliances for this 
type of ship. The propelling machinery was 
constructed by Messrs. Richardsons, Westgarth 
and Co., Ltd., Middlesbrough. Trial trip, 10th 
July. 


J. I. Thornycroft & Co., Ltd., Southampton. 

Twin-screw yacht; 220ft. in 
“Miranda.” length overall, by 31ft. lO^in. 

beam ; 1,000 tons Thames Yacht 
Measurement. Built for Lord Leith of Fyvie, 
from designs by Mr. Charles Nicholson, of 
Messrs. Campers & Nicholsons, Ltd., Gosport. 
The two sets of triple expansion engines, con¬ 
structed by the shipbuilders, have cylinders 14J, 
23| and 38in., by 24in. stroke, with two boilers. 
This vessel is the largest steam yacht yet built 
on the South Coast. Launched, 10th July. 


FOREIGN CENTRES. 


Ansaldo, Armstrong & Co., Sestri Ponente, Italy. 

Torpedo-boat destroyer; 212ft., 
“ Fueiliere.” by 20ft., by 13ft. The vessel is 
of the Bersagliere type, and was 
built for the Italian Government. Her arma¬ 
ment comprises four 76-mm. quick-firing guns, 
and three torpedo tubes fitted on turntables on 
the deck. The propelling machinery consists of 


two sets of four-cylinder engines indicating 
6,000 H.P. Launched, 21st August. 


Laxevaags Eng. & Shipbuilding Co., Bergen. 

Passenger and cargo steamer; 
“ Rosendal.” 151ft., by 231ft., by 111ft. Built 
to the order of the Hardanger 
Sondhordlandske Dampskibsselskab, Bergen, for 
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the local tourist traffic and cargo trade. 
Launched, 21st July. 


‘ Oceana.” 


Cantieri Navali di Muggiano, Muggiano, Italy. 

Twin-screw Transatlantic passenger 
steamer ; 505ft. overall, 479ft. B.P., 
by 55J ft., by 39 ft. 4 in. depth 
moulded to shelter deck; 12,300 tons displace¬ 
ment ; 9,000 gross tonnage; over 5,000 net ton¬ 
nage. Built for the Veloce Steamship Company. 
Accommodation is provided for 100 first-class 
passengers and 2,400 emigrants. The first-class 
public rooms include ladies’, music, smoking, and 
large dining saloons. The spaces allotted to the 
emigrants are specially comfortable. An inno¬ 
vation has been made in the fitting out of mess 
places to the various emigrants’ quarters, instead 
of having one large dining room. The two sets 
of triple expansion engines, constructed by the 


Wallsend Slipway & Engineering Co., Ltd., have 
cylinders 26, 44 and 75in., by 51 in. stroke, with 
six boilers working under forced draught. The 
machinery indicates 7,000 H.P., and gives the 
vessel an average sea speed of 15 knots. 
Launched, 18th August. 


Cantieri Navali Riuniti, Palermo, Italy. 

Twin-screw Transatlantic 
“ Duea d’Aosta,” passenger steamer ; 475ft., 

by 53^ft., by 30 ft. 2 in. 
The propelling machinery, constructed by 
Messrs. Odem, Sestri, consists of two sets of 
quadruple expansion engines with cylinders 23§, 
33|, 49f and 72|in., by 51^in. stroke. The 
vessel having been launched with all machinery 
on board and almost completely equipped, she 
will shortly be ready to commence her service 
between Genoa, Naples, and New York. 
Launched, 20th September. 




Reviews. 




Fighting Ships, 1909. Founded and edited by Fred 
T. Jane. Price 21/- net. (London: Sampson. 
Low, Marston & Co., Ltd., Overy House, 100, 
Southwark Street, S.E.) 

In past years we have alluded to this well- 
known annual—now in its twelfth year of issue 
—as a storehouse of facts germane to all that 
concerns the world’s fighting ships: in commis¬ 
sion, under construction, and in contemplation; 
and the edition now under notice more than ever 
merits this description. Notwithstanding the 
modern policy of mystery and secrecy on naval 
matters, Jane’s “ Fighting Ships ” may be re¬ 
garded as an authentic and well-illustrated regis¬ 
ter of the number, age, strength, and general 
character of all the fighting units in the navies 
of Great Britain, the United States, Germany, 
Japan, France, Italy, Austria, Russia, and all 
the smaller naval powers. Naturally, when the 
work was placed in our hands, the first pages we 
turned to were those dealing with the new Ger¬ 
man warships ; and although the editor only 
claims approximate accuracy for the particulars 
and plans of Germany’s new armada, they are 
undoubtedly the most reliable so far given to the 
world. No little interest also centres in the 
details of the Japanese Navy, and particularly 
of the ex-Russian ships; while the information 
concerning new Brazilian construction is of a 
most up-to-date character. Practically all the 
features which made former editions valuable 
have been retained in the 1909 issue; and special 


attention has been devoted to small and insig¬ 
nificant gunboatsi, in accord with the theory that 
in the next naval war such vessels will play a 
leading part, since, on account of their small 
value, they can be risked with impunity, while 
“ Dreadnoughts ” cannot. In Part II. of the 
work, Piofessor William Hovgaard is responsible 
for a lucid article on the “ Protection of Battle¬ 
ships against Submarine Attack ”; and Mr. 
Charles de Grave Sells, as in past issues, deals 
exhaustively with the ever-increasing subject of 
warship engineering. To the shipbuilder, the 
naval student, the politician, and the journalist, 
the latest issue of “ Fighting Ships ” will prove 
invaluable as a work of reference ; and we cannot 
but admire the industry and prescience shown in 
compiling the volume. 

The Marine Steam Turbine. Third Edition. By 
J. W. Sothern, M.I.E.S., Principal of Sothern’s 
Marine Engineering College, Glasgow. Price 
12/6 net. (London: Crosby, Lockwood & Son, 
7, Stationers’ Hall Court, Ludgate Hill, E.C.) 

The third edition of Mr. Sothern’s work makes 
a much larger book than the two previous ones. 
It has been re-written and brought up to date, 
and certainly gives a vast amount of information 
relating to marine steam turbine work. The 
author, in fact, claims that the volume, as now 
presented, contains the most extensive collection 
of marine steam turbine data yet published. 
One section of the work—that on workshop prac¬ 
tice—is of special value, having been written for 
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the use of shop managers, draughtsmen, foremen 
engineers, and others engaged in turbine con¬ 
struction. The four sections into which the 
book is divided deal with definitions and general 
practice, workshop practice, data from actual 
practice, torsion meters, etc. Valuable general 
notes are also given in an appendix, while a 
compendious index enhances the value of the 
work as a book of reference. Dealing with the 
recently proposed combination of turbines and 
dynamos with motor drives for the shafting, the 
author is somewhat pessimistic. Besides con¬ 
siderably increasing the first cost of the machin¬ 
ery, this line of development, he considers, 
would complicate the number and design of the 
working parts, and correspondingly increase the 
risks of break-down. Referring to the losses 
between turbines, dynamos, and motors, due to 
the mechanical “ gearing down ” that is neces¬ 
sary, he questions whether this and other dis¬ 
advantages would be counter-balanced by the 
expected increase of turbine propulsive efficiency, 
due to increase of turbine revolution and decrease 
of propeller revolution. Doubtless these are all 
things which lie in the lap of the future. Many 
of the author's seagoing readers, however, will 
at once join issue with him in his contention that 
one of the disadvantages would be that an engine- 
room staff of electricians, in addition to the 
usual engineers on watch, would be necessary. 
Great numbers of marine engineers have left the 
sea, and, after some little study of electrical 
engineering, have been able to take responsible 
positions in electrical power stations and else¬ 
where. Why, then, should marine engineers be 
unable to adapt themselves to electrical plant on 
board ship? The book is very clearly printed, 
and is illustrated by over 180 diagrams, photo¬ 
graphs, and detail drawings, 

Entwurf und Einrichtung von Handelsschiffen 

(The Design and Outfit of Merchant Ships). 

By Heinrich Herner. Price 11s. lOd. bound. 

(Hanover: Dr. Max Janecke.) 

This work is a good example of a type of text¬ 
book which is lacking in the English literature of 
naval architecture. The author has not merely 
collected a series of sketches, but explains how the 
details have come to be adopted, giving numerical 
examples where calculations are required for 
strength or other purposes. The book is divided 
into four sections. The first section deals with 
questions of design, including the choice of dimen¬ 
sions and block co-efficient, and the estimating of 
weights, trims, etc. The second section is con¬ 
cerned with all details other than structural steel 
work. One of the best chapters in this section is 
that describing masts, derricks, and cargo gear, of 
which the strength is gone into very fully ; while 
other chapters are devoted to towing gear, the 
stowage of boats and boat davits, anchor gear, 


steering gear, pumping and fire-extinguishing and 
water services, ventilation and heating, handrails 
and awnings, ropes, cabin arrangements, and a 
good description of sailing ships and their rigging. 
The third section deals with tonnage measurement, 
and the fourth with the regulations of the 
Seebernfsgenossenschaft (the German equivalent 
to the Board of Trade) regarding freeboard, water¬ 
tight subdivision, and other matters. Taken as a 
whole, the book, though perhaps somewhat dis¬ 
connected in parts, would form a very good model 
for an English work dealing with the same 
subjects. 

The Design of Plate Girders and Columns. By 

Professor W. E. Lilly, M.A., M.E. Price 10/6 
net. (London: Chapman & Hall, Limited, 11, 
Henrietta Street, Covent Garden, W.C.) 

The economical design of plate girders is 
rendered difficult by the complex nature of the 
stresses involved. As a consequence, empirical 
rules have been largely employed for determining 
the thickness and stiffening of the web, with the 
result that an excess of material is often pro¬ 
vided. Professor Lilly in his book develops a 
method whereby he claims that the scantlings 
of the web and stiffeners may be calculated with 
greater certainty. To show the effect of various 
dispositions of stiffeners upon the deformation 
of the web, a series of experiments were con¬ 
ducted in the Engineering Laboratory gf Trinity 
College, Dublin, a number of girders being tested 
to destruction. Full particulars and photo¬ 
graphs of the bent girders are reproduced in the 
volume under review. Whether these experi¬ 
ments entirely confirm the author’s theory is a 
matter of opinion, but they are undoubtedly of 
great interest, and should be studied by all those 
concerned with structural work. With regard 
to struts, Professor Lilly has also carried out a 
number of most valuable experiments. As the 
result of his investigations, he confirms the 
general accuracy of the well-known Rankine 
Gordon formula, but considers the formula may 
be improved by the inclusion of an extra factor 
to allow for secondary flexure. The modified 
formula is clearly stated in the book, and will 
doubtless be largely used for calculating the 
strength of columns. 

Engineering Wonders of the World, Parts VI. to 
XII. (fortnightly). Price 7d. each. (London 
and Edinburgh: Thomas Nelson & Sons.) 

The seven parts of this large and well-illus¬ 
trated work, now before us, more than fulfil the 
promise of the first sections of the book reviewed 
in our last issue. The shipbuilding and marine 
engineering chapters, written in a popular style 
but containing much that will interest those 
actually engaged in the twin industries, are de¬ 
voted to the designing, building, launching, 
fitting out, and testing of large steamships, types 
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of warships, propelling machinery, and equip¬ 
ment of a modern shipyard. 

Other Books received. 

Transactions of the North-East Coast Insti¬ 
tution of Engineers and Shipbuilders!, Parts 7, 
8 and 9 of Vol. XXV., Session 1908-1909. 

Blue Book of American Shipping, 1909; 
Pen ton Publishing Co., Cleveland, Ohio, U.S.A. 

Catalogues received. 

J. H. Holmes & Co., Portland Road, Newcastle^ 
on-Tyne,—List of electrical installations of 
engineering works, shipyards, railways*, and 
dockyards carried out; profusely illustrated. 


International Tug Company, Rotterdam.— 
Beautifully printed brochure dealing with the 
company's 5 ocean and 20 river tugs and the 
work they have carried out. The illustrations 
include several representing the three bucket 
dredgers and one suction dredger being trans¬ 
ported from Emden and Amsterdam to Shanghai 
by the tugs Thames and Schelde , claimed to be 
the world's record for the longest towage ever 
undertaken without damage to the craft in tow. 


The Publisher of The Shipbuilder will be 
pleased to supply to readers any of the books 
reviewed at the prices mentioned. 


Proceedings of tde Wechnieal Societies. 


British Association. (Winnipeg Meeting.) 

Presidential Address to the Engineering Sec¬ 
tion, by Sir William H. White, K.C.B., D.Sc., 
LL.D., F.R.S. (26th August,) 

“ Hydroplanes or Skimmers." By Sir John 
I. Thornycroft, F.R.S. (26th August.) 

“ Improvements in the Navigation of the St. 
Lawrence." By Lieut.-Col. William P. Ander¬ 
son. (27th August.) 

“The St. Lawrence Route : Montreal Harbour." 
By Major G. W. Stephens. (27th August.) 

“ The Behaviour of Ductile Material under 
Torsional Strain." By Mr. C. E. Larard. (31st 
August.) 

“ Grain-Handling." By Mr. W. B. Lanigan. 
(31st August.) 

Institution of Engineers and Shipbuilders in 
Scotland, and North-East Coast Institution 
of Engineers and Shipbuilders. (Joint Con¬ 
ference in Glasgow ; 4th and 5th August.) 

“ A Slight Sketch of the History of Propel¬ 
lants." By Sir Andrew Noble, Bart., K.C.B., 
F.R.S., D.Sc. 

“ Notes on the Trials and Performances of the 
s,s. Otaki, fitted with a Combination of Recipro¬ 
cating and Turbine Machinery." By Engineer- 
Commander W. McK. Wisnom, R.N. 

“ Sixty Years of Merchant Shipbuilding on the 
North-East Coast," By Mr. G. B. Hunter, D.Sc., 
and Mr. E. W. DeRusett. 

“ Fifty Years of Warship-building on the 
Clyde." By Professor J. H. Biles, LL.D. 

Institute of Marine Engineers. 

“ Refrigeration Installations, with Special 
Reference to the Arrangements necessary when 
Narrow Limits of Temperature are required." 
By Mr. R. Balfour. (24th July.) 

“ The Extended Use of Electricity on board 


Ship." By Mr. John McLaren. (4th Septem¬ 
ber.) 

“ The Treatment of Marine Boilers on Long 
Voyages." By Mr. H. Ruck-Keene. (4 th 
September.) 

“ Water-Hammer." By Mr. B. N. King. 
(27th September.) 

“ Hydraulic Gear for Passenger Steamers." 
By Mr. A. M. McAlister. (27th September.) 

Institution of Mechanical Engineers. 

“ The Advance of Marine Engineering in the 
Early Twentieth Century." By Mr. A. J. 
Maginnis. (27th July.) 

Iron and Steel Institute. (London Meeting; 28th, 
29th, and 30th September.) 

“ The Determination of the Economy of Re¬ 
versing Rolling Mills." By Mr. C. A. Ablett, 
B.Sc, 

“ Tests of Cast Iron." By Mr. E. Adamson. 

“ Artificial Magnetic Oxide of Iron." By Mr. 
F. J. R. Carulla. 

“ Action of Air and Steam on Pure Iron." 
By Mr. J. Newton Friend, Ph.D., M.Sc. 

“ Corrosion of Iron." By Mr. J. Newton 
Friend, Ph.D., M.Sc. 

“ Uniform Moisture in Blast." By Mr. 
Greville Jones. 

“ The Fuel Economy of Dry Blast as indicated 
by Calculations from Empirical Data." By Mr. 
R. S, Moore. 

“ The ‘ Growth ' of Cast Iron after Repeated 
Heatings." By Professor H. F. Rugan and Pro¬ 
fessor H. C. H. Carpenter, M.A., Ph.D. 

“ The Serviceable Life and Cost of Renewals 
of Permanent Way." By Mr. R. Price-Williams. 

“ The Constitution of Carbon-tungsten Steels." 
By Mr. T. Swinden, B.Met. 

“ Production of Iron and Steel by the Electric 
Smelting Process." By Mr, E, J. Ljungberg. 
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NOTICES. 


To Correspondents. 

The Editor solicits any suggestions from readers 
for the improvement of the periodical, and every 
consideration will be given to contributions and 
illustrations offered for publication in The Ship¬ 
builder. Correspondence must be accompanied by 
the writer’s name and address, not necessarily for 
publication, but as a guarantee of good faith. It 
is preferred, however, that articles published 
should be signed by the writer. 

Shipbuilders and marine engineers are requested 
to send, for insertion, reports of their launches, 
trial trips, etc. ; and publishers are invited to for¬ 
ward, for review, copies of new books on subjects 
of interest to those engaged in shipbuilding and 
marine engineering. 

Communications should be addressed to the 
Editor, The Shipbuilder , Newcastle-on-Tyne. 

Subscriptions, Home and Foreign. 

The Shipbuilder is published four times a year— 


THE “MAURETANIA” 

As we go to press, we have still on hand a 
limited number of copies of the special Mauretania 
Number (2nd edition) containing a full description 
of the famous liner, her turbine machinery and 
auxiliaries, and illustrated with 200 plans, draw¬ 
ings, coloured plates of the passenger accommoda¬ 
tion, etc., etc. We shall be glad to supply copies 
so long as our stock lasts at 4s. 6d. in the British 
Isles, or 5s. Od. abroad, post free. The copies now 


on the 15th of January, April, July, and October 
respectively. The periodical will be supplied direct 
from the Publisher, for twelve months, post free, 
at the following rates, payable in advance :— 

For the United Kingdom ... ... 3s. Od. 

For all places abroad ... ... 3s. 6d. 

Remittances should be forwarded to the Publisher 
of The Shipbuilder , Newcastle-on-Tyne. 

United States Subscribers. 

For the convenience of residents in the United 
States, copies of The Shipbuilder can be purchased 
from Mr. Henry Arnott, New York Shipyard, 
Camden, N.J., as well as direct from the Publisher. 

Advertisements. 

Correspondence regarding advertisements should 
be addressed to the Publisher of The Shipbuilder , 
Townsville House, Heaton, Newcastle-on-Tyne. 
Telegrams: “ Amidships, Newcastle-on-Tyne.” 

Telephone : No. 450 City. 


SOUVENIR NUMBER. 

offered are tastefully bound in cloth. Our supply 
of copies in paper covers is exhausted, and no 
further edition will be issued. 

The set of four coloured plates presented with 
the Mauretania Number will be sent to any reader 
on receipt of a remittance of 8d. 

Remittances should be addressed to the Pub¬ 
lisher of The Shipbuilder , Newcastle-on-Tyne. 


OUR THIRD VOLUME. 


As the last Spring Number (No. 12) completed 
Volume III. of The Shipbuilder , and as many of 
our subscribers will doubtless be desirous of 
having their copies bound, we have prepared 
specially designed covers, in red art cloth, em¬ 
bossed in gold, and uniform with the cases we 
supplied for Volumes I. and II. We shall for¬ 
ward one of these covers to any address at home 
for 2s. Od., or 2s. 6d. abroad, post free. 

Complete copies of Volume III., bound as 
described above, will be supplied at 6s. Od. to 


addresses at home, or 6s. 6d. abroad, post paid. 
Bound copies of the four ordinary numbers 
constituting Volume II. can also be obtained at 
the same price 

With the exception of No. 2, Vol. I., all back 
numbers of The Shipbuilder are still in print, 
and can be obtained at 9d. per copy, or 10|d. 
abroad, post free. 

Remittances should be addressed to the Pub¬ 
lisher of The Shipbuilder , Newcastle-on-Tyne. 


The 33-knot destroyer Zulu , launched recently 
at Hebburn, is the 22nd torpedo-boat destroyer 
built by Messrs. R. & W. Hawthorn, Leslie & Co. 

With reference to the work “ Lake Shipyard 
Methods of Steel Ship Construction/’ reviewed 
in our last issue, which describes the American 
system of building large cargo carriers for service 
on the Great Lakes, we desire to announce that 


the demand for copies of the book has been so 
great that our stock is at the moment exhausted. 
Another supply, however, will reach us from 
America in a few days, when the copies on order 
will be promptly despatched. The book is pub¬ 
lished at 8s. 6d. post free, and the Publisher of 
The Shipbuilder will be glad to supply any further 
copies required. 


Published by A. G. Hood, Newcastle-on-Tyne, and printed by R. Robinson & Co. Ld., Newcastle-on-Tyne. 
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f YEAR ago, writing of the shipbuilding 
prospects for 1909, we gave it as our 
opinion that for the greater part of the 
year there would be but little improve¬ 
ment in the condition of the industry, and the 
accuracy of this forecast has been proved by the 
relatively small increase in the volume of tonnage 
put into the water during the year as compared 
with the extremely low output of 1908. In 1909 
there were launched from British yards mercan¬ 
tile and war vessels of a total tonnage of about 
1,180,500 (including the ships built at the Royal 
Dockyards) as against a tonnage of about 
1,075,500 during the previous year. The war¬ 
ship construction of the year is dealt with in 
detail elsewhere in the present issue, but atten¬ 
tion may here be drawn to the fact that the pro¬ 
portion of war vessels to merchant ships included 
in the aggregate output of British yards has been 
greater than for many years past. In contrast 
to the work in British centres, the returns re¬ 
ceived from foreign shipbuilders, as detailed 
later, show a decrease as compared with their 
output of 1908, and this in spite of the fact that 
the warships launched abroad have been much 
more numerous than usual, especially in Germany 
and France. 

As regards the production of mercantile 
tonnage, no record-breaking vessels, either in the 
matter of dimensions or speed, have been launched 
during 1909, the largest vessel to leave the stocks 
being the fine twin-screw mail and passenger 
steamer Balmoral Castle , of about 13,000 gross 
tonnage and 16 knots 7 speed, built by the 
Fairfield Shipbuilding & Engineering Co., Govan, 
for the Union-Castle Mail Steamship Co. and 
described in the “ Launches 77 section of this 
issue. Following the Balmoral Castle , the next 
largest vessels launched are the Orient liners 


Otranto , Orvieto , and Osterley , of about 12,130 
tons and 18 knots 7 speed, the two first-named 
built by Messrs. Workman, Clark & Co., Belfast, 
and the latter by the London & Glasgow Engi¬ 
neering & Shipbuilding Co., Govan. 


PROSPECTS FOR 1910. 

In the interests of the permanent revival in 
shipping which is so much needed, the low output 
of mercantile tonnage during the past year is, in 
our opinion, a matter for congratulation, helping 
as it does to counterbalance, or at least reduce, 
the over-production which took place prior to 

1908. So far as plain cargo-carrying or tramp 
tonnage is concerned, the surplus available, to 
which reference was made in our review a year 
ago, has not yet been absorbed. This fact is only 
too convincingly brought home when one studies 
the returns of laid-up tonnage in the various 
shipping centres, which comprises a fair propor¬ 
tion of modern as well as the usual obsolete 
vessels. That there will be a gradual, if slow, 
improvement in the demand for tramp tonnage 
during 1910, however, is reasonably certain, pro¬ 
vided that the number of new vessels of this class 
placed on the freight market is not excessive. 
The caution of the shipowner, based on the un¬ 
fortunate experience of the past few years, should 
be our guarantee against this. 

On the whole we regard the shipbuilding 
prospects for the year on which we are now enter¬ 
ing as considerably brighter than were those for 

1909. The new merchant work booked during 
the past three months (especially in the Clyde 
district) has been considerable; and warships 
placed during the same period include three 
battleships, a battleship-cruiser, and four second- 
class cruisers. As the year advances, a gradually 
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increasing number of purely cargo-carrying ves¬ 
sels will doubtless be ordered; while the demand 
for new vessels for the coasting and general pas¬ 
senger trades, and for steamers for special pur¬ 
poses such as cable-laying, train-transporting, 
etc.—which, of course, do not affect the general 
freight market.—will in all probability be more 
than maintained. Finally, further warship 
requirements—home, colonial, and foreign—may 
be expected again to play no* inconsiderable part 
during 1910 in the revival of the shipbuilding 
industry. 


THE BLUE RIBBON. 

In the following list of the six shipbuilding 
firms responsible for the largest tonnage launched 
during 1909, Ireland is represented by one firm, 
the North-East Coast of England by two, the 
West Coast by one, the Clyde by one, and the 
United States by one. In our reference to 
American shipbuilding we give particulars of the 
tonnage turned out from the seven widely- 
scattered yards controlled by the American Ship¬ 
building Company. Collectively, there have 
been launched from these yards 20 vessels of 
87,951 tons, consisting for the most part, as in 
past years, of bulk freighters for trading on the 
American Great Lakes. 


For 1909. 

Builders. Vessels. Tons. 

Workman, Clark & Co. 16 ... 88,952 

Swan, Hunter, & Wigham 

Richardcon . 23 ... 70,852 

Vickers, Sons & Maxim . — ... 60,200 

Russell & Co. 14 ... 55,519 

Newport News Shipbuilding Co.... 11 ... 41,574 


Northumberland Shipbuilding Co. 9 ... 41,470 

These figures are all Board of Trade gross tons, 
with the exception of the return of Messrs. 
Vickers, Sons & Maxim, which is displacement 
tonnage, and the Newport News Shipbuilding 
Company's output, which is also partly displace¬ 
ment tonnage, both companies having built 
warships. 

The following table shows the four leading 
firms for the five previous years, omitting the 
total returns of the American Shipbuilding 
Company:— 


For 1908. 


Builders. 

B.T. Tons. 

Harland & Wolff, Ltd. 

Swan, Hunter, & Wigham Richardson .. 

Armstrong, Whitworth & Co. 

Workman, Clark & Co. 

. 106,528 
. 60,266 
. 51,384* 

. 50,303 

* Partly displacement. 


For 1907. 


Wm. Doxford & Sons . 

Swan, Hunter, & Wigham Richardson .. 

Harland & Wolff, Ltd. 

Russell & Company . 

91,254 
. 75,460 

. 74,115 

71,705 


For 1906. 


Builders. B.T. Tons. 

Swan, Hunter, & Wigham Richardson ... 118,039 

William Doxford & Sons, Ltd. 99,765 

Harland & Wolff, Ltd. 83,238 

William Gray & Co., Ltd. 74,933 

For 1905. 

William Doxford & Sons. Ltd. 86,632 

Harland & Wolff, Ltd. .. 85,287 

Swan, Hunter, & Wigham Richardson ... 74,424 

Russell <fc Co. 71,540 

For 1904. 

Russell & Co. 73,689 

Swan, Hunter, & Wigham Richardson ... 59,852 

William Gray & Co., Ltd. 57,387 

William Doxford & Sons, Ltd. 53,050 


Possibly, however, the best method of forming 
an accurate idea of the tonnage production of the 
various great firms is to take their average output 
over a period of years. We therefore append a 
table showing the average annual output of the 
five firms who' have built the largest amount of 
tonnage during the last 4, 5, 6 and 7 years:— 

For 4 years—1906-9 inclusive. 


Builders. B.T. Tons. 

Swan, Hunter & Wigham Richardson . 81,154 

Harland & Wolff, Belfast . 73,397 

Workman, Clark & Co., Belfast . 66,995 

Wm. Doxford & Sons, Sunderland . 59,921 

Russell & Co., Port-Glasgow . 59,795 

For 5 years—1905-9 inclusive. 

Swan, Hunter, & Wigham Richardson . 79,808 

Harland & Wolff, Belfast . 75,775 

Wm. Doxford & Sons, Sunderland . 65,263 

Workman, Clark & Co., Belfast . 65,234 

Russell & Co., Port-Glasgow . 62,144 

For 6 years—1904-9 inclusive. 

Swan, Hunter, & Wigham Richardson . 76,482 

Harland & Wolff, Belfast . 68,453 

Russell & Co., Port-Glasgow . 64,068 

Wm. Doxford & Sons, Sunderland . 63,228 

Workman, Clark & Co., Belfast . 61,740 

For 7 years—1903-9 inclusive. 

Harland & Wolff, Belfast . 74,454 

Swan, Hunter, & Wigham Richardson . 74,354 

Russell & Co., Port-Glasgow . 61,460 

Wm. Doxford & Sons, Sunderland. 59,889 

Workman, Clark & Co., Belfast. 59*311 


THE GREAT SHIPBUILDING CENTRES. 

On the North-East Coast of England—by 
which we mean the district extending from Blyth 
to the Tees—in 1909, as in past years, there was 
launched a larger quantity of tonnage than in 
any other shipbuilding district in the world, 
viz .:— 


Tyne and Blyth . 199,300 

The Wear . 132,600 

Tees and Hartlepool . 122,700 

Total . 454,600 
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Private builders in other English centres were 
responsible for an output of about 132,000 tons, 


made up as follows:— 

The Humber District . 24,500 

Thames, English Channel, and 

Bristol Channel Districts ... 22,300 

West Coast . 85,200 


Total . 132,000 

Scottish shipbuilders launched vessels repre¬ 
senting about 427,200 tons, viz .:— 

The Clyde . 403,000 

The Forth . 9,250 

Tay and District. 8,100 

Dee and Moray Firth . 6,850 


Total . 427,200 


Irish builders produced about 121,000 tons of 
shipping. 


THE TYNE AND BLYTH. 

Messrs. Swan, Hunter, & Wigham Richardson’s 
output—70,852 Board of Trade gross tons or 
77,637 tons including erections—entitles them to 
the second position among the world’s tonnage 
producers for the past year. Their maximum out¬ 
put was recorded in 1906, when they launched 25 
vessels of 118,039 B.T. tons or 126,921 tons in¬ 
cluding erections, and this figure so far consti¬ 


tutes a record for any one firm in a single year. 
Their most noteworthy vessels included in the 
return given below are the Simcoe , built for the 
Canadian Government’s lighthouse and buoy 
service in Georgian Bay; the Drottning Victoria, 
a large train ferry built for the Swedish State 
Railways and described in a recent issue of The 
Shipbuilder (No. 13, Yol. IV.); the Telconia , a 
cable steamer; the Tortona, an Atlantic passen¬ 
ger and emigrant steamer ; the Prince Rupert, 
a fast passenger steamer described elsewhere in 
the present issue; the City of Colombo, an 
Ellerman liner; and the four large oil tank 
steamers. It will also 1 be observed that the 
return includes one floating dock. 

In spite of trade depression, a comparison with 
the returns of previous years shows that the 
Northumberland Shipbuilding Co. have more 
than maintained their position as shipbuilders 
during 1909. Included in their return are four 
large deadweight-carrying steamers, two for 
Messrs. Furness, Withy & Co.’s Rotterdam- 
Baltimore Line to carry about 8,000 tons, and 
two for Mr. D. Tripcovich to carry about 8,100 
tons. There are also several examples of the 
company’s well-known type of vessel to carry 
7,500 tons, two being repeat orders from Messrs. 
Thomas Dunlop & Sons and another for Messrs. 



naat 






Photo by] The Twin=screw Train Ferry “Drottning Victoria.” [Frank & Sons, Shields. 

(Built by Messrs. Swan, Hunter, & Wigham Richardson.) 
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John Greenlees & Co., Glasgow. Work at pres¬ 
ent in hand includes four more 7,500 tenners, 
four single-deck steamers of about 7,250 tons 
D.W., and a vessel to carry 8,800 tons. At the 
time of going to press all their building berths 
are occupied. 

The return made by Sir W. G. Armstrong, 
Whitworth & Co. for the past year is much below 
their average. Their Walker Shipyard has been 
very slack, but the warship-building department 
at Elswick has been well employed. For the 
past nine years their average annual output has 
been 46,325 tons, as against the 15,964 actually 
launched in 1909. From 1852 to the end of last 
year, they have built at Walker and Elswick the 
following vessels:— 

122 warships . 321,262 tons displ. 

424 passenger and cargo 

steamers . 652,970 tons gross. 

97 petroleum steamers . 280,075 tons gross. 

85 ice-breakers, dredgers, etc. 51,270 tons gross. 

93 paddle steamers . 24,840 tons gross. 

821 vessels . 1,330,417 tons. 

During the past year Palmers; Shipbuilding 
and Iron Co. have launched no> merchant steamer, 
their output of 1,620 tons displacement being 
made up by two British torpedo* boats and the 
33-knot destroyer Viking. 

SWAN, HUNTER, & WIGHAM RICHARDSON, 
LTD., WALLSEND AND WALKER. 


Vessel. Tons. 

“ Simcce ” (twin-screw) . 977 

“ Dearne” . 1,227 

“ Drottning Victoria” (twin-screw) 4,988 

“ Telconia ” (twin-screw) . 1,050 

“ Keyport ” . 1,752 

“ Saga ” . 3,025 

“ Annaberg ” 5,865 

“ Florinda ” . 2,332 

“ Kaministiquia ” 2,173 

“ Querida ” 1,380 

“ Danubian ” (oil steamer) . 5,244 

“ Salvador ” . 1,150 

“ Natalia ” . 2,333 

“ Patella ” (oil steamer) . 5,827 

“ San Antonio ” (oil steamer) . 5,385 

“ British Sun ” (oil steamer) . 6,005 

“ Tortona ” (twin-screw) . v ... 8,157 

“ Prince Rupert ” (twin-screw) . 2,850 

“ Newona ” 2,179 

“ Keywest ” . 1,725 

Penarth Floating Dock . 3,750 

“ Port Colborne ” . 1,729 

“ City of Colombo ” . 6,534 

Total (with erections) . 77,637 

NORTHUMBERLAND SHIPBLDG. CO., HOWDON. 

Vessel. Tons. 

“ Savannah ” 6,300 

“Feliciana” .. 4,750 

“ Parisiana ” . 6,275 

“ Errington Court” . 5,100 

“Queen Eugenie” . 4,850 

“ Queen Maud ” . 4,850 

“Netherpark” . 4,850 

“ Gerania ” . 5,525 

“ Himalaia ” . 5,525 


Total (with erections) . 48,025 


R. & W. HAWTHORN, LESLIE & CO., LTD., 
HEBBURN. 


Vessel. B.T. Tons. 

H.M. Torpedo Boat No. 33 . 328* 

H.M. Toruedo Boat No. 34 . 328* 

H.M. Destroyer “Zulu” . 1,080* 

“ Vollrath Tham ” . 5,807 

“ Chapala ” . 159 

“ Protesiiaus ” . 9,528 


Total . 17,230 

* Displacement. 

SIR W. G. ARMSTRONG, WHITWORTH & CO., 
ELSWICK AND WALKER. 

Vessel. B.T. Tons. 

“Bahia” (Brazilian scout) . 3,102* 

“ Rio Grande do Sul ” (Brazilian 

scout) . 3,102* 

“ Minhla ” . 1,300 

“ Nyounghla ” (twin-screw) . 367 

“ Yenang Young” (twin-screw) . 367 

“ Magwe ” (twin-screw) . 367 

B.O.C. 116 

B.O.C. 116 

H.M. Cruiser “Newcastle” .... 4,821* 

“ Posteiro” . 2,306 


Total .. 

* Displacement. 


15,964 


JOHN READHEAD & SONS, SOUTH SHIELDS. 


Vessel. 

“ Trelissick” .. 
“ Highcliffe ” .. 

“ Treveal” . 

“ Zurichmoor” 


B.T. Tons. 

4,168 

3,238 

4,160 

3,786 


Total . 15,352 


OTHER TYNE AND BLYTH FIRMS. 


Builders. Vessels. 

Wood, Skinner & Co., Ltd., Bill 

Tons. 

Quay . 

Tyne Iron Shipbldg. Co., Willing- 

5 ... 

8,590 

ton Quay . 

3 ... 

8,423 

Blyth Shipbldg. & Dry Docks Co. 

10 ... 

6,276 

R. Stephenson & Co., Hebburn 
Smith’s Dock Co., North Shields 
Palmers Shipbldg. & Iron Co., 

1 ... 

4,386 

20 ... 

4,322 

Jarrow . 

J. P. Rennoldson & Sons, South 

3 ... 

1,620 

Shields . 

William Dobson & Co., Low 

6 ... 

1,553 

Walker . .. 

1 ... 

1,387 

Hepple & Co., So. Shields . 

J. T. Eltringham & Co., South 

9 ... 

945 

Shields . 

* Displacement. 

THE WEAR. 

3 ... 

937 


In the Wear district, which suffered so severely 
from the prevailing depression of 1908, the revival 
in shipbuilding during 1909 has been marked, ten 
of the twelve firms engaged in the industry report¬ 
ing a greatly increased output. The yard of Sir 
James Laing & Sons, which in 1908 was respon¬ 
sible for a tonnage of 9,754, has been entirely 
unproductive during the past year. 
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WM. DOXFORD & SONS, PALLION. 


Vessel. B.T. Tons. 

“Kurow” . 2,580 

“ Emma Sauber”. 2,475 

“ Inland ” (turret steamer). 2,290 

“ Nyland” (turret steamer. 3,321 

“Vogesen”. 3,701 

“ Dalemoor” (turret steamer). 4,124 

“Cloutsham”. 4,951 

“Edilio”. 4,951 


Total . 28,393 

SHORT BROTHERS, LTD., SUNDERLAND. 

Vessel. B.T. Tons. 

“Legia” . 1,905 

“Brugia”. 1,908 

“Dania”. 1,448 

“Hartside”. 2,740 

“Heatherside. 2,767 

“Bruxellia”. 1,915 

“ Cacique ”. 4,858 

“Russia”. 2,696 


Total . 20,237 

JOS. L. THOMPSON & SONS, NORTH SANDS. 
Vessel. B.T. Tons. 

“ Brinkburn ”. 3,581 

“ Kingsgate ”. 3,827 

“ South Atlantic ”. 3,717 

“Wakefield”. 4,072 

“ Collingham ” . 4,072 


Total . 19,269 

SUNDERLAND SHIPBUILDING CO., LTD. 
Vessel. B.T. Tons. 

“ Harlesden ” . 4,334 

“ Polvarth” . 3,146 

“Hebe” . 1,555 

“Mapleton” . 1,781 

“ Germaine” . 1,391 

“Danae”. 1,500 


Total . 13,707 

ROBT. THOMPSON & SONS, SOUTHWICK. 
Vessel. B.T. Tons. 

“Morien” . 834 

“Liversons” . 1,774 

“ Relillio ” . 2,398 

“Rubio”. 2,395 

“ Monkstone ” . 3,097 

“Karuma”. 2,990 


Total . 13,488 

OTHER WEAR FIRMS. 

Builders. Vessels. Tons. 

Bartram & Sons, South Dock ... 2 ... 7,434 

S. P. Austin & Son, Wear Dock¬ 
yard. 5 ... 7,029 

John Crown & Sons, Strand Slip¬ 
way . 6 ... 6,583 

Osbourne, Graham & Co., Hylton 5 ... 5,950 

Wm. Pickersgill & Sons, Sunder¬ 
land . 3 ... 5,090 

John Blumer & Co., North Dock 1 ... 2,838 

J. Priestman & Co., Castletown 
Yard. 2 ... 2,617 


TEES AND HARTLEPOOL. 

The majority of the firms in the Tees and 
Hartlepool district report a considerably in¬ 
creased output for the past year as compared with 
the figures for 1908. In 1908 Irvine’s Shipbuild¬ 
ing & Dry Dock Co.’s output was only 14,200 
tons, and for the past year it has risen to 37,004 
tons. In all, some 485 vessels have been built 
at the co-partnery yards of the Irvine Company, 
and the succeeding vessels will now be numbered 
486, &c. The return of the other Hartlepool 
firm, Messrs. William Gray & Co., shows an in¬ 
crease from 27,188 tons for 1908 to 35,583 tons; 
while the third firm on the list.—Messrs. Richard¬ 
son, Duck & Co., Stockton—have during the past 
year surpassed their 1908 output by 10,297 tons. 
With regard to> the return of Sir Raylton Dixon 
and Co., Middlesbrough, it will be observed that 
the four patent cantilever-framed topside-tank 
steamers represent nearly 11,000 tons. 

IRVINE’S SHIPBLDG. & DRY DOCK CO., 
WEST HARTLEPOOL. 


Vessel. Tons. 

No. 168 . 1,440 

No. 169 . 1,524 

No. 170 . 4,240 

No. 171 . 4,240 

No. 172 . 2,050 

No. 309 . 3,425 

No. 310 . 3,425 

No. 311 . 4,105 

No. 312 . 4,105 

No. 313 . 4,240 

No. 486 . 4,210 


Total (with erections) . 37,004 

WM. GRAY & CO., WEST HARTLEPOOL. 

Vessel. Tons. 

“ Eretza-Mendi ” . 4,463 

“ Bjornstjerne Bjorn son . 6,387 

“ Rossano ” . 4,096 

“ Harpeake ” . 5,130 

“ Caterino ” . 4,096 

“Breynton” . 5,182 

“ Hargrove ” . 1,712 

“Rachel” . 4,517 

Total (with erections) . 35,583 

RICHARDSON, DUCK & CO., STOCKTON. 

Vessel. Tons. 

“ Tintern Abbey ” . 1,952 

2 Lighters . 266 

“Thessaly” . 4,376 

“Edenmore” .. 4,007 

“ Dalserf ” . 1,920 

“ Dalveen ” . 1,920 

“ Rustington ” . 3,883 


Total (with erections) . 18,324 

ROPNER & SONS, STOCKTON. 
Vessel. Tons. 

“ Bismarck ” . 4,938 

“ Holtby ” . 4,030 

“ Gladstone ” . 4,927 

“ Pikepool ” . 4,040 


Total (with erections) . 17,935 
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SIR RAYLTON DIXON & CO., MIDDLESBRO’. 


Vessel. B.T. Tons. 

“ Paulina ”* . 2,672 

“ Victor Hugo ”* . 2,290 

“ Char ” (barge) . 346 

“Westgarth” . 1,553 

“ Rochester City ”* . 1,280 

No. 547* . 4,520 


Total . 12,661 

* Patent cantilever-framed topside-tank steamers. 


CRAIG, TAYLOR & CO., THORNABY. 


Vessel. 

“ Magdalena : 
“ Roscawen ” 
“ Ashtree ” . 
“ Benwood ” 


B.T. Tons. 
2,390 
2,120 
1,579 
4,300 


Total . 10,389 

OTHER TEES AND HARTLEPOOL FIRMS. 

Builders. Vessels. Tons. 

R. Craggs & Sons, Middlesbro’... 2 ... 4,972 

W. Harkess & Son, Middlesbro’... 3 ... 2,544 


THE HUMBER DISTRICT. 

Earle’s Shipbuilding & Engineering Co., Hull, 
report the launch during 1909 of ten vessels 
aggregating 9,745 tons—an increase of 3,615 tons 
on the return for the previous year. The prin¬ 
cipal items in their last year’s output were five 
vessels—the Kelso, Aaro, Nero, and Livorno — 
for the Wilson Line, of Hull. The return of 
Messrs. Cook, Wei ton & Gemmed, Beverley-— 
mostly trawlers—shows a marked improvement 
in volume compared with their output for the 
previous year, while the 11 trawlers, etc., 
launched by Messrs. Cochrane & Sons, Selby, 
practically equal in tonnage their output of 24 
vessels for 1908. The largest vessel included in 
the return of the Goole Shipbuilding & Repairing 
Co. is the cable steamer Retriever, of 675 gross 
tonnage, built for one of the cable companies 
controlled by Sir John Denison Pender, 
K.C.M.G. 

Builders. Vessels. Tons. 

Earle’s Shipbldg. & Eng. Co., Hull 10 ... 9,745 
Cook.Welton & Gemmell, Beverley 20 ... 4,538 

Cochrane & Sons, Selby . 11 ... 4,026 

Goole Shipbldg. & Repairing Co.... 5 ... 1,915 

Jos. Scarr & Son, Beverley and 

Howden . 13 ... 1,700 

W. H. Warren, New Hclland . 6 ... 1,360 

Henry Scarr, Hessle . 7 ... 1,130 

THAMES, ENGLISH CHANNEL, AND 
BRISTOL CHANNEL DISTRICTS. 

The return of Messrs. G. Rennie & Co. for the 
past year comprises a number of vessels of a 
special and interesting type, including two lifting 
camels each displacing 700 tons, the largest of 
their kind in the world; a train-wagon ferry of 
550 tons displacement for conveying the trains of 
the new Nigerian Railway across the river; and 
what is described as the largest screw-in-tunnel 
vessel in the world, a twin-screw steamer 210ft., 


by 36ft., by 7ft., by 4Jft. draught loaded, pro¬ 
pelled by engines indicating 1,200 H.P. Messrs. 
John I. Thornycroft & Co., Southampton, have 
the construction of 12 very varied craft to their 
credit as well as numerous motor boats. Their 
most important contracts were the 33-knot 
destroyer Nubian for the British Government; 
the Paso de San Lorenzo and Paso de Martin 
Garcia, twin-screw shallow-draught river 
steamers, each of 703 tons gross, for the Argen¬ 
tine ; the large twin-screw yacht Miranda, built 
for Lord Leith of Fyvie; and four twin-screw 
ferry steamers, shipped to the order of the Port 
Commissioners of Calcutta for their passenger 
service. Messrs. Thornycroft have now in hand 
five ocean-going destroyers for the British Ad¬ 
miralty, a mine-laying vessel for the Portuguese 
Government, a large shallow-draught tugboat 
for Russia, and a number of motor boats. Messrs. 
J. Samuel White & Co.’s return is made up of 
torpedo-boat destroyers, shallow-draught vessels, 
and special steamboats for warships ; and they 
also have now a number of destroyers in hand. 


Builders. Vessels. Tons. 

G. Rennie & Co., Greenwich . 19 ... 5,205* 

C. H. Walker & Co., Sudbrook, 

Mon.. 35 ... 4,567 

John I. Thornycroft & Co., 

Southampton . 12 ... 4,084f 

J. Samuel White & Co., East 

Cowes . 14 ... 3,000 

John Chambers, Lowestoft . 18 ... 1,170 

Other firms . — ... 4,300 


* Displacement. t Partly displacement. 


THE WEST COAST. 

The two most important returns from the 
district extending from the Dee to the Solway 
are those of Messrs. Vickers, Sons & Maxim and 
Messrs. Cammell, Laird & Co. The former only 
built 12,487 tons of shipping in 1908, but for the 
past year their output has risen to 60,200 tons 
displacement. Orders recently taken here in¬ 
clude the great battleship-cruiser (a sister to the 
Lion building at Devonport) and another cruiser 
of the improved Bristol type. Concerning the 
very varied return received from Messrs. 
Cammed, Laird & Co., it may be pointed out that 
the vessels enumerated in the first four lines, 
representing 2,972 tons, were built at the Birken¬ 
head Works, and the remainder, 16,735 tons, at 
the Tranmere Shipyard. 

VICKERS, SONS & MAXIM, LTD., BARROW. 

Vessel. Tons. 

H M. Battleship “Vanguard” 

H.M. Cruiser " Liverpool ” 

“ Sao Paulo ” (Brazilian battleship) 

“ Jose Marque ” (steam ferry) 

“ Earl Grey ” (ice-breaker) 

Floating Dock for Northern Nigeria 
Various small vessels, including sub¬ 
marines 


Total . 60,200* 

* Displacement. 
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CAMMELL, LAIRD, & CO. 


Vessel. Tons. 

Nine screw tugs . 846 

H.M. Destroyer “ Renard ” . 840* 

“ Toxteth ” (coal barge) . 897 

“ Guanabacoa ” (double-ended ferry 

boat) . 389 

“Ucayali” (turbine) . 4,100 

“ Huallaga ” (turbine) . 4,100 

“ Highland Laddie ” 7,300 

Four pontoons . 462 

Two twin-screw tugs . 120 

“ Axholme ” (stern-wheel) . 126 

Launches, lighters, tug, and buoy ... 527 

Total . 19,707 

* Displacement. 

OTHER WEST COAST FIRMS. 

Builders. Vessels. Tons. 

W. J. Yarwood & Sons, Northwich 12 ... 1,789 

Lytham Shipbldg. & Eng. Co. 17 ... 1,597 

Other firms . — ... 2,000 


SCOTLAND. 

The shipbuilding output of the Clyde and 
other Scottish centres during 1909 shows a con¬ 
siderable advance upon the output for the 
previous year, although still short' of the figures 
for 1907 and even more so of those for 1906. As 
regards the Clyde alone, the output for the twelve 
months consists of vessels aggregating about 
403,000 tons. This represents an increase of 
almost 48,000 tons over the figures for 1908, but 
a decrease of as much as 217,000 tons when com¬ 
pared with the return for 1907. The output for 
1909 is made up by 354 vessels as against 570 
vessels in 1908, during which an exceptionally 
large number of items were small craft, many of 
them barges and lighters for shipment abroad. 
The average tonnage of the vessels launched 
during last year, therefore, is considerably higher 
than for the previous year. In point of fact it 
is 1,138 tons, as compared with only 624 tons in 
1908, and 1,179 tons in 1907. The contributory 
items include a few noteworthy vessels, among 
others two second-class cruisers of the Bristol 
class, nine torpedo-boat destroyers, liners for the 
Orient, P. & O., Union-Castle, New Zealand 
Shipping, and other lines, five cross-channel 
steamers, and two train ferries ; but none of these 
can be said to represent anything new in ship 
design and construction. 

As to the relative position taken by individual 
firms in the list of tonnage producers, first place 
is again taken by Messrs. Russell & Co., Port- 
Glasgow, whose total of 14 ships represents 55,519 
tons, as compared with 48,619 tons for 1908. 
Second place falls to Messrs. Wm. Denny & Bros., 
Dumbarton, whose output amounts to 33,564 
tons as against 20,875 tons for the previous year. 
The number of items contributory to' Messrs. 
Denny's total is 31, a very large proportion of the 
number consisting of light-draught craft shipped 


abroad in pieces, but including the destroyer 
Maori , the turbine channel steamers Duke of 
Cumberland and Duke of Argyle r and the T.S.S. 
Ruahine , afterwards referred to. Third place on 
the list on this occasion is taken by Messrs. Wm. 
Hamilton & Co., Port-Glasgow, whose output 
consists of 28,859 as compared with 11,376 tons 
for 1908. Eight vessels are included in this com¬ 
pany's output, and a noteworthy fact connected 
with it is that nearly half of their tonnage repre¬ 
sents vessels built on the Isherwood longitudinal- 
frame system, for which they are licensees on the 
Clyde. It is also interesting to state that all the 
vessels at present in hand in this company's works 
are being built on the same principle,, thus afford¬ 
ing evidence of the highly satisfactory results in 
actual service attending the S.S. Craster Hall, 
the first vessel built on the Isherwood system 
by Messrs, Hamilton, which we described and 
illustrated in a recent issue.* The Fairfield 
Company, Govan, occupy fourth place with six 
vessels of 27,688 tons, a considerable improvement 
on their output for 1908 of 17,520 tons. The 
whole six vessels contributing to the total were 
of considerable note, consisting as they did of the 
Union-Castle liner Balmoral Castle , the three fast 
twin-screw channel steamers Prinses Juliana, 
Oranje Nassau and Mecklenburg , the second-class 
cruiser Glasgow , and the destroyer Grasshopper. 
Following the Fairfield Company is the firm of 
Charles Connell & Co., whose output consists of 
six vessels of 25,468 tons, being some 5,000 tons 
less than their output for 1908. All the six 
vessels were of high average tonnage. Messrs. 
Alexander Stephen & Sons, Linthouse, who take 
next place, turned out four vessels of 21,353 tons 
as compared with 19,904 tons for the previous 
year. In their case also the vessels turned out 
were all of high average tonnage and of high-class 
character as regards passenger equipment and 
fulness of outfit. Scott's Shipbuilding and 
Engineering Co., Greenock, take next place with 
five vessels of 21,259 tons, a tremendous advance 
on their 1908 output of only 4,171 tons. All the 
other firms had outputs of under 21,000 tons, 
the exact figures 1 being given in the following 
tabulated list. Messrs. William Beardmore and 
Co.'s return of 6,000 tons displacement comprises 
the second-class cruiser Gloucester, and the special 
steamer Pharos for the Commissioners of 
Northern Lighthouses. The interesting return 
of Messrs. Yarrow & Co., Scotstoun, includes the 
Brazilian destroyers Rio Grande do Norte, Para- 
hyba, Alagoas, and Santa Catharina, the 26-knot 
pleasure yacht Winchester, and the Portuguese 
shallow-draught gunboats Flecha and Zagaia. 

As already indicated, high-class liners for mail 
and passenger service form no inconsiderable part 
of the year's output. Notable items in this con¬ 
nection are the T.S.S. Osterley, 12,129 tons, built 

* Page 214, No. 12, Vol. III. 
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and engined by the London & Glasgow Co., 
Govan, for the Orient Line; the T.S.S. Hol- 
landia , 7,291 tonsi, built and engined by Messrs. 
Alexander Stephen & Sons, Linthouse, for the 
Koninklijke Hollandsche Lloyd, Amsterdam; 
the T.S.S. Mantua , 10,883 tons, by Messrs. Caird 
and Co., Greenock, for the P. & O. Co.; the 
T.S.S. Ruahine , 10,758 tons, by Messrs. William 
Denny & Bros., Dumbarton, for the New Zealand 
Shipping Company; the T.S.S. Grantully Castle , 
7,800 tons, by Messrs. Barclay, Curie & Co., 
Whiteinch, for the Union-Castle Line; and the 
T.S.S. Balmoral Castle , about 13,000 tons, by the 
Fairfield Company, Govan, for the same line. 

Dredging and dredging craft constitute only 
a very moderate part- of the year’s work on the 
Clyde, the four firms who make a speciality of 
this class of work—Messrs. William Simons and 
Co., Renfrew ; Lobnitz & Co., Renfrew ; Fleming 
and Ferguson, Paisley; and Ferguson Bros., Port- 
Glasgow—having in no case been employed up 
to more than half their working capacity. 
Messrs. Simons, in addition to> the usual variety 
of dredging plant they are constantly called upon 
to supply, and their long experience enables them 
to fulfil, turned out, for very special service in 
South Nigeria, the twin-screw dredger Band- 
grouse, of about 2,060 tons capacity. Other two 
items of their output were the screw steamers 
Seagull and Curlew , each of 860 tons and 910 
I.H.P., for the Rangoon Port Commissioners. 

As regards the output of tonnage on the three 
other shipbuilding rivers of Scotland—the Forth, 
the Tay, and the Dee—the year 1909 has proved 
one of the poorest for a number of years past. 
Several of the firms included in the territory 
named have had their works inoperative for the 
better part of the year, and there is little hope of 
immediate resumption of work. The last three 
months of the year were specially barren in 
output, and altogether the aggregate of the three 
rivers does not exceed 24,200 tons, this being far 
short of the average of even one month’s output 
of Clyde yards. As many as 64 items contributed 
to the aggregate of East Coast of Scotland ton¬ 
nage), yielding an average of 383 tons, a figure so 
low as sufficiently to indicate the large number 
of small craft upon which industry has been 
expended during the year. 

RUSSELL & CO., PORT-GLASGOW. 


Vessel. B.T. Tons. 

“Highland Rover’’ . 7,244 

“ Highland Pride ” . 7,244 

“Valdura”. 5,500 

“ Ardgryfe ” . 4,898 

“ Kirkdale”. 4,732 

“Mineric’’. 4,714 

“ Earl of Elgin ” . 4,448 

“ Ardgoil” . 4,395 

“ Bassano ”. 4,296 

“ Bright Wings ” . 3,116 

“ Kylemhor ”. 3,047 


Vessel. B.T. Tons. 

“ Laabo ’’ (twin-screw). 1,385 

“Aungthain”. 250 

“Aungtad”. 250 


Total. 55,519 

WM. DENNY & BROTHERS, DUMBARTON. 

Vessel. B.T. Tons. 

H.M. Destroyer “Maori” . 1,150* 

“ Duke of Cumberland ” (turbine) 2,052 

“ Duke of Argyle ” (turbine) . 2,052 

“ Ruahine ” (twin-screw) . 10,758 

“ Henzada ” . 5,821 

“ Sir Trevredyn Wynne ” (paddle 

train ferry) . 1,471 

Small vessels shipped in pieces. 10,260 


Total . 33,564 

* Displacement. 

WM. HAMILTON & CO., LTD., PORT-GLASGOW. 

Vessel. B.T. Tons. 

“ Craster Hall ” . 4,319 

“ Caldergrove ” . 4,327 

Norwegian Floating Dock . 3,000 

“ Strathbeg ” . 4,338 

“ Strathroy ’ . 4,336 

“ Mercurius ” . 2,842 

“ Minerva ” . 2,849 

“ Stella ” . 2,848 


Total . 28,859 

FAIRFIELD SHIPBUILDING & ENG. CO., LTD., 
GOVAN. 

Vessel. Tons. 

“ Prinses Juliana” (twin-screw) 

“ Oranje Nassau” (twin-screw) 

“ Mecklenburg ” (twin-screw) 

H.M. Destroyer “ Grasshopper ” 

H.M. Cruiser “Glasgow” 

“ Balmoral Castle ” (twin-screw) 


Total. 

* Partly displacement. 


27,688* 


CHARLES CONNELL 

Vessel. 

“ Minderoo ” . 

“ Glencluny ” . 

“ Dunedin ” . 

“Glenshiel” . 

“ Armadale ” . 

“ Artist ” . 


& CO., LTD., SCOTSTOUN. 

B.T. Tons. 

. 2,720 

. 4,812 

. 4,796 

. 4,798 

. 4,772 

. 3,570 


Total . 25,468 

ALEX. STEPHEN & SONS, LTD., LINTHOUSE. 

Vessel. B.T. Tons. 

“ Hollandia” (twin-screw) . 7,291 

“Tortuguero” . 4,161 

“Romera”. 4,949 

“Masunda” . 4,952 


Total 


21,353 


SCOTT’S SHIPBUILDING & ENG. CO., LTD., 
GREENOCK. 


Vessel. 

“ Gleneden ’ 
“ Glenorcny 
“ Beachy ” . 
“Hurst” .. 
“ Carr on ” . 


B.T. Tons. 
4,735 
4,737 
4,718 
4,718 
2,351 


Total 


21,259 
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GREENOCK & GRANGEMOUTH DOCKYARD 
CO., LTD. 


Vessel. B.T. Tons. 

“ Mina Brae ” . 4,145 

“ H. C. Henry” . 4,219 

“ Strathesk ” . 4,336 

“ Strath dene ” . 4,336 

“ San Francisco Xavier ” 340 

Caisson for Amoy, China . 150 

“ Netravati ” 1,537 

“ Burringbar ” . 876 

“ Fausto Cosulich ” . 378 


Total . 20,317 

The first six were built at Greenock, and 
the remainder at Grangemouth. 

archd. mcmillan & son, ltd., Dumbarton. 

Vessel. B.T. Tons. 

“ Aspromonte ” . 4,448 

“ Strathalbyn ” . 4,331 

“ Strathlorne ” . 4,330 

No. 428 . 3,904 

No. 430 . 2,105 

“ Sin-mac ” . 322 

“ J. O. Gravel ” . 197 


Total . 19,637 

BARCLAY, CURLE & CO., LTD., WHITEINCH. 

Vessel. B.T. Tons. 

“ Pangan ” . 3,550 

“ Grantully Castle ” (twin-screw)... 7,800 

“Francis” . 3,900 


Total . 15,250 

CLYDE SHIPBLDG. & ENG. CO., 
PORT-GLASGOW. 

Vessel. B.T. Tons. 

“Neva” . 1,986 

“Luga” . 1,989 

“ Swansea Vale ” . 1,310 

“ Parkmill ” . 1,316 

“ Mataram ” . 3,273 

“ South Africa ” . 1,981 

“ Luxemburg ” . 1,450 


Total . 13,305 

LONDON & GLASGOW ENG. CO., GOVAN. 

Vessel. > B.T. Tons. 

“ Osterley ” (twin-screw) . 12,129 

A. RODGER & CO., PORT-GLASGOW. 

Vessel. B.T. Tons. 

“ Baron Ogilvy ” . 4,570 

“ Benbridge ” . 3,109 

“ Magallanes ” . 1,830 

“ Chiloe ” . 1,830 


Total . 11,339 

NAPIER & MILLER, OLD KILPATRICK. 

Vessel. B.T. Tons. 

“ Baron Napier ” . 4,943 

“ Norman Monarch ” . 4,997 

“ Five Islands ” . 941 

Lighter . 195 

Total . 11,076 

CAIRD & CO., LIMITED, GREENOCK. 

Vessel. B.T. Tons. 

“ Mantua ” (twin-screw) . 10,883 


JOHN BROWN & CO., LTD., CLYDEBANK. 


Vessel. B.T. Tons. 

“ Golden Eagle ” (paddle) . 794 

H.M. Destroyer “ Beagle ” . 920* 

H.M. Destroyer “ Bulldog ” . 920* 

H.M. Destroyer “ Foxhound ” . 920* 

“ Zealandia ” (twin-screw) . 6,600 


Total . 10,154 

* Displacement. 

OTHER SCOTTISH FIRMS. 

Builders. Vessels. Tons. 

D. & W. Henderson & Co., 


Caledon Sliipbldg. Co., Dundee... 7 ... 6,667 

Wm.Beardmore & Co., Dalmuir.. 2 ... 6,000* 

Ailsa Shipbldg. Co., Troon & Ayr 6 ... 5,980 

Wm. Simons & Co., Renfrew. 10 ... 5,870 

Fleming & Ferguson, Paisley. 7 ... 5,600 

Robt. Duncan & Co., Port-Glas¬ 
gow . 2 ... 5,222 

Lobnitz & Co., Renfrew . 11 ... 4,605 

Hall, Russell & Co., Aberdeen.... 13 ... 4,520 

Ramage & Ferguson, Leith . 4 ... 4,117 

Mackie & Thomson, Govan . 10 ... 2,725 

Yarrow & Co., Scotstoun. 7 ... 2,488 

Ferguson Bros., Port-Glasgow ... 6 ... 2,480 

J. Fullerton & Co., Paisley. 7 ... 2,438 

Alley & MacLellan, Polmadie ... 12 ... 2,430 

Campbeltown Shipbldg. Co. 2 ... 2,404 

Meehan & Sons, Scotstoun . 19 ... 1,645 

A. & J. Inglis, Pointhouse. 1 ... 1,561 

Ardrossan Dry Dock & S. Co. ... 4 ... 1,464 

Dundee Shipbldg. Co. 4 ... 1,407 

David J. Dunlop & Co., Port- 

Glasgow . 1 ... 1,254 

George Brown & Co., Greenock 6 ... 1,193 

Scott & Sons, Bowling. 4 ... 1,022 

Other firms. — ... 7,300 

* Displacement. 


IRELAND. 

The two great Belfast firms—Messrs. Work¬ 
man, Clark & Co. and Messrs. Harland & Wolff 
—were last year jointly responsible for 22 vessels 
representing a gross tonnage of 118,660, as com¬ 
pared with 16 vessels of 156,831 gross tons in 
1908. The great decrease, of course, is caused 
by thei falling off in Messrs. Harland & Wolff’s 
return for the past year—6 vessels of 29,708 
tons—as against the enormous tonnage launched 
in 1908—8 large vessels of 106,528 tons—which 
easily earned for them the premier position 
among tonnage producers for that year. It 
should be noted, however, that during the past 
year three of the building berths in their North 
Yard were unproductive, being in course of con¬ 
version into two and in other ways being specially 
equipped for the building of the great White Star 
liners Olympic and Titanic. 

Turning to Messrs. Workman, Clark & Co.’s 
return, it may be pointed out that no less than 
seven of the vessels enumerated—the Abangarez , 
Turrialba , Atenas, Almirante, Santa Marta , 
Metapan , and Zacapa —were for the West India 
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fruit trade of the Tropical Fruit Steamship Com¬ 
pany (Messrs. Clark & Service), Glasgow; four 
others!—the Baliia, Minas Geraes, Bocaina , and 
Pyreneu —were for the Lloyd Brazileiro, of Rio 
de Janeiro'; and the two largest vessels built.— 
the Otranto and Orvieto —were for the Australian 
mail service of the Orient Line. Messrs. Work¬ 
man, Clark & Co/s return for the past year shows 
an increase of 38,649 tons on their output of the 
previous year, which comprised 8 ships of 50,303 
gross tons. 

WORKMAN, CLARK & CO., LTD., BELFAST. 


Vessel. B.T. Tons. 

“ Bahia ” (twin-screw) . 3,500 

“ Minas Geraes ” (twin-screw) . 3,700 

“Bocaina” (twin-screw) . 1,695 

“ Pyreneu ” (twin-screw) . 1,696 

“Otranto” (twin-screw) . 12,124 

“ Orvieto ” (twin-screw) . 12,130 

“ Abangarez ” . 4,955 

“ Turrialba ” . 4,961 

“ Atenas ” . 4,962 

“Star of Canada” (twin-screw). 7,280 

“ Almirante ” . 5,010 

“ Santa Marta ” . 5,013 

“ Met ipan” . 5,013 

“ Zacapa ” . 5,013 

“ Professor ” . 3,700 

“ Rangatira ” (twin-screw) . 8,200 


Total . 88,952 

HARLAND & WOLFF, LTD., BELFAST. 

Vessel. > B.T. Tons. 

“ Leicestershire ” (twin-screw) . 8,040 

“ Karoola ” (twin-screw) . 7,391 

“ Meltonian ” . 6,306 

“ Mallina ” . 3,213 

“ Berbice ” (twin-screw) . 2,379 

“ Balantia ” (twin-screw) . 2,379 


Total . 29,708 

OTHER IRISH FIRMS. 

Builders. Vessel. Tons. 

Dublin Dockyard Co. 5 ... 1,808 

Other firms . — ... 436 


THE BRITISH COLONIES. 

The shipbuilding returns for 1909 from the 
British Colonies, so far as received, indicate a 
considerable falling off as compared with the out¬ 
put of the previous year. Developments in 
regard to the industry may shortly be expected 
in Canada in view of the desire of the Dominion 
to build her own warships, and more than one 
company at home are reported to be interesting 
themselves in proposal to commence new ship¬ 
building or repairing yards on the Canadian 


seaboard. 

Builders. Vessels. Tons. 

Burn & Co., Howrah, Bengal . 46 ... 6,690 

John King & Co., Howrah, Bengal 25 ... 1,871 
Hong Kong & Whampoa Dock Co. 17 ... 1,626 
Tanjong Pagar Dock Board, 

Singapore . 14 ... 1,458 


UNITED STATES. 

The total output of new shipping from United 
States yards in 1909 appears to fall somewhat 
short of that turned out during the previous year. 
The American Shipbuilding Company and the 
Great Lakes Engineering Works have, as usual, 
launched a large number of package and bulk 
freighters, although the latter company’s return 
shows a very considerable falling off as compared 
with the work of 1908. As regards warship 
construction, a notable achievement of the year 
was the high speed—21*82 knots*—attained on 
the trials of the battleship North Dakota * built 
by the Fore River Shipbuilding Co. and fitted 
with Curtis turbines. The rapid construction 
of the battleship Utah , by the New York Ship¬ 
building Co., is also worthy of note. The keel 
was laid on the 15th March last and the vessel 
was launched on the 23rd December, or in about 
240 working days. The only other battleship 
launched during the year is the Delaware , built 
by the Newport News Company. Messrs. Wm. 
Cramp & Sons have launched two' destroyers— 
the Jos. B. Smith and the Roswell H. Lamson — 
each of 700 tons displacement and fitted with 
Parsons turbines of 10,000 I.H.P., as well as three 
submarine mine-layers and harbour steamers for 
the United States Army. They have also in 
hand the battleship Wyoming , of 26,000 tons dis¬ 
placement and fitted with Parsons turbines of 
28,000 I.H.P.; the destroyers) John May rant and 
Lewis War ring ton, each of 742 tons displacement 
and fitted with Zoelly turbines of 12,000 I.H.P.; 
another destroyer, No. 36, of the same size but 
fitted with Parsons turbines of 12,000 I.H.P.; 
and the United States collier Cyclops, of 19,360 
tons displacement. The New York Shipbuilding 
Co-, have on the stocks another battleship in addi¬ 
tion to the Utah now fitting out afloat. 

While the prospects for 1910 show a decided 
improvement, the situation is still very far from 
what the advocates of the revival of the American 
merchant marine would wish it to be. No 
legislation has been enacted having a bearing on 
this subject, in spite of the fact that navy leagues 
and merchant marine leagues have been hammer¬ 
ing away at Congress to do something. It is 
reported, however, that the opposition to the 
Ship Subsidy Bill is gradually becoming less, and 
it will not be surprising if, at the next session of 
Congress, it should become law. The friends of 
the Subsidy Bill point out that the United States 
are spending millions of dollars in order to con¬ 
struct the Panama Canal, which will be used 
almost exclusively by foreign vessels, and that in 
their highly protected country the merchant 
marine is the only unprotected industry. It is 
inconceivable that the present state of affairs in 
shipping and shipbuilding should continue with- 

* See Page 209, No. 12, Vol. Ilf. 
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out some great effort being made to regain at 
least part of the prestige which in 1825 enabled 
the United States to carry in her own ships 95*2 
per cent, of her imports and 89'6 per cent, of her 
exports. 

THE AMERICAN SHIPBUILDING COMPANY. 


(Seven Yards.) 

Vessel. Tons. 

“ Alva C. Dinkley” . 7,514 

“ Eugene J. Fuff’on ” . 7,528 

“ La Belle” .*. 6,407 

“John J. Barium ” . 6,419 

“ Andrew S. Upson ”. 4,442 

“ Alpena ” . 2,886 

“ Benjamin Noble ” . 1,481 

“ Conemaugh ” . 3,898 

“ Isaac M. Scott ” . 6,372 

“ G. A. Tomlinson ” . 6,361 

“ J. S. Ashley ” . 6,361 

“ William B. Schiller ” 7,528 

M J. P. Morgan Junior ” . 7,528 

“ Rochester ” . 1,800 

Steamer (unnamed) . 6,420 

No. 181 . 4,333 

Barge . 513 

Three Tugs . 160 


Total . 87,951 

NEWPORT NEWS SHIPBLDG. CO., NEWPORT 
NEWS, YA. 

Vessel. Tons. 

“ Delaware ” (United States battle¬ 
ship . 20,000* 

“Roe” (United States destroyer) ... 742* 

“ Terry ” (United States destroyer)... 742* 

“ Jean ” (freighter) . 2,800 

Three steamers . 15,000 

Three oil barges . 2,100 

“John Twohy Junior” (tug) . 190 


Total . 41,574 

* Displacement. 

NEW YORK SHIPBUILDING CO., CAMDEN, N.J. 

Vessel. Tons. 

“Utah” (United States battleship) 21,825* 

“ Lieut. Preston ” (United States 

destroyer) . 700* 

Three mine-layers . 2,040 

“ Robert Fulton ” (paddle steamer) 2,168 

Seven car floats . 4,788 

Eight barges . 9,711 


Total . 41,232 

* Displacement. 

GREAT LAKES ENG. WORKS, DETROIT, MICH. 

Vessel. Tons. 

“North Sea” (package freighter) ... 3,921 

“ North Lake ” (package freighter)... 3,921 
“Clifford F. Moll” (bulk freighter) 5,141 
“ Tlieo. H. Wickwire” (bulk 

freighter) . 5,141 

“ Stadacona ” (bulk freighter) . 6,014 

“ Shenango ” (bulk freighter) . 7,047 

“ G. A. Boeckling ” (paddle ferry)... 328 


Total . 31,513 

MARYLAND STEEL CO., SPARROW’S POINT, 
Md. 

Vessel. Tons. 

“ Mars ” (steam collier) . 5,451 

“ Vulcan ” (steam collier). 5,451 


Vessel. Tons. 

“ Hector ” (steam collier . 5,451 

“ J. D. Fletcher (tar barge) . 1,034 

“ Three Rivers ” (bay steamboat) ... 900 

Dredgers and barge . 650 


Total . 18,937 

FORE RIVER SHIPBLDG. CO., QUINCY, MASS. 

Vessel. Tons. 

Six submarines for U.S. Navy . 1,830* 

“ Aloha ” (steam vacht) . 500 

“Her. Frasch” .. 3,000 

Three car floats . 5,000 

Five barges . 1,200 

Three tugs . 450 

Total . 11,980 

* Displacement. 

OTHER UNITED STATES FIRMS. 

Builders. Vessels. Tons. 

Harlan & Hollingswood, Wilming¬ 
ton, Del. 6 ... 8,678 

Toledo Shipbuilding Co. 1 ... 5,448 

Manitowoc Dry Dock Co. 4 ... 4,984 

Wm. Cramp & Sons, Philadelphia 5 ... 2,654* 

Union Iron Works, San Francisco 1 ... 2,100 

Staten Island Shipbldg. Co. 7 ... 2,097 

Other firms . — ... 22,250 

* Displacement. 


GERMANY. 

The year 1908 was a very depressed one for 
German shipbuilders, and the year just ended has 
shown but little improvement. The falling off 
in the number of merchant steamers continued 
during the first six months of 1909, but during 
the latter half of the year some little revival has 
been felt. Warships under construction have 
given a large amount of work, both in the Govern¬ 
ment dockyards and also 1 to private shipbuilders, 
the following vessels having been launched :—the 
battleship Ostfriesland, of 20,500 tons displace¬ 
ment, built at the Wilhelmshaven Dockyard ; the 
battleships Helgoland and Thuringen , each of 
25,000 tons, built at the Howaldtswerke, Kiel, 
and by the Actien-GeseHshaft Weser, Bremen, 
respectively; the armoured cruiser Van der 
Tann , of 19,000 tons and 45,000 I.H.P. (the first 
German warship to be fitted with Parsons tur¬ 
bines), built by Messrs. Blohm & Voss, Hamburg; 
the small fast cruisers Kolberg , Mainz , Coin, and 
Augsburg (the latter built in the Government 
Dockyard at Kiel); and numerous torpedo-boat 
destroyers, as detailed in our tables. In Ger¬ 
many, as in England, it has been said that private 
shipyards are neglected in favour of the Govern¬ 
ment dockyards when warship contracts are being 
placed, but this statement is somewhat wide of 
the mark. Since the passing of the Navy Law, 
73 per cent, of the new construction and repair 
work for the German Navy has been done by 
private shipbuilders and only 27 per cent, at 
the Government dockyards. The high cost of 
vessels built in the latter, regarding which such 
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bitter complaints have been heard in the German 
parliament, is partly explained by the large num¬ 
ber of officials holding appointments there. In 
all Government yards there is an official to every 
7'4 workmen; whereas at Messrs. Blohm and 
Voss's shipyard the proportion is 1 to 10, at the 
Vulcan Works 1 to 14, at the Weser Works 1 to 
10, at the Germania Yard 1 to 11, at the Flens- 
burg Yard 1 to 17, and at the Howaldt Works 1 
to 12. In future it is proposed to entrust to 
private firms a still larger share of repair work, 
leaving the Government yards free to devote 
their energies almost entirely to new construction 
work, with which at present they are very busy. 

In February last Messrs. Blohn & Voss com¬ 
pleted the largest floating dock in the world, built 
for their own use. The dock has a lifting capar 
city of 35,000 tons, and the first vessel lifted was 
the Hamburg-American liner Cleveland , of 17,000 
tons. In June last the Vulcan Company opened 
a yard at Hamburg, and a commencement was 
made with the construction of another floating 
dock of 35,000 tons lifting capacity, for their own 
use. 

FLENSBURGER SCHIFFSBAU-GESELLSCHAFT, 
FLENSBURG. 


Vessel. Tons. 

Three docks . 9,900 

“ Buffalo ” . 6,632 

“ John Heidmann ” . 2,380 

“ Imkenturm ” . 5,004 

“ Minister Helleputte ”. 2,184 

“ President Corry ” 1,100 

“ Gluckauf ” . 2,250 

“ Hernua ” . 1,050 


JOH. C. TECKLENBORG A. G., GESTEMUNDE. 


Vessel. Tons. 

“Otter” (German river gunboat)... 350* 
One passenger and cargo and four 

cargo steamers . 21,056 


Total . 21,406 

* Displacement. 

BLOHM & VOSS, HAMBURG. 

Vessel. Tons. 

“ Von der Tann ” (German cruiser) 19,000* 

“ Prinzess Eitel Friedricht ” (train¬ 
ing ship) . 1,600 

Total . 20,600 

* Displacement. 

BREMER VULKAN, VEGESACK. 

Vessel. Tons. 

Thirteen passenger and cargo 
steamers, colliers, steam ferries, 
floating dock, etc. 20,548 

RICKMERS REISMUHLEN RHEDEREI UND 
SCHIFFBAU, BREMERHAVEN. 

Vessel. Tons. 

“ Sabine Rickmers ”. 4,105 

“ Etha Rickmers” .. 4,101 

“Mai Rickmers” . 4,104 


Total . 12,310 

STETTINER MASCHINENBAU A. G. “ VULCAN,” 
STETTIN. 

Vessel. Tons. 

“ Mainz ” (German cruiser) . 3,100 

“Deutschland” (ferry steamer) ... 2,847 

“ Preussen ” (ferry steamer) . 2,849 

Six German destroyers . 3,300 

“ Box ” . 36 


Total . 12,132 


Total . 30,500 

HOWALDTSWERKE, KIEL. 

Vessel. Tons. 

“ Helgoland” (German battleship) 25,000* 

Crane . 1,350 

Dock . 800 

Two motor vessels . 50 

Three pontoons . 375 

Two barges . 360 

Total . 27,935 

* Displacement. 

ACTIEN-GESELLSCHAFT “ WESER,” BREMEN. 
Vessel. Tons. 

“ Thuringen ” (Gsrman battleship) 25,000* 

Dock for torpedo craft. 2,200 

Dock-gates . 700 

Total . 27,900 

* Displacement. 

F. SCHICHAU, ELBING AND DANZIG. 

Vessel. Tons. 

“ Kolberg ” (German cruiser) . 4,232* 

Two German destroyers . 1,232* 

Six steamers for Russian owners ... 19,005 

“ Elbing VIII.”’ . 622 

Two steamers . 90 

Total . 25,181 

* Displacement. 


ACTIEN GESELLSCHAFT “ NEPTUN,” 


ROSTOCK. 

Vessel. Tons. 

Six steamers . 9,795 

Four motor vessels . 90 

Three sailing ships . 377 


Total . 10,262 

FRIED. KRUPP A. G. GERMANIAWERFT, KIEL. 

Vessel. Tons. 

“ Coin ” (German cruiser) . 4,350* 

Five German destroyers . 3,250* 

Pontoon for floating crane . 2,190* 

“Meteor” (schooner) . 198 


Total . 9,988 

* Displacement. 

OTHER GERMAN FIRMS. 

Builders. Vessels. Tons. 

J. Frerichs, Einswarden . 24 ... 8,410 

Stettiner Oderwerke, Stettin . 10 ... 6,389 

Reiherstieg Schiffswerfte,Hamburg 3 ... 4,767 
Gebruder Sachsenberg, Rosslan 

and Coln-Deutz. 13 ... 4,114 

Nuscke, Stettin . 11 ... 2,690 

Schiffswerft von Henry Koch 

A.G., Lubeck . 8 ... 2,569 

Georg Seebeck A.G., Bremerhaven 11 ... 1,717 

I. G. Hitzler, Lauenburg . 8 ... 1,130 

Eiderwerft A.G., Tonning . 2 ... 1,003 
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HOLLAND. 

The chief feature in the Dutch shipbuilding 
returns for the past year is a coast-defence war¬ 
ship of 6,525 tons displacement and 7,500 I.H.P., 
built in the Government dockyard at Amsterdam. 
The vessel is the first of four similar ships. The 
output of private yards includes four merchant 
steamers of between 6,000 and 7,000 tons, the 
remainder being for the most part tugs, trawlers, 
barges, lighters, dredgers, and other small craft 
for Holland’s fishing, harbour, and canal work. 


Builders. Vessels. Tons. 

Nederlandsche Scheepsbouw, 

Amsterdam. 7 ... 15,054 

Koninklijke Maats. de Schelde, 

Flushing. 2 ... 13,040 

Gebroeders Boot, Leidendorp. 40 ... 11,339 

Bonn & Mees, Rotterdam . 17 ... 9,830 

A. F. Smulders, Schiedam . 36 ... 9,240 

Maatschappij Fijenoord, Rotter¬ 
dam . 9 ... 8,260 

Van Vliet & Co., Neder-Hardinx- 

veld . 9 ... 7,700 

L. Smit & Co., Kinderdijk . 10 ... 4,556 

Rotterdamsche Droogdok Maats. 4 ... 4,134 

Arnhemsche Stoomsleepelling 

Maats. 13 ... 2,050 

Koninklijke Nederlandsche 

Grofsmederij . 19 ... 1,858 

E. L. Smit & Son, Hoogezand ... 10 ... 1,548 


FRANCE. 

(By J. Peltier and T. Demant.) 

The tonnage launched from the Government 
Dockyards and private shipyards in France last 
year is only slightly in excess of that put into 


the water during 1908. The most important 
feature of the year’s work was the launch of the 
six battleships for the French Navy of the D ant-on 
class, which includes the nameship, the Mirabeau , 
Diderot , Condor cet, V ergniaud , and Voltaire. 
These vessels, which have each a displacement of 
about 18,350 tons, differ only in details; and as 
we have already devoted considerable space to the 
features of their design,* we need only repeat 
that they are 476ft, long at the water-line, 84fft. 
beam, and 27^ft, maximum draught. The ar¬ 
rangement of armour is such as to well protect 
the vessels); they mount four 12-in. and twelve 
9'4-in. guns as well as numerous small guns, and 
are fitted with two torpedo tubes. 

All six vessels are propelled by Parsons tur¬ 
bines driving four shafts, steam being supplied 
by Belleville boilers in three of the vessels and by 
Niclausse boilers in the others. The indicated 
horse-power will be 23,000, and the designed speed 
is 19 J knots. The action of the French Govern¬ 
ment in adopting Parsons turbines for these 
important vessels has not escaped criticism. The 
only E T rench warship similarly equipped is the 
destroyer Chasseur , which was only commissioned 
in December last. This vessel’s trials were en¬ 
tirely successful, but from the 8,000 horse-power 
of a destroyer to the 23,000 of the Dantons is a 
great stride ; and while the efficiency of the 
Parsons turbine is generally admitted, it is 
pointed, out that French naval engineers have had 
no experience whatever with this propulsive agent. 

The four battleships under construction by 

* Page 219. No. 12, Vol. III.; and Page 41, No. 13, Vol. IV. 
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private firms—the Diderot , Condorcet, Vergniaud, 
and Voltaire —are to be ready for trials in the 
spring of this year; the D ant on, building at the 
Brest Dockyard, in the autumn of this year; and 
the Mirabeau , building at the Lorient Dockyard, 
in the spring of 1911. The keels of two other 
battleships will be laid in 1911, and they will be 
built at the Brest and Lorient Dockyards respec¬ 
tively. 

The only two important warships which have 
carried out their trials during 1909 are the 
armoured cruisers Ernest Henan , built at the 
Chantiers de TAtlantique, St. Nazaire, and the 


In addition to the Danton battleships, the only 
other warships launched in France last year were 
torpedo-boat destroyers and submarine craft. 
The destroyers put into the water from private 
yards are all experimental ships, forming six 
different types. Both reciprocating engines and 
turbines are being fitted, including a type of tur¬ 
bine never previously installed on board ship. 
The construction of a number of other destroyers 
has also- been commenced, vessels with a displace¬ 
ment of 750 tons and a speed of 31 to 33 knots, 
using oil fuel. These experimental boats will be 
propelled by turbines of the Parsons, Rateau, 



The French Battleship “ Condorcet ” on the Stocks. 

(Built at the Chantiers de la Loire, St. Nazaire.) 


Jules Michelet , built at the Lorient Dockyard. 
The former has a displacement of 13,644 tons, 
and the three sets of four-cylinder triple expan¬ 
sion engines, when indicating over 37,000 horse¬ 
power, gave a speed of 24§ knots, the highest 
speed ever attained by an armoured cruiser built 
on the Continent and propelled by reciprocating 
engines. The Jules Michelet , which displaces 
12,550 tons, obtained a speed of 22'86 knots, with 
29,544 I.H.P. It is not by any means certain 
that the Waldeck Rousseau and Edgar Quinet , 
cruisers of the improved Ernest Renan type 
building at the Government Dockyards, will be 
ready for trials in 1911. 


Zoelly, Breguet, and other types. Further orders 
for similar craft, but of smaller displacement, 
are expected early this year. 

As regards submarine craft, great improve¬ 
ments have been made. The Archimede , the 
largest French submersible launched last year, 
is at present undergoing her official trials. These 
will be lengthy and are being very carefully con¬ 
ducted, as it is upon this type that the French 
hope to* base the designs for their contemplated 
submarine cruisers. During the year the orders 
for 21 submarines, which had been provided for 
in the naval estimates, were cancelled, and in¬ 
structions issued for the building of submersibles 
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of 900 to 1,500 tons displacement, to be put in 
hand as soon as the trials of the Archimede are 
completed. 

This brief summary of warship construction in 
France during 1909 may be concluded with the 
statement that the output of the Government 
Dockyards has been ridiculously small, in spite 
of the fact that the French Admiralty is now 
being directed by a man possessing a wide know¬ 
ledge of naval requirements, and not by a mere 
political head. For example, several submarines 
have been on the stocks since 1903. 

As regards merchant ships constructed by 
private firms, French yards, like those in other 
countries, have felt the keen depression. The 
centres which have been most active are Nantes, 
St. Nazaire, and Rouen. The largest merchant 
vessel built in France last year is the fine twin- 
screw liner Esjjagne, of 13,600 tons displacement, 
built at Port de Bouc by the Chantiers et Ateliers 
de Provence, and described in our “ Launches ” 
column. The Chantiers et Ateliers de St. 
Nazaire (Penhoet), with their Chantier de 
PAtlantique at St, Nazaire and their Chantier 
du Grand-Quevilly at Rouen, have during 
the year secured a number of important con¬ 
tracts, both from French owners (particularly 
the Cie. Generate Transatlantique) and from 
abroad. They have at present in hand four pas¬ 
senger vessels for a Peruvian firm. At Dunkirk 
the Chantiers de France have been well employed 
on the construction of cargo vessels, their con¬ 
tracts also including several from owners out of 
France. The title of the well-known works of 
Messrs. E. de la Brosse & Fouche at Nantes has 
been altered to Ateliers et Chantiers de Bretagne. 
The company are making important extensions 
to their works, and during 1910 they will be very 
busy with orders for the French Government and 
for French and foreign owners. Other concerns 
which have also received new contracts recently 
are the Forges et Chantiers de la Mediterrannee 
and the Chantiers de Provence. No ships have 
so far been laid down in France in which the 
Isherwood or any other new form of construction 
has been introduced. 


JAPAN. 

(By Prof. F. P. PURVIS, Imperial University, Tokio.) 

The Japanese shipbuilding output during the 
past year shows a very heavy decline in comparison 
with the preceding year, and still more so in com¬ 
parison with 1907. This applies particularly to 
merchant ships. The war vessels in 1908 numbered 
two only, both 381-ton torpedo-boat destroyers— 
a great fall from 1907. Last year (1909) one 
destroyer only was launched, viz., the Ayanami , 
of 381 tons and 6,000 I.H.P. Of the warships 
already afloat, the 14,600-ton cruiser Ibuki has 
now been completed, tried, and commissioned. 


The Ibuki is specially interesting as the first 
Japanese ship to be fitted with Curtis turbines. 
The battleships Satsuma and Aki , launched re¬ 
spectively in 1906 and 1907, are not yet ready, 
although the Satsuma (with reciprocating engines) 
is very far advanced, and the Aki (with Curtis 
turbines) is also nearing completion. It is generally 
understood that two new battleships, the Settsu 
and Kawachi , have been commenced at the Im¬ 
perial Dockyards; that two large destroyers are 
to be laid down, one at the Maizuru Imperial 
Dockyard and one at the Mitsu Bishi Works at 
Nagasaki; and that two 5,000-ton protected 
cruisers have been contracted for at Nagasaki and 
at Kobe respectively. 

Of merchant ships launched during 1909, the 
principal builders have been, as usual, the Mitsu 
Bishi Dockyard and Engine Works, Nagasaki, 
the Kawasaki Dockyard Co., Kobe, and the Osaka 
Iron Works. The output of the Nagasaki Works 
includes an 8,500-ton steamer for the Nippon 
Yusen Kwaisha; a (second) steamer for the 
Volunteer Fleet, 3,272 tons, fitted with Parsons 
turbines of 9,400 I.H.P., and an oil carrier, of 
9,300 tons, for the Toyo Kisen Kwaisha. The 
output of the Kawasaki Dockyard includes three 
cargo steamers for the Osaka Shosen Kwaisha’s 
American service, each of 6,000 tons and 4,500 
I.H.P. That of the Osaka Iron Works includes 
several small vessels of varied types, and one 
cargo steamer of 993 tons and 516 I.H.P. 

Throughout Japan the work of the year may be 
summarized as follows, omitting vessels below 100 
tons :— 

No. Gross Tons. I.H.P. 

Steel steamers. 21 ... 44,195 ... 40,233 

Wood do. 3 ... 573 ... 750 

Wood sailing vessels... 24 ... 3,213 ... — 

As a matter of somewhat special interest it may 
be further noted that the returns show 29 motor 
boats, of 642 gross tonnage and 819 B.H.P., many 
of these being fishing smacks built under the 
auspices and encouragement of the Japanese Im¬ 
perial Fisheries Bureau. 

Looking to the immediate future, besides the 
Government work already mentioned, there is a 
third steamer, of the Tenyo Maru type, building 
at Nagasaki, and, like her sister ships, she will be 
of some 13,500 tonnage and fitted with Parsons 
turbines. At Nagasaki also three cargo steamers, 
each of 6,000 tons, are in hand for the Osaka 
Shosen Kwaisha. At Kobe a Clark & Standfield 
floating dock is being constructed for a special 
purpose. In addition to the above, which are 
already in progress, a third steamer for the 
Volunteer Fleet is shortly expected to be placed 
in the hands of either the Nagasaki or the Kobe 
firm. Thus the prospects for the new year are not 
more promising than they were a year ago, and a 
change for the better is very much to be desired. 





144 


Warship (Sonstruetion in tfie United kingdom in 1909. 


jrN our review of warship construction a year 
(Jjp ago we noted that one feature of 1908 was 
that there was not a single vessel launched 
from a private yard to the order of the 
British Government larger than an ocean-going 
destroyer. This record was quite exceptional and 
does not apply to the year just closed, as from 
private establishments there have been launched 
a battleship and four second-class cruisers for 
the Admiralty, while the output of tonnage on 
foreign account has been rather greater than the 
year before, viz., 26,000 tons displacement, made 
up of a first-class battleship and two scouts. In 
1909 the total displacement put into the water, 
excluding torpedo-boat destroyers and smaller 
craft, was about, 109,400 tons, as against 64,650 
tons in 1908. Of this 109,400 tons about 83,400 
tons was for the British Government. 

Comparative naval strength has bulked largely 
in the public eye during the past year, more than 
the usual amount of attention having been 
directed to the subject owing to the steady pro¬ 
gress of Germany and her determination to rank 
without question as a great naval power. Nor 
are there any signs that the pace which has been 
set will be slackened in the future. On the con¬ 
trary, other nations, both East and West, are 
either making or contemplating additions to 
their navies. Naval expansion since the advent 
of the suiper-Dreadnoughts, however, is something 
vastly different from what it was formerly, and 
the enormous cost of modern battleships must in 
the last analysis fix the relative positions of the 
principal naval powers. 

Dealing first with the Royal Dockyards, we 
note that during 1909 the battleship St. Vincent, 
built at Portsmouth, has had her trials. She is 
500ft. long, her beam is 84ft., and her displace¬ 
ment 19,250 tons. Her turbine machinery, of 
24,500 horse-power, was supplied by the Parsons 
Marine Steam Turbine Company, Wallsend, as 
a sub-contract from Messrs. Scott & Co., 
Greenock. At the same dockyard early in the 
year the battleship Belter option completed her 
acceptance trials and was passed into the service ; 
and the battleship Neptune, the keel of which was 
laid on the 19th January, was launched on the 
30th September by the Duchess of Albany. Her 
dimensions are 510ft. by 86ft., the displacement 
about 20,250 tons, and she is to- be fitted with 
Parsons type of turbines of 25,000 horse-power, 
manufactured by Messrs. John Brown & Co., 
Clydebank, as a sub-contract from Messrs. Har- 
land & Wolff, Belfast. 


At the Devonport Dockyard the battleship 
Temeraire, the turbines for which were supplied 
by Messrs. R. & W. Hawthorn, Leslie & Company, 
Newcastle, completed her steam trials in March 
last. She is 490ft. long by 82ft. beam, and has a 
displacement of 18,600 tons. At the same dock¬ 
yard the Colling wood, whose turbines, of 24,500 
horse-power, were also manufactured by Messrs. 
Hawthorn, Leslie & Co., was completed; she is a 
sister ship to the St. Vincent. There was also 
laid down at this dockyard in February and 
launched on the 28th October the armoured 
cruiser Indefatigable, a vessel 570ft. long, with a 
beam of 80ft., and a displacement of about 18,000 
tons. Her turbine machinery, of 43,000 horse¬ 
power, is being supplied by Messrs. John Brown 
and Co. At the same dockyard the keel has just 
been laid of an improved Indefatigable, to be 
named the Lion. Her length is said to be about 
700ft , and her turbines are being supplied by 
Messrs. Vickers, Sons & Maxim, Barrow. At 
Pembroke the unarmoured cruiser Boadicea 
was commissioned in June, and the sister 
ship Bellona was launched on the 20th March, 
followed by a third vessel of the same class, 
named the Blanche, on the 25th November. 
The turbines of the Boadicea were made by 
Messrs. John Brown & Co., those of the 
Bellona are being supplied by the Fairfield 
Company, Govan, and those of the Blanche 
by Messrs. R. & W. Hawthorn, Leslie & Co. 
These vessels are intended for service as parent 
ships of torpedo-boat destroyers. Their length 
is 385ft., displacement 3,350 tons, horse-power 
18,000, and the speed 25 knots. At Chat¬ 
ham work has been confined to' submarines, one 
of which, 135ft. long, was launched on the 27th 
November. 

Among the private firms who have been well 
employed on warship work during the year is Sir 
W. G. Armstrong, Whitworth & Co., Ltd., 
Elswick. The armoured cruiser Invincible, 
which completed her full-speed trials at the end 
of 1908, was handed over to the Admiralty during 
the year, together with the battleship Superb, 
whose trials were successfully gone through in 
April. Her machinery was supplied by the 
Wallsend Slipway & Engineering Company. 
Three other vessels built by Messrs. Armstrong, 
which at the beginning of the year were having 
their machinery fitted, have since completed their 
trials. These were the Brazilian battleship 
Minas Geraes, and the Argentine gunboats 
Parana and Rosario. The Minas Geraes, whose 



WARSHIP CONSTRUCTION IN THE UNITED KINGDOM IN 1909. 


145 


length is 500ft., with a> beam of 83ft. and a dis¬ 
placement approaching 20,000 tons, is fitted with 
ordinary reciprocating engines, of 24,000 I.H.P., 
supplied by Messrs. Vickers, Sons & Maxim. She 
and the sister ship Sao Paulo, building at Barrow, 
are the largest vessels to fly the Brazilian flag 
and have a very powerful armament. The 
Parana and Rosario , which are 240ft. long by 
32ft. 3in. beam and displace 1,000 tons, were 
fitted with triple expansion engines by Messrs. 
Vickersi, and on the trials achieved a speed of 
over 15 knots. The Armstrong firm also launched 
on the 20th January the Brazilian scout Bahia, 
and on the 20th April a sister ship named the Rio 
Grande do Sul , vessels of 3,000 tons displacement 
and designed for a speed of 26J knots. Their 
propelling machinery consists of Parsons tur¬ 
bines, manufactured by Messrs. Vickers, Sons 
and Maxim. For the British Government, 
Messrs. Armstrong handed over the destroyer 
Afridi , and on the 25th November put the 
second-class cruiser Newcastle into the water. 
The latter vessel was launched by Lady Jellicoe, 
the wife of the Controller of the Navy. The 
Newcastle is one of a group of five vessels of the 
protected cruiser type provided for in the naval 
programme for 1908-9, and is 430ft. long, 47ft. 
beam, and 4,800 tons displacement, with Parsons 
turbines of 22,000 horse-power, which it is ex¬ 
pected will give her a speed of 25 knots; the 
Wallsend Slipway & Engineering Co. are supply¬ 
ing the machinery. Messrs. Armstrong also 
received an order from the Admiralty for one of 
the four second-class protected cruisers given out 
in October under the 1909-10 programme, the 
displacement of which is 5,250 tons. The tur¬ 
bines are being made by the Parsons Company. 

Palmers Shipbuilding & Iron Co., Limited, 
Jarrow, launched during the year first-class 
torpedo boats Nos. 35 and 36, and delivered these 
vessels along with the sister ship, No. 24, to the 
Admiralty. These boats were designed for a 
speed of 26 knots, using oil fuel, and are fitted 
with turbine engines manufactured by the 
builders, the speed in each case achieved on the 
trials exceeding the contract requirements. 
Palmers Company also delivered to the Admiralty 
during the year the two turbine-driven destroyers 
Albacore and Bonetta , and launched on the 14th 
September the 33-knot ocean-going destroyer 
Viking , a vessel 280ft. long and displacing nearly 
1,000 tons. Her turbine machinery, supplied by 
the builders, is now being fitted. In April last 
this company received an order from the Ad¬ 
miralty for the first-class battleship Hercules , a 
vessel of the improved Dreadnought type, with 
which good progress has been made. Particulars 
of this and the sister ship Colossus, building on 
the Clyde, have not transpired, but it is under¬ 
stood that when completed they will be the most 
powerful battleships afloat. 


Messrs. R. & W. Hawthorn, Leslie & Co. 
completed at their Hebburn Yard during the 
year four first-class torpedo boats for the Ad¬ 
miralty. These vessels, the length of which is 
185ft. and displacement 270 tons, are fitted with 
turbines of 4,000 horsepower, giving them a speed 
of 26 knots using oil fuel. Two of the ships, 
Nos. 21 and 22, were delivered to the Admiralty 
in March, followed later in the year by Nos. 33 
and 34, which were launched together on the 
22nd February. On the 16th September this 
firm launched the 33-knot ocean-going destroyer 
Zulu, and good progress is being made in her 
completion, she already having had a preliminary 
sea trial. The 27-knot destroyer Scourge is on 
the stocks, and thei firm have also 1 other three 
destroyers, viz., the Nemesis, Nereide and 
Nymphe, the order for which they received in 
September last. Another Tyne firm—Messrs. 
Swan, Hunter, & Wigham Richardson—received 
their first order for a warship from the Admiralty 
in September, this being the destroyer Hope, the 
turbines for which are being made by the 
Wallsend Slipway Co. 

Coming to the Clyde, we find that Messrs. John 
Brown & Co. have the second-class cruiser Bristol, 
4,800 tons displacement, on the stocks almost 
ready for launching; the machinery for the 
armoured cruiser Indefatigable, building at 
Devonport, in an advanced stage; three 27-knot 
torpedo-boat destroyers, named the Beagle, Bull¬ 
dog and Foxhound ; also three of the twenty 
destroyers placed in September last under the 
1909-10 programme. The Beagle ; Bulldog and 
Foxhound were launched on the 16th October, 
13th November, and 11th December respectively. 
These vessels will have a displacement of over 
900 tons, and their turbines will develop about 
12,000 horse-power. At the yard of Messrs. Wm. 
Beardmore & Co., Dalmuir, the second-class 
cruiser Gloucester, sister ship to the Bristol, was 
launched on the 28th October, and the same firm 
were successful in securing an order from the 
Admiralty for one of the second-class protected 
cruisers included in the 1909-10 programme. 
Another vessel of the Bristol class, named the 
Glasgow, was launched by the Fairfield Co. on the 
30th September. This company have also sup¬ 
plied the machinery for the unarmoured cruiser 
Bellona, built at Pembroke; and they have three 
27-knot destroyers in hand, viz., the Grasshopper, 
Mosquito and Scorpion, as well as three named 
the Camelon, Comet and Goldfinch, orders for 
which they received in September last. The 
Grasshopper was launched on the 23rd November. 
This company, along with Messrs. Denny, were 
also successful in obtaining the contract for the 
three destroyers ordered by the Australian 
Government, which are now in hand. At 
Greenock Messrs. Scott & Co. have on the stocks 
the first-class battleship Colossus, sister ship to 
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the Hercules building ah Jarrow. At the yard 
of the London & Glasgow Co., Govan, the 27-knot 
destroyer Rattlesnake (with turbines being made 
by Parsons Co.) is in hand, together with the 
second-class protected cruiser ordered under the 
1909-10 programme. 

Messrs. Yarrow & Co., Scotstoun, have been 
principally engaged on Brazilian destroyers, five 
of which, viz., the Piauchy, Amazonas, Matto 
Grosso, Rio Grande do Norte and Parahyba, have 
been delivered during the year after satisfactory 
trials. These vessels are 240ft. long, 23ft. 6in. 
beam, and fitted with twin-screw engines of 4,000 
horse-power to give a speed of 27 knots, which 
has been exceeded on trial. Two further sister 
vessels, the Alagoas and Santa Catherina, have 
been launched and the former has completed her 
trials, while the t wo remaining boats, the Parana 
and Sergipe, are approaching completion. Addi¬ 
tional work upon which this company have been 
engaged during the year includes a shallow- 
draught gunboat 120ft. long for the Portuguese 
Government. Messrs, William Denny and 
Brothers, Dumbarton, have delivered during the 
year the first-class torpedo boat No. 30 and the 
33-knot destroyer Maori, and have in course of 
construction one 27-knot destroyer, the Pincher, 
as well as the Shelldrake and Staunch, two of the 
twenty destroyers placed by the Admiralty under 
the 1909-10 programme. Messrs. A. & J. Inglis, 
Pointhouse, also received in September last an 
order from the Admiralty for a destroyer, to be 
named the Fury. 

On the West Coast, Messrs. Cammell, Laird 
and Co., Birkenhead, have handed over the ex¬ 
perimental 36-knot destroyer Swift, and have 
made good progress with the three 27-knot 
destroyers Renard, Wolverine and Racoon, the 
first of which was launched on the 30th Novem¬ 
ber. This firm have also 1 secured four destroyers 
for the Argentine Government. From the yard 
of Messrs, Vickers, Sons & Maxim, Barrow, there 
was launched on the 22nd February the British 
battleship Vanguard, a vessel 500ft, long by 84ft. 
beam, with a displacement of 19,250 tons, the 
naming ceremony being performed by Mrs. 
McKenna, wife of the first Lord of the Admiralty. 
On the 19th April from the same yard the 
Brazilian battleship Sao Paulo took the water. 
This vessel, as already mentioned, is a sister ship 


to the Minas Geraes, built by Messrs. Armstrong. 
The Vickers Company also launched on the 30th 
October the second-class cruiser Liverpool for the 
British Government, and were successful in re¬ 
ceiving one of the orders for the^ second-class 
protected cruisers placed under the last naval 
programme. The large turbines for the cruiser 
Lion are in hand here, and the company have also 
been busy on submarines!, one of which—the 
largest afloat—of a new and experimental type, 
they delivered to the Admiralty in September. 

In the South the Thames Iron Works Com¬ 
pany, Black wall, are busy with the 27-knot 
destroyer Nautilus for the British Government, 
while Messrs. J. S. White & Co., Cowes', have 
during the year delivered to> the Admiralty first- 
class torpedo boats Nos. 26, 27 and 28, also the 
33-knot ocean-going destroyers Saracen and 
Crusader. The Harpy, one of the two 27-knot 
destroyers placed with the firm by the Admiralty 
at the end of 1908, was launched on the 27th 
November ; another, the Basilisk, is well ad¬ 
vanced on the stocks; and orders for other three 
destroyers, viz., the Redpole, Rifleman and Ruby , 
were placed with them by the Admiralty in 
September last. From the yard of Messrs. John 
I. Thornycroft & Co., Southampton, the 33-knot 
destroyer Amazon was delivered to the Admiralty 
early in the year, followed by the sister ship 
Nubian at the end of September, and, in addition, 
first-class torpedo' boats Nos, 31 and 32 have been 
handed over. Good progress has been made with 
the 27-knot destroyer Savage, and Messrs. 
Thornycroft are also' engaged on four more ships 
of the same type, viz., the Larne, Lyra, Martin 
and Minstrel, the order for which they received 
about the end of September. 

In December it was announced that the 
Admiralty had placed the four “ contingent ” 
lahge armoured ships provided for under the 
1909-10 programme, the successful firms being 
Sir W. G. Armstrong, Whitworth & Co., Messrs. 
William Beardmore & Co., the Thames Ironworks 
Co., and Messrs. Vickers, Sons & Maxim. The 
three first-named received orders for battleships 
(the machinery for Messrs. Armstrong’s vessel to 
be provided by Messrs. R. & W. Hawthorn, Leslie 
and Col), and Messrs. Vickers the large armoured 
cruiser, which will be a sister ship to the Lion. 



Messrs. S. P. Austin & Son during the past 
year docked and repaired at their Wear Dock¬ 
yard, Sunderland, vessels of 250,000 gross register, 
and overhauled a number of other steamers at 
their quays. 

During the year 1909, Irvine’s Shipbuilding 


and Dry Dock Co., West Hartlepool, docked and 
repaired over 300 vessels, lengthened one steamer 
30 feet, and extensively overhauled many others. 
Their salvage plant was also' well employed, two 
wrecks being blown up and other salvage opera¬ 
tions performed. 
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t HE increase in output which has charac¬ 
terised the tonnage launched in the British 
Isles during 1909, as compared with that 
of the previous year, is still more marked 
in the marine engineering returns, the explan¬ 
ation being the larger proportion of high-powered 
war vessels engined during the year just ended. 
The same factor has also been responsible for an 
increase in the engineering returns received from 
foreign firms, in spite of the fact that tonnage 
launched abroad last year shows a falling off as 
compared with the output of 1908. In Germany 
and France especially, warship machinery has 
swelled very considerably the engineering returns 
for the past year. 

The premier position as the builders of pro¬ 
pelling machinery of the greatest aggregate 
horse-power for the past year has again been won 
by a foreign company—the Stettiner Maschinen- 
bau Actien-Gesellschaft “ Vulcan,” of Stettin- 
Bredow—who also headed the list for 1908. The 
great German company have supplied engines to 
ten vessels of a total indicated horse-power of 
133,890, including the fast German cruiser 
Mainz , the turbines of which indicate 27,000 
H.P., and six turbine^driven torpedo-boat de¬ 
stroyers, each of 16,000 H.P. Messrs. Vickers, 
Sons & Maxim, of Barrow-in-Furness, come very 
near the Vulcan Company, with a total output of 
122,110 H.P., including the turbine machinery 
of H.M. battleship V anguard, H.M. second-class 
cruiser Liverpool , and the Brazilian scouts Bahia 
and Rio Grande do Sul , as well as the recipro¬ 
cating engines of the Brazilian battleship Sao 
Paulo , the Canadian ice-breaker Earl Grey , and 
other craft. 

Third and fourth positions on the list have 
been secured by two Clyde firms—the Fairfield 
Shipbuilding & Engineering Co., Govan, with 
93,500 H.P,, and Messrs, John Brown & Co., 
Clydebank, with 89,200 H.P. The former, in 
addition to engining the six vessels built by them, 
viz., H.M. second-class cruiser Glasgow , H.M. 
destroyer Grasshopper , the Union-Castle liner 
Balmoral Castle , and the three fast cross-channel 
steamers Prinses Juliana, Oranje Nassau and 
Mecklenburg , have also supplied the turbine 
machinery to the second-class cruiser Bellona, 
built at Pembroke. Messrs. John Brown and 
Company’s return comprises the turbine engines 
of the armoured cruiser Indefatigable (Devon- 
porhbuilt) of 43,000 H.P.; the turbines of the 
destroyers Beagle , Bulldog , and Foxhound, each 
of 12,500 H.P.; the paddle engines of the Golden 


Eagle , of 2,700 H.P.; and the twin-screw recipro¬ 
cating engines of the Z ealandia, of 6,000 H.P. 

The North Eastern Marine Engineering Com¬ 
pany, Wallsend and Sunderland, who have the 
largest average output over the last five years of 
any firm in the world, viz., 101,629 I.H.P. per 
annum, have for 1909 dropped to the fifth posi¬ 
tion on the list, their return including engines 
and boilers of 83,897 H.P., supplied to 58 mer¬ 
chant vessels. In addition, they have re-boilered 
three other steamers, which bring their grand 
total for the year up to 85,488 H.P. Of this 
output, machinery of 47,728 H.P. was con¬ 
structed at the Wallsend Works, and 37,760 at 
the Sunderland Works, The largest vessel 
engined is the Protesilaus, whose twin-screw 
machinery indicates 6,000 H.P. Their return 
also includes the quadruple expansion engines, 
of 3,150 H.P., supplied to the steamer Cacique. 


SCOTLAND. 

Scottish marine engineering firms, both asso¬ 
ciated with and independent of shipbuilding 
companies, produced during the past year pro¬ 
pelling machinery of about 638,000 I.H.P., as 
against about 545,000 I.H.P. in 1908. Messrs. 
Denny & Company’s output for 1909 has risen 
to 71,750 I.H.P. from 57,100 H.P. constructed 
in 1908. The five chief items contributing to 
this total are the turbines of H.M. destroyer 
Maori and of the cross-channel steamers Duke of 
Argyle and Duke of Cumberland, the twin-screw 
reciprocating engines of the Ruahine, and the 
triple expansion engines of the Henzada. Messrs. 
Yarrow & Co., Sootstoun, last year supplied the 
engines and boilers to four of the 27-knot de¬ 
stroyers for* Brazil, each of 8,000 H.P.; five 
boilers to H.M. destroyer Rattlesnake, of 12,500 
H.P.; the engines and boilers to two Dutch 
destroyers, each of 7,500 H.P.; the turbine en¬ 
gines and boilers to the 26-knot pleasure yacht 
Winchester, of 2,500 H.P.; etc., etc. 

Messrs. David Rowan & Company’s return 
includes the engines and boilers of 22 merchant 
steamers of a total horse-power of 41,820, and 
25 boilers for shipment, representing a further 
12,000 H.P. Messrs. Scott & Co., Greenock, in 
addition to supplying the engines for the five 
vessels built by themselves, have also been re¬ 
sponsible for the machinery of the battleship 
St. Vincent , built at Portsmouth; while Messrs. 
William Beardmore & Company’s return also 
includes warship machinery, H.M. second-class 
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cruiser Gloucester having been both built and 
engined by them. The most important machinery 
supplied by Messrs. Barclay, Curie & Co., White- 
inch, during the year was that fitted on board 
the Union-Castle liner Grantully Castle , of 4,600 
H.P. Their total also includes boilers only of 
13,110 H.P. The returns of Messrs. Dunsmuir 
and Jackson, Govan, and Messrs. Rankin and 
Blackmore, Greenock, consist entirely of engines 
and boilers supplied to mercantile vessels, the 
largest being the Highland Rover and Highland 
Pride , each of 5,000 H.P., the machinery for 
which was supplied by Messrs. Rankin and 
Blackmore. 

The following are the principal returns re¬ 
ceived from Scottish firms :— 


Engine Builders. I.H.P. 

Fairfield Shipbldg. and Eng. Co., Govan ... 93,500 

John Brown & Co., Clydebank . 89,200 

Denny & Co., Dumbarton. 71,750 

Yarrow & Co., Scotstoun. 64,050 

David Rowan & Co., Glasgow. 53,820 

Scott’s Shipbldg. and Eng. Co., Greenock... 38,950 

Barclay, Curie & Co., Whiteinch . 26,910 

Wm. Beardmore & Co., Dalmuir . 23,500 

Dunsmuir and Jackson, Govan. 21,500 

Rankin and Blackmore, Greenock . 21,000 

Clyde Shipbldg. & Eng. Co., Port-Glasgow 16,700 

Ross and Duncan, Govan. 16,200 

Alex. Stephen & Sons, Linthouse . 14,380 

London & Glasgow Eng. & Shipbldg Co., 


Caird & Co., Greenock . 13,000 

John G. Kincaid & Co., Greenock. 12,050 

D. and W. Henderson & Co., Partick . 9,895 

Wm. Simons & Co., Renfrew . 9,485 

Bow, McLachlan & Co., Paisley . 8,600 

McKie and Baxter, Govan . 7,895 

Caledon Shipbuilding Co., Dundee. 7,470 

Lobnitz & Co., Renfrew. 7,070 

Fleming and Ferguson, Paisley. 7,000 

Hall, Russell & Co., Aberdeen . 6,850 

Ailsa Shipbldg. Co., Troon and Ayr . 5,100 

Ferguson Brothers, Port-Glasgow. 5,100 

Muir and Houston, Kinning Park. 4,950 

A. Rodger & Co., Govan . 4,900 

Ramage and Ferguson, Leith. 4,150 

W. V. V. Lidgerwood, Coatbridge. 4,140 

Campbell and Calderwood, Paisley . 2,300 


NORTH-EAST COAST. 

Marine engineering firms on the North-East 
Coast, during 1909, constructed propelling 
machinery of a total indicated horse-power of 
about 427,600 as against about 375,000 in 1908. 
Messrs. Richardsons, Westgarth & Co. have 
engined at their works at Hartlepool, Sunder¬ 
land, and Middlesbrough 31 vessels representing 
38,450 H.P. To this figure must be added steam 
turbines of 24,000 H.P., land engines (steam and 
gas) of 4,000, and marine and water-tube boilers 
of 9,050, making a grand total for the year of 
75,500 H.P. The Wallsend Slipway & Engi¬ 
neering Company have supplied the turbines, of 
22,000 H.P., for H.M. second-class cruiser 


Newcastle; the twin-screw engines, of 8,000 H.P., 
for the Oceania , built by the Cantieri Navali 
Riuniti; and the twin-screw engines, of 6,500 
H.P., for the fast Canadian steamer Prince 
Rupert. Of the 12 vessels engined by the 
Wallsend Slipway Company, five were con¬ 
structed by Messrs. Swan, Hunter, & Wigham 
Richardson, and five by foreign shipbuilders. 
New boilers representing a horse-power of 6,960 
are also included in this company’s total return. 

The output of Messrs. R. & W. Hawthorn, 
Leslie & Co., St. Peter’s, consists entirely of 
warship machinery, and comprises the turbines 
for H.M. unarmoured cruiser Blanche (Pem¬ 
broke-built), as well as for the 33-knot destroyer 
Zulu and two torpedo boats built by themselves. 
The Parsons Marine Steam Turbine Company 
have been responsible for part of the machinery 
of the Brazilian scouts Bahia and Rio Grande do 
Sul , and for the turbines of the battleship St. 
Vincent (Portsmouth-built), the latter being a 
subcontract from Messrs. Scott & Co., Greenock. 
Palmers Company, Jarrow, have engined H.M. 
33-knot destroyer Viking (15,500 H.P.), two 
torpedo boats (each 4,000 H.P.), the cargo- 
steamer Parisiana (2,800 H.P.), and the Atlantic 
twin-screw emigrant steamer T orton a (5,000 
H.P.), making a total of 31,300 I.H.P. Of the 
26,725 H.P. returned by Messrs. Blair & Co., 
Stockton, 23,075 represents the engines and 
boilers placed on board 13 new merchant 
steamers, and 3,650 H.P. new boilers supplied 
to other vessels. Messrs. Swan, Hunter, and 
Wigham Richardson supplied from their Neptune 
Works, Walker, the engines and boilers for nine 
of the 23 vessels built by them, the largest being 
the twin-screw machinery, of 5,800 H.P., for the 
Swedish train ferry Drottning Victoria. 

The following are the principal returns from 


North-East Coast firms :— 

Engine Builders. I.H.P. 

North Eastern Marine Engineering Co., 


Richardsons, Westgarth & Co., Hartlepool, 

Sunderland, and Middlesbro’ . 75,500 

Wallsend Slipway and Engineering Co. ... 62,760 

R. and W. Hawthorn, Leslie & Co., New¬ 
castle . 41,500 

Parsons Marine Steam Turbine Co., Walls¬ 
end . 36,500 

Palmers Shipbldg. and Iron Co., Jarrow ... 31,300 

Blair & Co., Stockton . 26,725 

Swan, Hunter, and Wigham Richardson, 

Walker . 22,700 

Central Marine Engine Works, West Hart¬ 
lepool. 17,300 

John Dickinson and Sons, Sunderland. 16,700 

Wm. Doxford and Sons, Pallion. 13,650 

George Clark, Limited, Southwick . 10,050 

John Readhead and Sons, South Shields... 7,500 
Shields Engineering and Dry Dock Co., 

North Shields . 7,360 

MacColl and Pollock, Sunderland. 5.590 

J. P. Rennoldson & Sons, South Shields ... 5,024 

George T. Grey, South Shields . 5,020 
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OTHER ENGLISH CENTRES. 

Engine builders in the West Coast, English 
Channel, Humber, and Thames districts produced 
during the past year propelling machinery of 
about 280,800 I.H.P., as compared with about 
184,000 in 1908. The returns sent in by the two 
great West Coast firms—Messrs. Vickers, Sons 
and Maxim, and Messrs. Cammell, Laird & Co. 
—are striking examples of the great increase in 
output. In 1908 the former only constructed 
machinery equivalent to 58,850 H.P., while the 
latter had only 7,520 H.P. to their credit. Messrs. 
Cammell, Laird & Company's engineering output 
for 1909—like that from their shipbuilding de¬ 
partments—shows great variety, the principal 
items being the turbines of H.M. 27-knot de¬ 
stroyer Renard , of 12,500 H.P.; the turbines of 
the passenger steamers Ucayali and Huallaga , 
each of 9,100 H.P.; the triple expansion engines 
of the large steamer Highland Laddie , of 5,600 
H.P. * and the machinery of numerous tugs, etc. 
Messrs. J. Samuel White & Company's return 
includes propelling machinery for torpedo-boat 
destroyers, shallow-draught vessels, and special 
steamboats for warships. They estimate that 
next year their output will be increased to about 
53,580 H.P., mainly made up of the engines for 
the destroyers now in hand for the British 
Admiralty. Messrs. John I. Thorny croft & Co., 
Southampton, have only built the machinery of 
one torpedo-boat destroyer during the past year 
—H.M.S. Nubian , of 15,500 H.P.—but work now 
in hand includes the engines of five destroyers. 

The following table gives the principal returns 
from firms in the West Coast, English Channel, 
Humber, and Thames districts: — 


Engine Builders. I.H.P. 

Vickers, Sons, and Maxim, Barrow . 122,110 

J. Samuel White & Co., East Cowes.. 41,926 

Cammell, Laird & Co., Birkenhead . 40,934 

John I. Thornycroft & Co., Southampton.. 21,715 

Earle’s Shipbldg. and Eng. Co., Hull. 17,880 

Amos and Smith, Ltd., Hull . 8,430 

Charles D. Holmes & Co., Hull . 6,055 

Plenty and Son, Newbury . 3,540 

Crabtree & Co., Great Yarmouth. 3,395 

Great Central Co-operative Co., Grimsby.. 3,010 

Elliott and Garood, Beccles.. 2,210 

Cox & Co., Falmouth. 2,000 


IRELAND. 

Marine engineering in Ireland during 1909 
shows an increase when compared with the work 
of 1908—123,750 I.H.P. as against 105,500. 
Messrs. Workman, Clark & Co. have been 
largely responsible for this increase, their output 
for the past year comprising engines and boilers 
of 76,550 H.P. fitted in the 16 ships built by 
themselves, as compared with 38,400 H.P. fitted 
in 8 vessels during the previous year. The 
twin-screw machinery of the Orient liners 
Otranto and Orvieto, each of 14,400 H.P., is the 
most notable item in their engineering output. 
Messrs. Harland & Wolff, in addition to fitting 
the machinery in the six vessels built by them¬ 
selves, aggregating 21,250 H.P., supplied the 
propelling machinery, of 25,000 H.P., for the 
battleship Neptune , constructed at the Ports¬ 
mouth Dockyard. The following are the Irish 


totals:— 

Engine Builders. I.H.P. 

Workman, Clark & Co., Belfast. 76,550 

Harland and Wolff, Belfast. 46,250 

MacColl & Co., Belfast. 950 


Messrs. W. C. Martin & Co., of Glasgow, Lon¬ 
don, and Newcastle, during the past year have 
fitted electric light and power installations on 
the following important vessels, among others :— 
the Orient liners Osterley, Otranto , and Orvieto 
(over 1,500 lights, 300 electric ventilating fans, 
etc., in each ship), the Swedish train ferry 
Drottning Victoria (800 lights, 2 searchlights, 
etc.), the T.S.S. Hollandia (nearly 900 lights, 
etc.) for the Koninklijke Hollandsche Lloyd, the 
Kurow for the Union Steamship Company of New 
Zealand, the Cupid for the British India Co., 
the Noma for H.M. Scottish Fishery Board, the 
Gowrie for the Dundee, Perth and London Com¬ 
pany, the Andre Reboucas for Messrs. S. Pearson 
and Sons, the Mataram for Messrs. Burns, Philp 
and Co., and the Bellucia for Messrs. Bell 
Brothers & McLelland. So> satisfactory has been 
the installation fitted by Messrs. Martin on the 


Mauretania that they have been entrusted with 
the electrical equipment of the Cunard Company's 
Franconia, now building at Wallsend. This in¬ 
stallation will comprise about 3,000 lights, be¬ 
sides electric bells, fans, radiators, motors, 
telephones, clocks, searchlight, and other appli¬ 
ances!, the electrici energy being developed by 
. three compound engines and dynamos, each of 
130 kilowatts' capacity. Other work in hand 
includes the Levuka for the British India Com¬ 
pany and the Zealandia, the latter being a repeat 
of the Hollandia. 

The annual dinner in connection with the 
North-East Coast Institution of Engineers and 
Shipbuilders was held on the 10th December in 
the King's Hall, Armstrong College, Newcastle, 
Mr. Summers Hunter presiding over a large and 
distinguished company. 
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7sF>e Jbate Sir JHlfred Jb. Jones, 


f Y the death of Sir Alfred Lewis Jones, 
K.C.M.G., which took place in Liverpool 
on the 13th December, British commerce 
has suffered an irreparable loss and one of 
the most striking personalities of this generation 
has been removed. Sir Alfred was the head of 
the great shipping house of Elder, Dempster and 
Co., the African Steamship Company, the British 
and African Steam Navigation Co., the Bank 
of British West Africa, 

Elders & Fyffes Ltd., etc., 
his business relations be¬ 
ing worldwide. The news 
of his death came with 
painful suddenness, for 
only a fortnight before he 
attended the farewell din¬ 
ner to Sir Hesketh Bell, 

Governor of Northern 
Nigeria, and delivered 
one of his characteristic 
speeches. 

To more than touch 
upon the chief events in 
a life so full of achieve¬ 
ment, and which has, 
alas! been cut all too 
short at the comparative¬ 
ly early age of sixty-four, 
is an impossibility in the 
space at our disposal. 

Born at Carmarthen in 
1846, Alfred Jones went 
to Liverpool at an early 
age to commence an ap¬ 
prenticeship in the office 
of Messrs. Fletcher and 
Parr. Promotion was 
rapid, and, thanks to his 
wonderful grasp of affairs 
and force of character, he 
soon found himself in the 
position of manager. Not 
long afterwards he enter¬ 
ed the office of Messrs. 

Elder, Dempster & Co., about the time of the 
formation of the British & African Steam Navi¬ 
gation Company, and a partnership quickly fol¬ 
lowed. Having also secured the management of 
the African Steamship Company, he made the 
development of the West African Colonies his 
constant study. He interested the officials of 
the Government and the Colonial Office in par¬ 
ticular in these possessions as they had never 


been before, organised the traders, placed more 
commodious steamers on the lines, commenced 
banks, built hotels, started coaling and lighterage 
stations, and established ship-repairing works. 
It was to Sir Alfred Jones more than to any other 
man that the great Colony of Nigeria owed its 
formation; the railways of Lagos, Sierra Leone, 
and the Gold Coast were largely the result of 
his diplomatic skill; and everywhere in the West 
African Colonies one is 
faced with the reforms 
resulting from his genius, 
energy, and organising 
abilities. 

The Canary Islands also 
claimed his attention. By 
means of an improved 
steamship service, the 
building of hotels, and the 
granting of cheap tourist 
fares, he made the islands 
the popular winter resort 
they are to-day. He de¬ 
veloped Las Palmas as a 
coaling station, and he 
brought into existence 
the enormous banana 
trade with the Canaries 
which has made the name 
of Elder, Dempster & Co. 
household words all over 
Britain. 

Next, he acquired the 
Beaver Line of steamers 
trading between this coun¬ 
try and the Dominion of 
Canada. This line he 
worked for several years, 
adding several vessels of 
large tonnage, before he 
finally sold the whole of 
his Atlantic fleet to the 
Canadian Pacific Railway 
Company, a shipping deal 
which ranks as one of the 

largest ever effected. 

Sir Alfred Jones bestowed the greatest care 
and attention on the establishment of the 
Imperial Direct West Indian Mail Service to 
Jamaica from Bristol and Avonmouth. With 
the fine passenger and cargo steamers placed on 
the line, he built up between the mother country 
and this colony a great and ever-increasing trade. 
Here also he encouraged the cultivation of the 
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banana, which was brought to Britain in large 
quantities in his vessels; and indeed it is no 
exaggeration to say that the prosperity of 
Jamaica during the last few years has been 
largely due to Sir Alfred. It will be recalled 
that when the devastating earthquake visited 
the island recently, he was on a visit accompanied 
by a large party of guests, and all narrowly 
escaped with their lives. With his steamers, he 
was able to render prompt assistance, and before 
returning to England he did m^uch to allay the 
panic and to reduce the suffering among the 
unfortunate inhabitants. 

Other shipping enterprises in which Sir Alfred 
Jones was engaged included lines from Canada 
to the Cape, Canada to Mexico-, the Gulf to 
European ports, and from Continental ports to 
West and South-West Africa, In all, he con¬ 
trolled steamers of about 270,000 gross tonnage; 
and shipping, it must be remembered, represented 
but one, although the most important, phase of 
his wonderful activity. He was senior partner 
and took the lead in the direction of some 
twenty-five shipping, ship-repairing, engineering, 
coal-mining, coaling, banking, hotel-owning, 
fruit-growing, cold storage, oil mill-owning, and 
sail-making companies. Great as were the de¬ 
mands made on his energies by these concerns, 
he yet found time to fulfil many important public 
positions. He was president of the Liverpool 
Chamber of Commerce, president of the British 
Cotton-growing Association (which has done 
valuable work in promoting the growth of cotton 
in West Africa, the West Indies, etc., to save the 
Lancashire cotton trade from entire dependence 
on the United States for its supply of material), 
founder and president of the Liverpool School of 
Tropical Medicine, ex-president of the Liverpool 
Steamship Owners’ Association, chairman of the 
American Chamber of Commerce, vice-chairman 
of the Lancashire Sea Training Home, member of 
the Navy League, member of the Departmental 
Committee of the Board of Trade to draw up 
a scheme for the training of British seamen for 
the mercantile marine, vice-president and trustee 
of the Liverpool Ship-brokers’ Benevolent Asso¬ 
ciation, chairman of the Liverpool School of 
Commercial Research, member of the Liverpool 
Cathedral Committee, etc., etc. As was to be 
expected, honours fell thick and fast to the lot of 
this great worker. In recognition of his services 
to West Africa, the Canaries, and Jamaica, he 
was created a K.C.M.G. in 1901. He was also a 


K.C. J.C. of Spain, possessed among other decora¬ 
tions one from the King of Portugal, and only a 
few months ago he received the Star of the Order 
of St. Stanislaus and the Cross of the same order 
from the Czar of Russia. 

Sir Alfred Jones has been described with truth 
as one of the busiest men of this age, sparing 
neither himself nor his subordinates in what he 
regarded as duty; and now that he is no more, 
one cannot but deeply regret that he did not 
exercise some restraint on his restless energies ; 
for had he allowed himself more rest and leisure, 
his life might have been prolonged many years. 
One of the most sympathetic and large-hearted 
of men, and always approachable and courteous 
in spite of that brevity for which he was famous, 
the great Napoleon of commerce was beloved by 
the army of business men of all grades 1 with whom 
he came into contact. As a philanthropist, his 
charities were by no means confined to Great 
Britain. He did much to assist struggling 
Africans—medical or other students and mer¬ 
chants—to obtain an education or to carry on 
business, and many were educated at his own 
expense. As a humanitarian, he earned fame 
for his noble work in fighting the dread malaria 
of West Africa, by founding the Liverpool School 
of Tropical Medicine, and by so substantially 
helping it financially and inducing others to do 
the same by his example and enthusiasm. As an 
empire builder, his labours on behalf of West 
Africa, the Canary Islands, and Jamaica will 
cause his name to go down to posterity linked 
with those of the late Cecil Rhodes and others 
less prominent whose life-work has made for 
human progress and civilisation as exampled in 
British influence all over the globe. 

Possibly the best index to a character at once 
so noble in its unselfishness and so inspiring in 
achievement, is to be obtained from a study of 
the answer given on one occasion when his 
opinion was invited as to what were the greatest 
factors making for success in life. Sir Alfred 
replied :—(1) the value of time, (2) the success of 
perseverance, (3) the pleasure of working, (4) the 
dignity of simplicity, (5) the worth of character, 
(6) the power of kindness, (7) the influence of 
example, (8) the obligation of duty, (9) the wis¬ 
dom of economy, (10) the virtue of patience, (11) 
the improvement of talent, and (12) the joy of 
originating. And all these he himself knew and 
practised. 


Mr. Norman Hunter, who at present holds the 
position of manager of the South Yard of Messrs. 
Workman, Clark & Co., Belfast, has been ap¬ 
pointed. principal assistant in the outside depart¬ 
ment, under Mr. W. Boyd, of Messrs. Cammell, 


Laird & Co.’s shipyard at Tranmere Bay. Mr. 
Lang, the present principal assistant, will become 
works manager of the company’s Birkenhead 
yard. Mr. Hunter is expected to enter on his 
new duties on the 1st March. 
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The Effect of Parallel 
Middle Body upon 
Resistance. 


In his recent paper read 
before the American 
Society of Naval Archi¬ 
tects and Marine Engi¬ 
neers, Naval-Constructor D. W. Taylor deals with 
a most valuable series of model experiments, 
conducted at the United States Model Basin, to 
determine, from the point of view of resistance, 
the most suitable length of parallel middle body 
for full vessels of low and moderate speeds. All 
the models tested had a midship section co¬ 
efficient of '96, a ratio of beam to draught of 2*5, 
and sections of the shape indicated by Fig. 1. 



Three series were tried having prismatic or longi¬ 
tudinal co-efficients of '68, ‘74 and '8 respectively. 


Four sizes of models were used in each series to 
show the effect of different ratios of length to 
breadth, and for each size of model five curves of 
sectional area were used corresponding to differ¬ 
ent percentages of parallel middle body, as 
indicated by Fig. 2, so 1 that altogether sixty 
models were tested. As regards skin resistance, 
which is the major factor in the type of vessel 
under consideration, Mr. Taylor shows that the 
effect of practicable variations in the length of 
parallel middle body is very small, the variation 
of wetted surface, and therefore of skin resist¬ 
ance, being only about per cent. As regards 
residuary resistance, however, the experiments 
showed that there was a most suitable length of 
middle body for minimum resistance in the case 
of the models tested, varying with the speed and 
the prismatic co-efficient, but not greatly affected 
by the size of the model, i.e ., the ratio of length 
to beam. The final results are presented in the 
form shown by Fig. 3 for each of the prismatic 
co-efficients considered, Fig. 3 being that for '74 
prismatic co-efficient. The middle curve shows 
the length of middle body at different speeds for 
minimum residuary resistance, while the upper 
and lower curves show the variation which can 
be made in this length without increasing the 
residuary resistance 10 per cent, or the total 
resistance 3 per cent., assuming the residuary 
resistance to be 30 per cent, of the total. Mr. 



Fig. 2.—Sectional Area Curves for various Percentages of Parallel Middle Body. 
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Fig* 3 *—Curves of Minimum Residuary Resistance and Percentages of 
Parallel Middle Body for Longitudinal Co=efficient *74. 


Taylor’s conclusions cannot be better expressed 
than in his own words :— J “ While the results, 
strictly speaking, refer only to models similar to 
the parent form used, and the actual residuary 
resistances given are not perhaps the minimum 
that may be obtained, I think there is little 
doubt that, as regards desirable length of parallel 
middle body from the point of view of resistance, 
they should apply with reasonable approximation 
for almost any type of form such as would be 
used for full vessels. It is seen that, broadly 
speaking, from the point of view of resistance 
alone, for the range of speeds attained in practice 
by full vessels, the optimum length of parallel 
middle body is for a longitudinal co-efficient of 
*68 from 12 to 16 per cent., but it may be made 
25 per cent, without material increase in resists 
ance. For a longitudinal co-efficient of *74 the 
optimum length of parallel middle body is from 
24 to 27 per cent., but it may be made from 36 
to 40 per cent, without material increase of re¬ 


sistance. For a longitudinal co-efficient of *80 
the optimum length of parallel middle body is 
from 32 to 35 per cent., but it may be made from 
44 to 48 per cent, without material increase of 
resistance. These conclusions apply to values of 
speed-length co-efficient above *50. For very 
low speed vessels the residuary resistance is such 
a small percentage of the total that the limits 
above may evidently be materially exceeded.” 

^ J* 

The suitable covering 
Coverings for Boilers or °f boilers 

and Steam Pipes. and steam pipes is a 

question of great prac¬ 
tical importance, and a good deal of difference of 
opinion exists as to the efficiency of the various 
substances which have been proposed for this 
purpose. Such being the case, Professor Stroh- 
menger’s paper on the subject, recently communi¬ 
cated to the Institute of Marine Engineers, is 
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THE SHIPBUILDER. 


very opportune. In this paper the author first 
deals with the reasons for covering and then with 
the qualities required in the substances chosen. 
He said it could be safely assumed that the losses 
through direct radiation from conveyors carrying 
heat energy in the form of steam are exceedingly 
small, and that from an uncovered boiler or pipe 
the losses are undoubtedly due to conduction and 
convection. When the boiler or pipe is lagged, 
the more important of these two factors, convec¬ 
tion, is minimised, but in his opinion the other 
factor, conduction, is increased. It is generally 
stated that the more air cells in a covering the 
more efficient is the covering. Although this is 
true, Mr. Strohmenger made it clear that it is 
not on account of the air cells, but because of the 
longer path, and therefore increased resistance 
of the material used. Laggings in practical use 
he divided into four classes. The first of these, 
the sectional form, is shaped before being applied, 
and bound into place generally by strips of metal. 
In the second or mattress form, the covering is 
the part which suffers most, as in some cases it 
contains as much as 25 per cent, of combustible 
material. The material used for filling the mat¬ 
tress should be long-fibre asbestos. The effi¬ 
ciencies obtained for magnesia sectional covering 
and for blue asbestos mattresses are practically 
identical. The greater resiliency of the blue 
long-fibre asbestos makes it a better insulator 
than white asbestos. The third form, rope 
covering, is particularly convenient for pipe 
coverings^, but it is important in this form of 
covering to have the plaiting as loose as possible. 
For permanent work, the fourth or plastic form 
of covering is often economical, but as its removal 
entails the destruction of the covering economical 
considerations must also' take into account the 
permanency of the job. The properties of a 
desirable covering may be sumarized as follows :— 
it should offer a high resistance to the passage of 
heat; it should be capable of being easily re¬ 
moved ; its efficiency should not be impaired by 
variations of temperature, the action of steam or 
water, vibration, rough handling, or physical or 
chemical changes over a term of years; its specific 
weight should not be so high as to place an undue 
strain on the steam pipes; it should have no 
action on the metal surface lagged; it should be 
non-inflammable; and its specific heat should be 
as low as possible. 

•* J 

Considerable discussion 
The Stumpf Steam bas lately been aroused 

Engine. among marine engineers 

by the claims made by 
Professor Stumpf, of Charlottenburg, with regard 
to the suitability of his “ continuous-flow ” steam 
engine for ship propulsion. The matter was fur¬ 
ther dealt with by the professor in a paper read 


before the Schiffbautechnischen Gesellschaft at 
the autumn meeting of the society. The dif¬ 
ference in principle which exists between the 
Stumpf design and the usual type of steam engine 
is that the steam passes continuously through, 
instead of having an alternating motion in the 
cylinder. Referring to Fig. 4, it will be seen 
that the steam enters at the end of the cylinder 
and exhausts at the centre, instead of returning 
again to the end at which it entered. The ad¬ 
vantage claimed is that the heat losses in the 



Fig. 4.—The Stumpf Marine Engine. 


cylinder are greatly reduced, as the cylinder walls 
are not cooled by returning steam. Consequently, 
a much greater range of expansion can be allowed 
in one cylinder and a return made to the single¬ 
cylinder engine, thus facilitating a large reduction 
in the number of working parts. Professor 
Stumpf makes the bold assertion that expansion 
in stages is for a great number of engines an un¬ 
necessary complication. Engines of the new type 
have been built for various land purposes, and in 
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the case of locomotives are said to have proved 
20 per cent, more economical than the ordinary 
type. In the case of the marine engine the num¬ 
ber of cylinders would depend upon the question 
of balancing, but each cylinder would be single- 
acting and independent, so that it could be left 
idle for repairs if necessary without putting out 
of action the other cylinders. It is claimed also 
that there are great possibilities with this engine 
as regards the use of superheated steam. Prac¬ 
tical application of the system on board ship will 
be awaited with interest. 


and machinery were in such perfect order that 
she could have proceeded further. From Oran 
she proceeded to Bizerta, where she is stationed. 
These runs are regarded as records for submarine 
craft. So far as information is available, the 
longest runs made previously are those by the 
German submersible U. 1, which went from 
Heligoland to Kiel, a distance of 600 miles, and 
by the Swedish submersible Hvalen , which went 
from Spezzia to Cartagena, a distance of 800 
miles, and proceeded by stages to Gothenburg. 
The latter vessel, however, never made a non-stop 



Photo by] Fig. 5.—The French Submersible “ Papin” at Full Speed. [J. Peltier, Nantes. 


The radius of action 
Endurance Trials of of submarine craft is 

Submarine Craft. steadily increasing. A 

few weeks ago the 
French submersible Papin covered a distance of 
1,200 miles without a stop, encountering bad 
weather in the Bay of Biscay. After an interval 
of a few days, she made a second trip of 800 miles. 
She left Rochefort, where she was built, for Cher¬ 
bourg, calling at Brest, and on her return trip she 
went direct from Cherbourg to Rochefort without 
a stop. Convoyed by the battleship Henry IV., 
she again left Rochefort and proceeded under 
her own power to Oran. During this long trip 
she never stopped or had any assistance from the 
battleship, and on her arrival at Oran both hull 


run of 1,200 miles. The Papin, which was de¬ 
signed by M. Laubseuf, the well-known naval 
architect, has a total length of 167ft. 9in., an 
extreme breadth of 16ft. 4in., and a depth of 
10ft. 3in., and when submerged she displaces 505 
tons. The two sets of triple expansion engines, 
taking steam from two Du Temple boilers, indi¬ 
cate 700 H.P. and drive two propellers. The 
two electric motors, for propulsion when sub¬ 
merged, indicate 440 H.P. The speed awash is 
13 knots, and when submerged 8 knots. It is 
interesting to note that the three best sub- 
mersibles attached to the Cherbourg Dockyard 
have Calais as their home-port, from which they 
can watch the Straits of Dover. 
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PORTSMOUTH. 


New construction is still chiefly engaging the 
energy of the Dockyard staff, and three Dread¬ 
noughts are at present in hand—the St. Vincent 
finishing off her trials, which have gone off with¬ 
out a breakdown and been quite successful; the 
Neptune completing; and the Orion on the slip. 

The St. Vincent on her eight hours’ full-power 
trial up Channel did just under 22 knots 
an hour, as did the Vanguard. This speed 
is nearly a knot better than the contract speed 
for the class, viz.> 21 knots, and was obtained 
without the turbines working up to the full power 
of 24,500 H.P. The trial was run during the 
night, and the next day, a Saturday, the ship 
completed her turning trials, and on the Monday 
the trials of her big guns, all with satisfaction. 
Scott's Shipbuilding and Engineering Company, 
Greenock, were the contractors for the engines. 
The St. Vincent is expected to become the flagship 
of the Nore Division of the Home Fleet shortly 
in succession to H.M.S. Dreadnought > which will 
come into Dockyard hands for overhaul. 

The Neptune , launched at the end of Septem¬ 
ber, is now in a forward state. The whole of her 
side armour is in position, the greater portion of 
the big internal work is completed, and the whole 
of the main machinery and water-tube boilers 
have been placed aboard. Some parts of the 
superstructure are also being put up and the big 
funnels are being built, A new feature in the 
ship will be the after turrets, which are not on 
the same plane, the forward one being raised to 
give a fire dead astern. This is very important 
because the Dreadnoughts , with their 21-knot 
speed, are able to fight stern actions most 
effectively. The Neptune will be the first Dread¬ 
nought to fire eight guns astern, as against six in 
the case of her predecessors. 

The Orion , laid down at the end of November, 
is apparently to be the first of the sniper-Dread¬ 
noughts. Extraordinary secrecy is being observed. 


From time immemorial casual visitors and 
regular callers at the Yard have been allowed 
to pass by a new ship on the slip and take a good 
look at her bow and towering sides. In fact, it 
has been one of the “ sights." This is stopped 
with the Orion. The police guard her vicinity 
day and night, and not even a Naval officer is 
allowed to approach her without a permit. The 
Dreadnought was built with unusual secrecy, but 
with the Orion it is a case of super-secrecy. 
Photographers were not even allowed to take 
pictures of the keel-laying ceremony, when 
nothing “ worth seeing ” is on view. 

Still, it is a pretty well accepted fact that she 
will cost nearly three millions. It has not yet 
transpired, however, whether she will carry the 
new 13'5-inch ordnance which has been experi¬ 
mented with in Portsmouth waters against the 
old Duke of Edinburgh , or the 12-inch gun carried 
by the earlier ships. It is probably a question 
of the life of the gun. The length of the ship is 
given as 550ft., beam 88^-ft., displacement 22,250 
tons (or 2,000 tons more than her nearest pre¬ 
decessor), and I.H.P. 27,000. 

A new departure of interest is the use of an 
improved armour plate, to* be used on the sides 
and barbettes. It is thinner than that used on 
the Dreadnought , but has greater powers of re¬ 
sistance. There will be but one mast, a tripod, 
and instead of the fire-control appliances being 
placed in an unprotected position at the apex of 
the mast they are to be contained in an armoured 
tower. 

There is also, it is said, to be an increase in 
speed to 22 knots, and the Orion , regarded from 
all standpoints* fully tallies with the statement 
of the Premier that this year’s type of Dread¬ 
nought would be 30 per cent, more powerful than 
the parent ship. 

The repair work carried out has been of minor 
importance. The Hindustan has finished her 
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re-fit, the Britannia is in hand, and the Prince 
George is undergoing a long re-fit, which includes 
the installation of improved “ wireless ” and 
magazine-cooling appartus. Many destroyers 
and torpedo boats have been overhauled. 

One of the big new floating docks is to be 


moored here, off the Dockyard, in an extremely 
safe position, except from above. By the 
time this dock arrives Portsmouth will, with the 
completion of the new lock, have three docks to 
take Dreadnoughts, two of which can also accom¬ 
modate super -Dreadnoughts. 


DEVONPORT. 


The cruiser Lion is to be a most interesting 
vessel, and quite the last word in Naval archi¬ 
tecture ; in fact, though a cruiser, the equal of a 
Dreadnought for fighting power. 

Her turbine horse-power is to be about 70,000, 
necessitating a great increase in the amount of 
space allotted to the boiler power, and conse¬ 
quently the ship will have the enormous length, 
for a war vessel, of about 700 feet. The horse¬ 
power of the Indefatigable is 43,000. The in¬ 
crease in deck space has allowed a notable increase 
in the primary armament, and the Lion will 
therefore carry the full Dreadnought complement 
of ten 12-in. guns, as compared with the eight of 
the Invincibles. The second armament will 
probably be 6-in. guns instead of the 4-in. of the 
previous Dreadnoughts. 

With her speed of 28 knots (an increase of two- 
knots over the Invincibles) and her two extra big 
guns, the Lion will mark an important step for¬ 
ward, and she in fact will be the first of the super- 
Dreadnought cruisers. She is 100 feet longer 
than the Indefatigable, and again the new slip 
has had to be extended to- accommodate her. 

This constant and rapid increase in the length 
of war vessels is becoming a very serious matter, 
for not only are our locks and dry docks, built 
at enormous expense, becoming obsolete, but at 
our jetties and in the basins space allotted in the 
past to two- and three battleships is now being 
occupied by each of these leviathans, while some 
of our Naval harbours will soon be too small for 
them to conveniently swing at anchor. At 
Portsmouth, for instance, moorings are shortly 
to be laid down for the big ships to- moor head 
and stern. 

The laying of the first keel-plate, at the begin¬ 
ning of December, was carried out with unheard- 
of secrecy. No Press representatives or Press 
photographers were allowed to be present, and the 
Admiralty took drastic steps to ensure compara¬ 
tive secrecy. The wife of the Admiral-Superin¬ 
tendent performed the ceremony in the presence 
of only a few of the principal officers of the port 
and their wives. The electric switch used by the 
King when he laid the keel of the battleship 
King Edward VII. was again brought into use, 
and Mrs. Cross having actuated it, electric motors 
drew the keel-plate on to the blocks. Using 


a pneumatic riveter, Mrs. Cross drove the first 
rivet, which was afterwards stamped with her 
initials. Most of the ladies of the company 
subsequently drove rivets. 

The Lion is progressing favourably, but no 
attempt is being made to “ race ” with the Orion, 
under construction at Portsmouth. 

The Indefatigable was launched at the end of 
October, with a weight of 6,800 tons, and took 
the water beautifully. She is now in dock having 
her side armour plates fixed. At the same time 
the rudder glands and the stern glands for the 
main shafting are being bored out, and the tur¬ 
bine and boiler beds and bearers are being pre¬ 
pared. Good progress is being made. 

The Gollingwood is completing for her steam 
and gun trials, to take place in the New Year, 
and she will be ready for her commissioning at 
the end of March. This will be two years and 
two- months after the date of the laying of the 
keel, but the delay—and also- that in the case of 
St. Vincent, built at Portsmouth (which has just 
completed her trials)—has been chiefly due to 
serious mishaps with main castings, necessitating' 
repeats. Considerable expedition has been 
shown in getting the five barbettes and their ten 
12-in. guns aboard, representing a combined 
weight of nearly 3,000 tons. Each of the turn- 
tables, which have a weight of 160 tons, was 
placed aboard and in position in half-an-hour, and 
the boiler rooms being sufficiently advanced for 
the raising of steam it was possible to work the 
hydraulic for making adjustments. 

H.M.S. Vanguard carried out her steam trials 
in the vicinity of Plymouth, on the measured 
course at Polperro, and as in the case of the St. 
Vincent at Portsmouth, nearly 22 knots was 
reached, or a mile an hour over contract. The 
steam consumption at various speeds and under 
various conditions, as recorded elsewhere in the 
present issue, was quite satisfactory. An experi¬ 
ment was made of passing the steam exhaust of 
the auxiliary engines into the low-pressure tur¬ 
bine to augment its power. The test was most 
satisfactory, the steam consumption being re¬ 
duced by about 20 per cent, at low power. 

Re-fits have been in hand of the cruiser 
Pelorus and the gunboat Hebe, and sums of 
£20,000 are to be expended on each. Few 
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destroyers have been in hand, but the torpedo 
gunboat Onyx has been converted for duty as a 
harbour depot ship for submarines at Devonport. 
The poop and quarter deck spaces have been 
covered in, and dynamos and air-compressing 
plant placed in the engine spaces. The re-fit of 


the Highflyer (second-class cruiser) will be a big 
affair, as £44,000 is to be spent on her. 

The yard now possesses one 160-ton and two 
75-ton cranes, and one 100-ton shears, and can 
thus simultaneously lift the main armament 
of four big ships. 


CHATHAM. 


Beyond the building of four submarines and 
a couple of tugs, the Atlas and Pilot, for Dock¬ 
yard use, the Yard has been exclusively engaged 
upon a large variety of repair work, the weekly 
wage bill being between £13,000 and £14,000, 
which is practically the high-water mark of local 
prosperity. 

The battleship Venerable has re-fitted, and 
other vessels that have been through or are now 
in Dockyard hands are the cruisers Inflexible and 
Minotaur , the battleship London (which has been 
at the yard several months, and on which £70,000 
has been spent), the battleship Lord Nelson, 
the cruiser Dido, the cruiser Vindictive, the 


battleship Gcesar, and the submarine depot ship 
Vulcan. 

The cruiser Apollo has been fitted out as a 
mine-layer and has left for Devonport, her new 
station ; the Intrepid is in hand for similar alter¬ 
ations ; the cruiser St. George is being converted 
into a depot ship for destroyers, and the Pomone 
into an instructional hulk. 

The launch of submarine C. 20 was a private 
function. A tug started her off the slip, and 
then her own weight carried her into the water. 
Much of her machinery was in position when 
launched. The next submarine to be laid down 
will be of the newest D class. 


SHEERNESS. 


Statistics recently published show how Sheer¬ 
ness is growing in importance now that it is the 
advanced base of the Home Fleet. It is now our 
fourth Royal Dockyard in so far as the number of 
men employed is concerned, for while the number 
on the books has increased from the 1st January, 
1906, to the 25th September, 1909, from 1,820 to 
2,306, Pembroke has dropped from 2,330 to 2,044, 
and in spite of the fact that in the same period 
the aggregate staffs of the seven yards (including 
the small personnel at the West India Docks and 
Haulbowline) have increased from 27,888 to 
35,598. 

It is not yet announced in what part the new 
floating dock for Dreadnoughts will moor. Chat¬ 
ham wants it, but the Medway is not easy of 
navigation for Dreadnoughts, especially if 
crippled and low in the water, and the consensus 
of opinion is that the dock will be moored at 
Sheerness, or at any rate in a well-protected 
position in a neighbouring creek away from 
damage by an enemy’s torpedo. Some dredging 


will be necessary. The dock will be manned from 
Sheerness, and will be the only dock in the Med¬ 
way to take a Dreadnought or svapsY-Dreadnought. 
None of the masonry docks at Chatham are large 
enough, and the Admiralty have long ago 
definitely decided against developing Chatham 
in this respect. 

The Yard has, as usual, been engaged on small 
repair work. The Dryad has completed her re-fit 
as navigation school ship at Portsmouth. She 
has had destroyers’ water-tube boilers put aboard 
her. The torpedo gunboat Hazard has succeeded 
the Dryad for a similar re-fit, and aboard her two 
boilers made for the Ariel class are being 
installed. The re-fit is to cost £20,000. 

Nine destroyers—the Creswell, Mohawk, Wel¬ 
land, Amazon, Erne, Tartar, Ure, Dee and Swale 
—are or have been in hand for the customary 
bi-annual re-fit, and the Saracen is having her 
bows repaired after collision with a merchant 
ship. 


PEMBROKE. 


Pembroke is still devoting its constructive 
energies to the improved scout class, of which the 
Boadicea, built here, was the name-ship. The 
Bellona is now on her trials, the Blanche 


(launched on the 25th November) completing, 
and the Blonde was laid down on the 6th Decem¬ 
ber. 

All are “ improved scouts,” and will replace 
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the “ scouts ” as parent ships for destroyer 
flotillas. They are only slightly larger than the 
“ scouts,” but sufficiently so to remedy what is 
considered to be the chief defect of that class, 
viz., their restricted radius of action. The 
Boadicea and her sister ships nominally carry 450 
tons of coal and oil fuel as compared with the 
150 tons of the “ scouts.” In addition to their 
ability to keep to the high seas for longer periods, 
the Boadiceas have 4-in. q.-f. guns instead of the 
12-pounders of the “ scouts,” the Boadicea herself 
mounting six, and the Blanche and Blonde ten. 
The latter will also carry the new 21-in. torpedoes, 
which have an initial speed of over 40 knots and 
have double the effectiveness of the 18-in. through 
the use of heated air. In fact they can be aimed 
at battleships outside the range of the present 
searchlights, and so a new problem of defence 
against torpedoes faces the designer. 

The Blanche has two sets of Parsons turbines, 
each set comprising high-pressure ahead and 
astern, and low-pressure ahead and astern 
turbines. There will be four propellers, two 
driven by the high-pressure turbines, and two 
by the low-pressure turbines. The policy of 
providing cruising turbines, carried out in the 
cases of the Boadicea and Bellona, has been aban¬ 


doned in the case of the Blanche. The idea was 
that the cruising turbine was more economical 
at low and medium rates of speed, but recent 
experience has proved that in practice cruising 
turbines are not worth the space given to them 
and so have been dispensed with. The propelling 
machinery will be of 18,000 H.P., and the twelve 
Yarrow small-tube boilers, working at a pressure 
of 235 lbs. to the square inch, will supply steam 
at a pressure of 170 lbs. to the high-pressure tur¬ 
bines, and the ship is expected to attain a speed 
of 25 knots. Her length is 385ft., extreme 
breadth 41ft., and displacement 3,350 tons. 

The Blanche is to have one mast and four 
funnels. As usual, she will be equipped with 
“ wireless,” and the main electrical supply cables 
will be on the “ ring ” system, but instead of 
being one “ ring ” for common supply, the 
dynamos are being grouped to supply a number 
of “ rings ” and so provide a safeguard against 
break-downs. 

The Blonde is being built at a greater speed 
than the Blanche , for when laid down one-third 
of the launching weight, or about 350 tons of 
material, was ready for working into' the hull. 

The destroyer Osprey has undergone a re-fit 
and she has been succeeded by the Sylvia. 




The Grantully Castle, launched by Messrs. 
Barclay, Curie & Co., Whiteinch, and referred to 
elsewhere in this issue, is the fifty-eighth vessel 
built by this company for Messrs. Donald Currie 
and Co. The present vessel is the second of that 
name, the original Grantully Castle having been 
constructed by Messrs. Barclay, Curie & Co. in 
1879. 

The production of a gauge-glass thoroughly 
capable of withstanding the severe working con¬ 
ditions of present-day steam boilers, alike as to 
high pressure, variation of temperature, and 
corroding influences, is a problem which some 
time ago Messrs. John Moncrieff, Limited, of the 
North British Glass Works, Perth, set about 
resolutely to solve; and, after painstaking re¬ 
search and a long series of severe practical tests, 
their efforts resulted in the production of Mon- 
criefTs “ Unific,” a quality of gauge-glass which 
has now for some time been on the market, 
fulfilling all conditions. In respect of non¬ 
corrosion and reliability under sudden variations 
of temperature, as well as under sustained high- 
steam pressure, the “ Unific ” is now the favoured 
production of Messrs. Moncrieff, who for nearly 
forty years have manufactured the well-known 


“ Perth ” gauge-glass. The sale of the “ Unific ” 
during 1909, the manufacturers inform us, has 
been good, and is very steadily increasing. 

According to the returns issued by Lloyd’s 
Register of Shipping, there were 331 mercantile 
vessels, of 913,374 gross tonnage, under con¬ 
struction in the United Kingdom at the 31st 
December, 1909. This total is about 149,000 
tons in excess of the tonnage building at the end 
of 1908. The mercantile work in hand is divided 
as follows:—at Belfast, 168,210 tons; Barrow, 
Maryport and Workington, 2,880 tons; Glasgow, 
174,744 tons; Greenock, 131,710 tons; Hartle¬ 
pool and Whitby, 52,950 tons; Liverpool, 34,550 
tons; Middlesbrough and Stockton, 63,685 tons; 
Newcastle 1 , 147,829 tons; and Sunderland, 
105,525 tons. As regards warships, at the end 
of 1909 there were 64 vessels, of 273,210 tons dis¬ 
placement, under construction in the United 
Kingdom. Of this total 10 ships of 109,060 tons 
were building in the Royal Dockyards, while 
private shipbuilders had in hand 46 ships (in¬ 
cluding 32 destroyers) of 117,450 tons for the 
British Government, and 8 ships (2 battleships, 
2 scouts, and 4 destroyers) of 46,700 tons for 
foreign governments or u not stated.” 
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SCOTLAND. 


The feature of greatest interest distinguishing 
the Clyde shipbuilding industry for the past 
quarter happily consisted of fresh contracts 
placed rather than of work achieved. That the 
contracts represented to a very large extent naval 
rather than mercantile tonnage is not without its 
significance as bearing on the state of the shipping 
industry, and the fact will doubtless not pass un¬ 
noticed by mercantile shipowners. However this 
may be, “ the thing that matters ” with ship¬ 
builders and shipyard artisans is that a much- 
needed influx of fresh work has taken place. 
Altogether it is estimated that close on 115,000 
tons were booked during the three months under 
review, of which about 33,000 tons consisted of 
battleship and cruiser tonnage for the British 
Admiralty. 

In October orders for two second-class cruisers 
of the improved Bristol type were received, one by 
Messrs, William Beardmore & Co., Dalmuir, and 
the other by the London & Glasgow Engineering 
and Shipbuilding Co., Govan. The turbine 
engines for the vessel to be built by the latter firm 
will be supplied by Messrs. John Brown & Co., 
Clydebank. Messrs. Beardmore, as it chanced, 
were apprised of the commission to> build on the 
very day they sent off the stocks the second-class 
cruiser Gloucester , one of the vessels of the Bristol 
class placed in November, 1908. In mid-Decem¬ 
ber a still more important order was received 
from the Admiralty by the Beardmore firm, viz., 
that for the construction of the hull and engines 
of one of the three super -Dreadnought battleships 
given out to contract. This vessel, like her sisters, 
is to have a displacement of 22,500 tons, which is 


over 2,000 tons greater than the Dockyard-built 
Neptune, 4,600 tons greater than the Dread¬ 
nought, and 6,000 tons greater than the 
Agamemnon, which is the last battleship to the 
credit of the Dalmuir works. Although much 
less than what local notions of equity suggested 
and fond rumour had anticipated for the Clyde 
centre, the latest order caused the liveliest satis¬ 
faction in the Dalmuir district, where work, 
either naval or mercantile, had for long been at 
a low ebb. With the order for the improved 
Bristol cruiser, the fitting-out work now proceed¬ 
ing at the Gloucester, and this further important 
accession on which the preliminaries only are as 
yet in hand, there is now more to show for the 
calling into being of the great Beardmore naval 
establishment. In the case of the Agamemnon 
the twin-screw reciprocating engines were sup¬ 
plied by Messrs, It. & W. Hawthorn, Leslie & Co., 
Newcastle, whereas the turbines for the new 
battleship, of 27,000 I.H.P., will be completed by 
the Beardmore firm themselves. They have 
already had turbine experience in producing the 
machinery of the Gloucester; and when the 
Dalmuir works were visited by the Chinese Naval 
Commission last month, the turbines for the 
latter vessel were shown to the visitors under 
steam. 

At no previous period has there been such a 
large proportion of the work in hand in Clyde 
yards—on the stocks and fitting out afloat'—des¬ 
tined for naval purposes, A total of twenty- 
seven vessels for the British Government'—all 
with one exception (the battleship Colossus 
building by Messrs. Scott & Co., Greenock) at or 
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above Dumbarton—together with the destroyers 
for the Australian Commonwealth and those for 
the Brazilian Navy (the latter at Messrs. Yarrow 
and Company’s Scotstoun yard), is a very note¬ 
worthy condition of affairs. There are now two 
Dreadnoughts , five of the Bristol and improved 
Bristol cruisers, and twenty British destroyers, 
on the stocks or fitting out afloat, and these are 
well distributed over the Clyde, so that so far as 
naval work is concerned employment is now fairly 
good all over. 

As regards mercantile work, there is a 
gratifying increase in the volume of tonnage 
placed, although the bulk of the orders are for 
plain cargo-carrying vessels not involving the all¬ 
round equipment and high-class finish of modern 
mail and passenger liners. Again, the majority 
of the contracts have found their way to lower- 
reach shipyards—Port-Glasgow and Greenock— 
which leaves a good deal to be desired so far as 
upper-reach establishments are concerned. The 
following are the principal bookings, set out for 
the most part in the order of their importance: — 
Messrs. Caird & Co., Greenock, have definitely 
received a contract from the P. & O. Co*, for a 
large twin-screw mail steamer similar to the 
Mantua built by them for the same company last 
year. Messrs. Russell & Co., Port-Glasgow, who 
on the 28th October launched the steamer High¬ 
land Laddie for the same owners, contracted 
about mid-November to build three steamers for 
Messrs. H. & W. Nelson, Liverpool, also for the 
meat-carrying trade. The new vessels will be 
about 415ft. long, insulated throughout, and 
otherwise specially equipped for the trade. 
Messrs. Russell also about the same time con¬ 
tracted to build for Messrs. James D. Dunn and 
Co., Glasgow, a cargo steamer of 7,600 tons dead¬ 
weight with a speed of ten knots. The engines 
for these vessels will be supplied by firms at 
Port-Glasgow and Greenock. Messrs. William 
Denny & Brothers, Dumbarton, have received 
from Messrs. P. Henderson & Co., Glasgow, an 
order to build and engine a steamer of about 
8,500 tons deadweight for their Rangoon service. 
Messrs. A. McMillan & Son, Dumbarton, are to 
build, and Messrs. David Rowan & Co., Glasgow, 
to engine, two steamers similar to the Saruga 
built by them some time ago. Messrs. John 
Brown & Co., Clydebank, have been commissioned 
by the Great Eastern Railway Company to build 
and engine an additional steamer for their chan¬ 
nel service between Harwich and the Hook of 
Holland. The new vessel, which will be propelled 
by turbines, will be based upon an improved 
Munich and Copenhagen, built at Clydebank in 
1908 for the same service. Messrs. Barclay, 
Curie & Co., Whiteinch, have received from the 
Blue Anchor Line an order to build and engine 
a large passenger and cargo steamer, similar in 


type to other vessels they have constructed for 
the same owners. For the Anglo-American Oil 
Company, the Greenock & Grangemouth Dock¬ 
yard Company are to build an oil steamer some¬ 
what simliar to one completed some time ago for 
the same company. She will have a carrying 
capacity of 2,150 tons of oil, and triple expansion 
engines and two boilers will be fitted by Messrs. 
John G. Kincaid & Co., Greenock. 

The work accomplished during the past quar¬ 
ter, as measured by the volume of tonnage put 
into the water, makes a distinct advance on the 
output for the previous quarter, and a still 
greater advance on the two first quarters of 1909. 
Altogether about 135,000 tons were sent off the 
stocks, as compared with about 110,000 tons 
during the previous quarter. Both in respect of 
volume of output and of notable items contri¬ 
buting to the aggregate, however, readers may be 
referred to the review of the work of the whole 
year to be found on other pages. Here it may 
suffice to say that the year 1910 has begun with 
very considerably better prospects than did 1909; 
and when the din of Budget difficulties, tariff 
reform, naval deficiencies, etc., etc., has subsided 
and matters have settled into the groove of 
“ least resistance,” progress and not retrogression 
will characterise the shipbuilding industry of the 
Clyde*—and other British centres. 

The London & Glasgow Engineering & Ship¬ 
building Co., Govan, have recently acquired 
about 9J acres of ground adjoining their works, 
formerly the shipyard of Messrs. Robert Napier 
and Sons, in order to extend their working area, 
but especially to provide a tidal basin in which 
their naval and other ships can be fitted out. 
The ground has been unoccupied since 1905, 
when Messrs. Beardmore, who in 1900 took over 
Messrs. Napier’s business, removed to their 
present splendid yard at Dalmuir. The ground 
was first used as a shipyard in 1841, and the first 
vessel built there was the Vanguard, an iron 
paddle steamer of about 700 tons, which was 
launched in June, 1843. Some 34 warships have 
been built there, and in 1900 there were two 
armoured cruisers on the stocks, which were 
completed by Messrs. Beardmore after taking 
over the business. In order to be better able to 
compete for the construction of turbine machin¬ 
ery and large reciprocating engines, the London 
and Glasgow Co*., whose shipyard is the farthest 
up of any on the Clyde and whose engine works 
are on the opposite side of the river, have also 
been converting the erecting shop at the latter 
works into a more modern machine and fitting 
shop, and they have utilised some vacant ground 
on the east side of the works for the building of a 
fine new erecting shop. 

Now that highly important contracts have been 
booked for guns and mountings by the Coventry 
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Ordnance Company, it is certain that—as fore¬ 
shadowed in our notes of last issue—this com¬ 
pany’s new works at Scotstoun will soon be in 
active operation. The manufacture of gun 
mountings is the special object for which the 
Scotstoun establishment—consisting of fine 
Workshops, and a large loading and discharging 
basin parallel therewith-—has been laid down, the 
guns themselves being constructed at the original 
premises of the company at Coventry. Messrs. 
John Brown & Co., the Fairfield Shipbuilding 
and Engineering Co., and Messrs. Cammell, Laird 
and Co. are directly interested in the Scotstoun 
works, and it is announced that Admiral Bacon 
is resigning his naval command in order to take 
up the important appointment of principal of the 
new works. 

The East Coast of Scotland shipbuilding rivers 
-—the Forth, the Tay, and the Dee—have been 


taking a less important part in the output of 
tonnage than they have done for some years past. 
As regards work secured during the past quarter, 
this is very small in volume, the orders being 
mostly for vessels of small importance—coasters, 
trawlers, barges, whaling craft, etc. The Caledon 
Shipbuilding Co., Dundee, who have many fine 
passenger steamers to their credit, have recently 
been commissioned by the London & Edinburgh 
Shipping Co-. to build and engine a screw steamer 
for their passenger and cargo< service between 
Leith and London. The new vessel, which will 
be of 1,800 tons, will be 300ft, in length and simi¬ 
lar in arrangement to the Fiona , built by the 
Caledon Company in 1905. She will have a speed 
in service of 17^ knots. The Dundee, Perth and 
London Shipping Co. are also said to be in the 
market for a new steamer. 


BELFAST. 


The New Year opens with good prospects for 
the shipbuilding industry at Belfast, where, 
despite the fact that in 1909 Messrs. Workman, 
Clark & Co. carried off the blue ribbon with an 
output of 88,952 tons, there was an aggregate 
decrease owing to the fall of over 76,000 tons at 


Messrs. Harland & Wolff’s yards. That great 
firm, however, resumed operations after the 
Christmas holidays with five vessels on the stocks, 
and preparations are being made for laying down 
a sixth. 

Pride of place in the work in hand, of course, 



Fig. i.—The Slips on which the “Olympic” and “Titanic” are building. 
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goes to the great White Star liners Olympic and 
Titanic , of which we publish three photographs. 
Fig. 1 is a view from the upper end of the new 
slips on which the two vessels are being built. 
On the right the Olympic is seen rather more than 
half framed, and on the left the inner bottom of 
the Titanic may be observed. This illustration 
gives a good idea of the general appearance of the 
great gantries and cranes erected in anticipation 
of the construction of these two vessels. Fig. 
2 is a similar view taken at a later date from a 
point further to the left. The double bottom 
nearest is that of the Titanic , and the Olympic 
is shown with the framing almost completed. 


position at once and the framing proceeded with. 
Both the vessels are in the North Yard, and will 
shortly provide employment for many more hands 
than has been possible up to the present. On 
the remaining slip in this yard is a fine mail 
steamer for the Union-Castle Line, to be launched 
about the 27th January. She will be named the 
Edinburgh Castle, and will have a gross tonnage 
of about 13,000. This vessel is a sister ship to 
the Balmoral Castle , built by the Fairfield Com¬ 
pany, Govan, and described at considerable length 
in our “ Launches ” section in the present issue. 

In the South Yard a 12,000-ton steamer is in 
course of construction for the Shaw, Savill and 



Fig. 2.—The Double Bottom of the “Titanic,” and the “Olympic” almost framed. 


Fig. 3 shows the latter vessel fully framed, the 
last frame being lifted into position. This took 
place on the 20th November; and as the work of 
framing was commenced about the end of July, 
this part of the work has been completed in less 
than four months. The plating is now in hand, 
and as the work of construction proceeds one 
obtains a better idea of the huge proportions of 
the ship, far out-rivalling anything ever seen at 
Belfast, the birthplace of so many great ships. 
The Titanic , as will be gathered from our illus¬ 
trations, is not so far advanced as her sister. 
The tank top has been practically completed, 
and the sternframe, which arrived from Dar¬ 
lington just before Christmas, was placed in 


Albion Co., to trade between London and New 
Zealand, about three months work on her having 
been completed. An 8,000-ton vessel for the 
Bibby Line, of Liverpool, has also been laid down, 
but the framing has not yet been commenced. 
She will be named the Gloucestershire , and will 
in many respects be similar to the Leicestershire , 
delivered to the same owners last September. 
An order has been booked by the Queen’s Island 
firm for a first-class mail and passenger steamer 
of the “ M ’’ class for the P. & O. Company. She 
will be a most luxurious vessel, similar in size to 
the ship for the same owners about to be built by 
Messrs. Caird & Co., Greenock. 

Messrs. Harland & Wolff have also in hand the 
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steamer Trent, belonging to the Royal Mail 
Steam Packet Company, for repairs rendered 
necessary by her stranding in the West Indies. 
They have completed saloon alterations to the 
Holland-America liner Nieuw Amsterdam, and 
several liners are due for repairs early in 1910. 


On the 29th December the Zacapa, the last fruit- 
ship in the water for the Tropical Fruit Steam¬ 
ship Co., of Glasgow, sailed for the West Indies. 
Other work in hand includes the fitting out of the 
Bahia, Minas Geraes, and Pyreneu for the 
Brazilian Lloyd Company, the Harrison liner 



Fig- 3-—The “Olympic”: last Frame being lifted into position. 


The company have no new vessel fitting out at 
present—a rather unusual state of affairs—as 
the departure of the R.M.S.P. Co.'s inter-colonial 
vessel Balantia the week before Christmas left 
them with no launched ships to complete. 

Messrs. Workman, Clark & Co. had a very busy 
month in December with launches and trial trips. 


Professor, and the Shaw-Savill Rangatira, all of 
which are described elsewhere in this issue. 
Most of the work on the stocks is in a backward 
condition, owing to the fact that there were many 
launches during the autumn; but a steamer to 
replace the Grainger liner Tryst, lost in collision 
in the English Channel, is almost ready for 
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launching. She will not have a big tonnage, Holt Line, of Liverpool, and other leading firms 
being for cross-channel and continental traffic. will keep both yards busy during 1910 
Recent bookings, including large vessels for the 


THE TYNE. 


The Tyne, in common with the Clyde and 
Barrow, received its share of Government work 
during the last three months of 1909. The 
report mentioned in our last issue that one of the 
four second-class cruisers of the improved Bristol 
type had been placed with Sir W. G. Armstrong, 
Whitworth & Co. has been confirmed, and the 
turbines will be supplied by the Parsons Marine 
Steam Turbine Co., Wallsend. The Armstrong 


had been commissioned to build one of the two 
great floating docks for use at the Royal Dock¬ 
yards, the other having been ordered from Messrs. 
Cammell, Laird & Co., Birkenhead. These two 
docks, although of somewhat smaller lifting capa¬ 
city than the dock recently completed in Germany 
32,000 tons as against 35,000—will rank when 
completed as the finest floating docks in the world. 
They will each have a length of 680ft. The new 



Photo by] 


[TV. Parry & Son , So. Shields. 

Fig. 4.—The 150-ton Crane at Wallsend lifting a 60 ton Boiler. 


Company have also received a contract for a 
super -Dreadnought battleship, one of the four 
“ contingent ” armoured vessels, the turbine 
engines for which, of 27,000 I.H.P., will be sup¬ 
plied by Messrs. R. & W. Hawthorn, Leslie and 
Co., St. Peter’s. Shortly after the Autumn 
Number went to press an intimation was received 
from the Admiralty by Messrs. Swan, Hunter, 
and Wigham Richardson, Wallsend, that they 


Admiralty dock has not yet been laid down at 
Wallsend, but another dock—destined for West 
Africa—is now in course of construction there. 
At the Wallsend Shipyard, among other work in 
hand, the framing of the Cunard Company’s 
“ intermediate ” Atlantic liner is proceeding 
rapidly. The vessel, which is to be named the 
Franconia, is the largest at present under con¬ 
struction on the North-East Coast. 
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The 150-ton electric cantilever crane recently 
erected at the works'of the North Eastern Marine 
Engineering Co. by Sir William Arrol & Co., and 
described in a recent issue of The Shipbuilder * 
did much useful work during the latter half of 
1909. The interesting photograph we reproduce 
in Fig. 4 shows the crane lifting a boiler weighing 
about 60 tons into the steamer Cacique, which 
vessel was lying outside the twin-screw steamer 
Protesilaus. The latter vessel—which, by the 
way, was the largest merchant steamer launched 
on the North-East Coast last year—has a beam 
of 60ft. 3in., while the Cacique’s beam is 52ft. 
4in., so* that the lowering point was nearly 100ft. 
from the side of the jetty. 

The success which Messrs. Rimer Bros., the 
well-known oil importers and blenders, of New¬ 

* Page 39, No. 13, Vol. IV. 


castle, have recently met with in providing the 
oils for use on the largest war and mercantile 
vessels has demonstrated to the local marine 
engineering firms that it is no longer necessary 
to leave this district in order to obtain their 
supplies of lubricants for use on trial trips. 
Among other high-powered vessels on the official 
trials of which “ R.B.” oils were used are H.M.S's 
Superb and Vanguard, and the Brazilian scout 
Bahia (which obtained a speed of over 27 knots), 
all fitted with turbine machinery; also the 
Brazilian battleship Minas Geraes (the largest 
warship fitted with reciprocating engines), the 
Argentine gunboats Parana and Rosario; and the 
large twin-screw steamers Oceania and America, 
built in Italy and engined by the Wallsend Slip¬ 
way & Engineering Company. 


TEES AND HARTLEPOOL. 


Most of the shipyards in the Tees and Hartle¬ 
pool district are now fairly well employed. Dur¬ 
ing the past quarter not so many orders were 
placed, but nevertheless the outlook is not 
discouraging, and there are not wanting signs 
that after the General Election the shipbuilding 
trade here will improve. 

At Hartlepool, Messrs. William Gray & Com¬ 
pany, who' are still fairly busy, have booked a 
large cargo vessel for Messrs. Burrell Partners, 
of London, also three single-deck steamers for 
Messrs. F. C. Strick & Co., London, the dimen¬ 
sions being about 350ft., by 50ft., by 26ft., with a 
deadweight-carrying capacity of about 6,000 tons 
on 21|ft. draught. The engines will be supplied 
from the Central Marine Engine Works. Irvine's 
Shipbuilding Company have in hand a cargo and 
passenger steamer for the Tyne-Tees Shipping 
Company. They have also' recently made a 
working arrangement with the International 
Steamship & Salvage Company, of Copenhagen, 
to jointly undertake salvage work. The co¬ 
partnery shipyards at Hartlepool have had a 
successful year's work, resulting in a dividend of 
10 per cent. A considerable amount of repair 


work has been done, including the lengthening of 
a vessel by 30 feet. 

At Stockton, Messrs. Richardson, Duck & Co. 
have secured two orders for steamers, one of 
which will be built on the Isherwood system. 
Messrs. Craig, Taylor & Co. and Messrs. Ropner 
and Sons have the contracts mentioned in the 
last issue well in hand. 

At Middlesbrough, Sir Raylton Dixon & Co. 
are moderately well employed. Messrs. W. 
Harkess! & Soil have secured orders for two' small 
coasting vessels, one from a local firm and the 
other from Liverpool owners. Smith's Dock 
Company have had a very busy quarter with re¬ 
pair work, the principal jobs being the Kastalia, 
Ikhala, Penny Lodge, Iiyleakin, Trentham Hall, 
and Aboukir. Their shipyard department is now 
fairly started, and preparations are being made 
for laying down several small vessels. 

The Darlington Forge Company have recently 
sent the rudder and stern frame castings for the 
new White Star liner Titanic to Messrs. Harland 
and Wolff, Belfast. The total weight of these 
castings was 280 tons, of which the sternframe 
weighed 70 tons. 


BARROW = IN-FURNESS. 


Naturally, residents in the Barrow district are 
pleased at the large share of work secured by 
Messrs. Vickers, Sons & Maxim from the British 
Admiralty during the past quarter, comprising 
as it does the hull and machinery of the great 
battleship-cruiser included in the four “ contin¬ 
gent " armoured vessels, the propelling machinery 
for the sister ship, named the Lion, building at 


Devonport, and the hull and engines of a second- 
class cruiser of the improved Liverpool type. 
The order for the battleship-cruiser especially is 
a very important one, since the vessel will mark 
a great advance in naval construction. Various 
statements have been made respecting the dimen¬ 
sions of this vessel. From what is known locally, 
however, it would appear that she will be nearly 
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700ft. long by about 86|ft. beam, with a. displace¬ 
ment approaching 27,000 tons. It is definitely 
known that the turbines will have a shaft horse¬ 
power of 70,000, which it is expected will give a 
speed of 28 knots or more. With the propelling 
machinery for this vessel, for the Lion, and for 
the new second-class cruiser, the company's 
engineering shops will be very busy for the next 
eighteen months or so, although work on these 
contracts will not be in full swing until about 
February. The construction of the large number 
of water-tube boilers for these three cruisers will 
tax even the extensive resources of the Vickers 
Company as regards space. 

The Vanguard, one of the battleships of the 
St. Vincent class, which is the subject of illustra¬ 
tion elsewhere, returned to Barrow on the 27th 
November, having passed through the whole of 
her trials. She was away from Barrow practically 
only a month, and in that time got through her 
power, speed, gun, and manoeuvring trials. The 
building of this ship undoubtedly establishes a 
record for rapid construction, for, although the 
keel was only laid on the 2nd April, 1908, she was 
launched on the 22nd February, 1909, and at the 
end of October she was ready for her trials. In 
all, the period occupied from the laying of the 
keel to the completion of the trials was only 19 
months. As to the speed trials, the results ob¬ 


tained were eminently satisfactory. On the 
eight hours' full-power trial, when 24,500 H.P. 
was developed, a fraction under 22 knots per hour 
was obtained, which is a mile above contract. 
The coal consumption was only 1*6 lb. per shaft 
horse-power per hour. The thirty hours' trial 
was also very satisfactory, as were the low-power 
trials, when the principle of using the exhaust 
steam from the auxiliary machinery in the low- 
pressure turbines was adopted, which resulted in 
a saving in consumption of about 20 per cent. 
The Vanguard is now fitting out, and will pass 
into commission very shortly after these lines 
appear in print. 

Work is proceeding rapidly on the Brazilian 
floating dock, which will leave Barrow next 
August or September for Rio de Janeiro. The 
construction of the Aberdeen dock, of much 
smaller lifting capacity, is also progressing. Other 
shipbuilding work in hand includes the new 
second-class cruiser referred to above, the Liver¬ 
pool, and the Brazilian battleship Sdo Paulo , 
The Liverpool was launched on the 30th October, 
and at the time of writing is lying under the 
Devonshire Dock crane. The Sdo Paulo's tripod 
mast and two funnels have been placed in posi¬ 
tion, but work on board is not being pushed so 
vigorously as in the case of the Vanguard. 


THE MERSEY. 


Although the year 1909 has been a very dis¬ 
tressing one for shipbuilders and engineers 
generally, the last quarter has shown an improve¬ 
ment throughout the country. Liverpool has 
had some share in the revival, and it is expected 
that during 1910 the Mersey will advance 
steadily and the vacant slips at Tranmere be all 
occupied. Messrs. Cammell, Laird & Co. have 
booked several orders for new tonnage, and en¬ 
quiries are coming in which clearly indicate the 
better feeling entertained by owners concerning 
the future. The order for three new steamers 
for Messrs. H. & W. Nelson, Liverpool, awarded 
to Messrs. Cammell, Laird & Co., is very gratify¬ 
ing to the builders and a matter of considerable 
satisfaction throughout the Birkenhead district. 
The vessels are to be of large size, fitted for the 
conveyance of a comparatively large number of 
first-class passengers, and equipped for the trans¬ 
portation of immense cargoes of chilled meat. 
The keels have been laid for the two new cross- 
channel steamers, the contract for the building of 
which was secured from the London & South 
Western Railway Company. These vessels will 
be turbine-propelled, and represent the highest 
class in equipment and accommodation. The 


new steamer building for the Isle cf Man Steam 
Packet Company is being proceeded with, as also 
are a number of small craft of various types. The 
large floating dock to be built and the three 
destroyers in hand for the British Admiralty, 
together with the four further vessels of this 
type to be laid down for the Argentine Govern¬ 
ment, are felt to be a great boon and will afford 
considerable employment. The repair depart¬ 
ment at the Tranmere yard is more or less busy, 
several important contracts having been under¬ 
taken, some of which were obtained in close 
competition with outside yards. 

Messrs. Clover, Clayton & Co. have had a good 
share of repair work, and the advantage of 
possessing their own graving docks is shared with 
Messrs. Cammell, Laird & Co. Messrs. H. and 
C. Grayson have been busy with repair work as 
well as with new construction at their Garston 
yard. The C.P.R. steamer Empress of Lreland 
has undergone an overhaul as a consequence of 
the recent stranding. 

There has been talk of the establishment of an 
experimental tank in connection with the Liver¬ 
pool University naval architecture department, 
and the cost is estimated at about <£16,000, with 
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an annual expenditure of £1,000. Should the 
idea be carried out, the tank would be the first 
of its kind connected with any university. The 
appointment of Professor W. S. Abell to the 
Alexander Elder chair of naval architecture is 
considered a satisfactory one, and he commenced 
his duties at the beginning of this year. His 
training was obtained at the Royal Naval En¬ 


gineering College, Devonport, and he specialised 
in naval architecture and practical shipbuilding 
at Devonport Dockyard. This was followed by 
further training at Greenwich Royal Naval Col¬ 
lege. For three years he acted as professional 
secretary to the Director of Naval Construction, 
and in 1907 was appointed instructor in naval 
architecture at the Royal Naval College. 


Obituary. 


MR. W. J. BONE. 

HE death occurred at North Shields, on the 
30th November, of Mr. William John Bone, 
the principal founder and, until recently, 
the managing director of the Tyne Iron Ship- 



The Late Mr. W. J. Bone. 

building Co., Limited, of Willington Quay-on- 
Tyne. The deceased was born in 1843, and in 
1857 entered as an apprentice the Devonport 


Dockyard, where he was awarded a scholarship 
and a “superior course” of education in 1861. 
Having completed his apprenticeship, he entered 
the Government service in 1864, and was ap¬ 
pointed to the School of Naval Architecture at 
Kensington (now the Greenwich School of Naval 
Architecture) in the same year. He left the 
school in 1867, and in June of that year was 
appointed to Pembroke Dockyard, with seniority 
from the date of the completion of his apprentice¬ 
ship in 1864. In 1867 he was appointed overseer 
for contract work on the Clyde, and super¬ 
intended the construction of composite gunboats 
and, later, H.M.S’s Audacious and Invincible , 
built at Messrs. Napier’s yard. 

Mr. Bone was elected a surveyor to Lloyd’s 
Register of Shipping in June, 1869, and was ap¬ 
pointed to Shields the following year. At the 
beginning of 1871 he was selected to assist Mr. 
Weymouth in revising the rules for the building 
of iron ships, resuming his duties at North 
Shields when that work was completed. Later, 
he joined Messrs. Cole Brothers as manager of 
their shipyard at Willington Quay. On the 
failure of that firm in 1876, he, in conjunction 
with some personal friends, founded the Tyne 
Iron Shipbuilding Company and was appointed 
managing director, a position which he held to 
within a short period of his death. 

Mr. Bone was for many years Chairman of the 
Tyne Shipbuilders’ Association, and in the dis¬ 
charge of the onerous duties connected with that 
post he displayed great tact and courtesy, earning 
for himself the warmest regard and confidence of 
his brother shipbuilders, while the workmen and 
their representatives esteemed him as a scrupu¬ 
lously fair and broad-minded employer of labour. 

The deceased gentleman was a warm supporter 
of the Congregational Church at Tynemouth, but 
took no active part in the municipal or political 
life of the district. 
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pool, of Mr. George Thompson, superintendent 
engineer to the Cunard Steamship Company. 
Although only in his forty-second year, the de¬ 
ceased had a distinguished career. He served 
his apprenticeship in the engine works of Messrs. 
Harland & Wolff, Belfast, and this was followed 
by sea-going experience in the steamers of the 
Lord, Brocklebank, Bibby, and other lines. 
Having obtained his extra chief engineer's certi¬ 
ficate, he returned to Messrs. Harland & Wolff’s 
works and entered the drawing office. Later he 
was entrusted with the supervision of the erection 
of the engines constructed by the firm, afterwards 
being appointed works manager. In June, 1903, 
he entered the service of the Cunard Steamship 
Company, when Mr. Little held the position of 
superintendent engineer, under Mr. James Bain, 
who recently retired from the position of general 
superintendent to the company. Mr. Thompson 
succeeded Mr. Little as superintendent engineer 
when the latter retired in 1904. Since that time 
the Caronia , Carmania , Lusitania , and Maure¬ 
tania have been added to the Cunard fleet, and 
with the engineering equipment of all these 
great ships he was closely associated. To the 
majority of the army of about 4,500 men con¬ 
stituting the Cunard Company’s engineering staff 
ashore and afloat, Mr. Thompson was personally 
known, and the news of his unexpected demise 
came as a great shock to them, as well as to his 
numerous shipbuilding and marine engineering 
friends at Belfast and on the Clyde and Tyne, by 
whom he was greatly respected alike for his genial 
manners and his great professional abilities. 


MR. GEORGE THOMPSON. 

The death took place, on the 30th November, 
at his residence, The Esplanade, Waterloo, Liver- 


The Late Mr. George Thompson. 


During the past twelve months, Messrs. James 
Howden & Co., of Glasgow, in spite of the general 
depression, have been quite busy, and they have 
in hand at present forced-draught installations 
for over 160 large vessels. Increasing popularity 
attends their hot-air forced-draught system, and 
many additional improvements have recently 
been introduced by them in connection there¬ 
with. Perhaps the most important of these is 
the new patent “ single-action ” safety type of 
furnace front. This, while reducing by one-half 
the work of operating the valves, etc., absolutely 
prevents the possibility of accident through care¬ 
lessness on the part of the stoker, the furnace 
door being so arranged that it cannot be opened 
until the side valves are shut. Besides the 
engines in connection with their forced-draught 
fans, Messrs. Howden are now supplying large 
numbers of their enclosed forced-lubrication 
double-acting engines for driving dynamos and 
centrifugal pumps. In many steamers they are 
supplying all these engines in duplicate, so that 


the one set of duplicate spare parts is all that is 
necessary for the whole of the auxiliary engines 
in case of accident. The company are also now 
sole makers of the Silley smokebox door fasten¬ 
ings, and supply these to practically all the 
steamers) fitted with their installations of forced 
draught. In this way the output and use of these 
smokebox doors have greatly increased. 

Messrs. S. T. Taylor & Sons, of Scotswood, 
Newcastle-on-Tyne, carried out the insulation 
and non-conducting covering work in the twin- 
screw train ferry Drottning Victoria , built by 
Messrs. Swan, Hunter, & Wigham Richardson for 
the Swedish State Railways and illustrated else¬ 
where in the present issue. So satisfied were the 
owners with the whole of the work that they 
placed with Messrs, Taylor the order for the 
insulation and covering in the sister ship Rung 
Gustav V., which is being built at Gothenburg, 
and the Tyne firm is now doing the work at that 
port. 
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Dublin Dockyard Co., Dublin. 

Twin-screw tug and pas- 
Lord Stalbridg-e.” senger steamer, flush-deck 
type. Built to the order 
of the Shropshire Union Bail ways & Canal Co. 
and the London & North Western Bailway Co., 
for their Manchester Ship Canal and Biver 
Mersey service. The machinery consists of two 
sets of compound surface-condensing engines, 
with one boiler. Trial trip, 25th November. 


‘Balantia.” 


Workman, Clark Sc Co., Ltd., Belfast. 


‘Star of Canada.” 


Twin-screw cargo steamer; 
470ft. long; 7,300 gross ton¬ 
nage. Built to the order 


Harland Sc Wolff, Limited, Belfast. 

Twin-screw mail and passenger 
steamer; 313ft. long, by 38^ft. 
beam; about 2,500 gross ton¬ 
nage. The vessel is the second of two built by 
Messrs. Harland & Wolff for the Boyal Mail 
Steam Packet Company’s improved inter-colonial 
service in the West Indies. Accommodation for 
a large number of first and second-class passen¬ 
gers is provided, and provision is also made for 
deck passengers. The first-class dining saloon is 
on the main deck, and the bridge deck is entirely 
devoted to first-class passengers. The lounge is 
at the forward end and a verandah at the after 
end of this deck, the latter serving as a semi- 
enclosed smoking room. The second saloon 
accommodation is situated on the main deck, the 
dining saloon being at the after end. The vessel 
is fitted with refrigerating machinery and insu¬ 
lated chambers, and hydraulic cranes are also 
provided. The two sets of quadruple expansion 
engines are of the builders’ balanced type. Trial 
trip, 18th December. 


of Messrs. J. P. Corry & Co., London, for the 
conveyance of frozen meat and fruit from Aus¬ 
tralia and New Zealand. The cargo space is 
divided into five large holds, three of which are 
insulated and prepared for the carriage of chilled 
and frozen meat, in conjunction with which re¬ 
frigerating machinery is installed. A steel 
deckhouse amidships contains a number of state¬ 
rooms and a commodious dining saloon for 
passengers. The propelling machinery consists 
of two sets of triple expansion engines with four 
boilers working under forced draught. Trial 
trip, 5th October. 

Twin-screw passenger and 
“ Rio de Janeiro.” cargo steamer ; 366ft. long ; 

about 3,500 gross tonnage. 
Built to tho order of the Lloyd Brazileiro, Bio 
de Janeiro, for service between New York and 
the principal ports on the South American coast. 
Accommodation is provided for over 50 first-class, 
20 second-class, arid 150 third-class passengers. 
The cargo space is divided into four holds, and 
one of the ’tween deck spaces has been insulated 
for the carriage of perishable cargo, in connec¬ 
tion with which, and also for the preservation of 
provisions required on the voyage, an installation 
of refrigerating machinery has been fitted. The 
two sets of triple expansion engines were con¬ 
structed by the shipbuilders, and take steam 
from three boilers fitted with forced draught. 
Trial trip, 27th October. 

Twin-screw cargo steamer ; 
286ft. long; about 1,700 gross 
tonnage. Built to the order 
of the Lloyd Brazileiro, Bio de Janeiro, for the 
Brazilian coasting trade. The propelling 
machinery, constructed by the shipbuilders, 
consists of two sets of triple expansion engines 
and two boilers. Trial trip, 29th October. 

Twin-screw cargo steamer. The 
“Boeaina.” vessel is a sister ship to the 
Mantiqueiro , and was built for 
the same owners. Launched, 1st November. 

Twin-screw mail and passenger 
steamer; about 12,500 gross 
tonnage. The vessel, which was 


‘ Mantiqueira.’ 


“ Orvieto.” 
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described in our last issue, is the second built by 
Messrs. Workman, Clark & Co. for the Orient 
Steam Navigation Company, and is the last of 
five ships recently constructed on the Clyde and 
at Belfast for this company to meet the require¬ 
ments of their new mail contract with the 
Australian Commonwealth. Trial trip, 3rd 
November. 

Twin-screw passenger steamer; 
“Bahia.” 354ft. long; about 3,300 gross 

tonnage. Built to the order of 
the Lloyd Brazileiro, Rio' de Janeiro, for the 
Brazilian coasting trade. First-class passengers 
are accommodated in 45 staterooms on the upper 
and main decks; these including a number of 
cabines de luxe. The dining saloon is situated on 
the main deck and accommodates over 100 per¬ 
sons. A handsome staircase leads up to the 
entrance hall and lounge on the upper deck, 
and broad corridors extend fore and aft, with the 
principal staterooms opening off on each side. 
The staircase continues from this deck to the 
music room on the shade deck, with the smoking 
room adjoining. Accommodation for a number 
of second-class passengers is arranged on the main 
deck forward, the dining saloon being in the 
centre of the vessel, with the staterooms opening 
off lobbies on each side. Steerage quarters with 
iron beds are fitted up forward of the second-class 
accommodation on the main deck. The cargo 
space is divided into four holds. The lower 
’tween decks forward are insulated and fitted up 
for the carriage of frozen meat, a portion of this 
space being arranged as cold chambers for the 
preservation of perishable stores for the ship’s 
use. A complete installation of refrigerating 
machinery is fitted. The propelling machinery, 
constructed by the shipbuilders, consists of two 
sets of triple expansion engines taking steam 
from three boilers working under an improved 
system of forced draught, and there is also a re¬ 
serve boiler for supplying steam to the auxiliaries 
and deck machinery. .Launched, 15th November. 

Cargo and passenger steamer; 
“Professor.” 365ft. long; about 3.600 gross 
tonnage. Built for Messrs. T. 
and J. Harrison, Liverpool. A number of com¬ 
fortable staterooms for passengers have been 
arranged in the bridge deckhouse, the dining 


saloon being in the centre of the vessel. The 
triple expansion engines and three boilers were 
constructed by the shipbuilders. Launched, 
30th November. 

Twin-screw steamer ; 494 ft. 
“ Rang-atira.” long; 8,200 gross tonnage. 

Built for the Shaw, Savill and 
Albion Co., London. The cargo space is divided 
into 1 five holds, three of which are insulated and 
otherwise prepared for the carriage of perishable 
cargoes. For the preservation of these cargoes, 
an extensive refrigerating plant has been in¬ 
stalled. The two sets of triple expansion engines 
and five boilers, working under an improved 
system of forced draught, were constructed by the 
shipbuilders. Launched, 16th December. 

Twin-screw passenger and 
“ Minas Geraes.” cargo steamer. The vessel 
is a sister ship to the Rio 
de Janeiro , and wasi built for the same owners. 
Launched, 20th December. 

Passenger and fruit-carrying 
“Metapan.” steamer; 394 ft. long; about 
5,000 gross tonnage. Built to 
the order of the Tropical Fruit Steamship Co. 
(Messrs. Clark & Service), Glasgow, for the West 
Indian fruit and refrigerated freight trades. 
Commodious accommodation is provided for a 
large number of passengers. The cargo space is 
divided into eight compartments, all of which are 
insulated and prepared for the carriage of fruit 
in bulk. An installation of refrigerating 
machinery is fitted, the cooled fresh air being 
delivered through ducts to each of the compart¬ 
ments by electrically driven fans. The triple 
expansion engines were constructed by the ship¬ 
builders, and give the vessel a speed of 15 knots. 
Trial trip, 21st December. 

Twin-screw cargo steamer. The 
“Pyreneu.” vessel, which is a sister ship to 
the Mantiqueira , is the ninth built 
by Messrs. Workman, Clark & Co. for the Lloyd 
Brazileiro, Rio de Janeiro. Launched, 22nd 
December. 

Passenger and fruit-carrying 
“ Zacapa.” steamer. The vessel is a sister 
ship to the Metopan , and was 
built for the same owners. Trial trip, 23rd 
December. 


SCOTLAND. 


Barclay, Curl© & Co., Ltd., Whiteinch. 

Twin-screw passenger 
“Grantully Castle.” steamer; 464ft., by 

54^ft., by 33^ft ; about 
8,000 gross tonnage. Built to the order of the 
Union-Castle Mail Steamship Co., Ltd., for their 


intermediate service to South Africa. The 
vessel has three steel decks, with combined poop 
and bridge, a long forecastle, and boat deck 
amidships and aft. Accommodation is provided 
for about 100 first-class, 100 second-class, and 
200 third-class passengers, and in addition the 
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'tween decks are arranged fore and aft for troops 
or emigrants. The first-class passengers are 
provided for on the upper and bridge decks, and 
the second-class entirely on the upper deck. The 
third-class accommodation consists of two, four, 
and six-berth cabins under the poop deck, and in 
the after portion of the upper 'tween decks. A 
large refrigerating plant, with special insulated 
chambers, is provided on the lower deck for the 
carriage of perishable goods and ship’s provisions. 
The propelling machinery, constructed by the 
shipbuilders, consists of two sets of quadruple 
expansion balanced engines, with two double- 
ended and one single-ended boilers. The vessel 
will have a speed of 13 knots. Launched, 14th 
October. 

Cargo and passenger steamer ; 

Francis.” 367ft., by 49±ft., by 26.4ft.; 

4,000 gross tonnage. Built to 
the order of the Booth Steamship Co., Ltd., 
Liverpool, for their South American trade. The 
engines are of the triple expansion type, and the 
vessel will have a speed of 11 knots at sea fully 
loaded. Launched, 11th December. 


Wm. Beardmore & Co., Limited, Dalmnir. 

Second-class protected 
H.M.S. “Gloucester.” cruiser of the Bristol 

type; 453ft. overall, by 
47ft., by 16Jft. draught under normal load 
conditions; 4,800 tons displacement. The Par¬ 
sons turbine propelling machinery, constructed 
by the shipbuilders, will indicate 22,000 H.P., 
and the vessel will have a speed of 25 knots. 
The vital parts are protected by an arched steel 
protective deck extending the full length of the 
ship, and the coal bunkers have been so arranged 
as to give further protection to the machinery. 
There is a continuous double bottom, subdivided 
for the storage of oil fuel. The armament con¬ 
sists of two 6-in. B.L. guns, ten 4-in. B.L. guns, 
and two 18-in. broadside torpedo tubes. One of 
the 6-in. guns will be mounted on the forecastle 
deck, where the circular conning tower—of 
special steel— will also be situated. The other 
6-in. gun will be on the upper deck, and the ten 
4-in. guns will be in the waist of the vessel. To 
permit of a forward line of fire from two of the 
4-in. guns, the forecastle has been constructed 
with an embrasure. The propelling machinery, 
the first turbines constructed by Messrs. Beard 
more, will drive four shafts. On each of the 
outer shafts there will be a h.-p. ahead and a 
h.-p. astern turbine, placed in watertight wing 
compartments. The inner shafts will be driven 
by a l.-p. ahead turbine, with which is incorpor¬ 
ated a l.-p. astern turbine, installed in a central 
watertight compartment, and provided with in¬ 
dependent manoeuvring valve. Steam will be 


supplied by water-tube boilers designed to use 
both coal and oil fuel, and arranged in three 
boiler rooms, each of which has a closed stokehold 
and fan equipment for forced draught. The 
vessel is the second to take the water of the 
five ships of the Bristol class ordered by the 
British Government in November, 1908, the 
others being the Bristol (John Brown & Co., 
Clydebank), Glasgow (Fairfield Company, 
Go van), Liverpool (Vickers Company, Barrow), 
and Newcastle (Armstrong, Whitworth & Co., 
Elswick). The Gloucester was laid down in April 
last, and has been launched within 150 working 
days, without overtime. Launched, 28th 
October. 

Twin-screw steamer; 205ft., by 
“Pharos.” 31ft., by 15ft. llin. Built to the 

order of the Commissioners of 
Northern Lighthouses, for the northern lights 
house service. The vessel is extra strongly built, 
and capable of remaining at sea in practically 
all weathers. She has a double bottom for trim¬ 
ming purposes, having frequently to perform 
buoy relief work when partially loaded, and so 
could not otherwise maintain a uniform draught. 
The masts and derricks are specially strong for 
dealing with heavy buoys, and there is a water¬ 
tight and gaslight compartment, in which are 
fitted five large cylindrical tanks for carrying gas 
under pressure. From these the gas buoys and 
beacons round the coast will be charged. In 
addition to the accommodation for officers, crew, 
and light-keepers, apartments are provided for 
members of the Board, officials, etc., for carrying 
out the inspection of lighthouses and other sea¬ 
marks under the jurisdiction of the Board. The 
propelling machinery consists of two sets of triple 
expansion engines with three boilers. Trial 
trip, 10th December. 


Bow, M‘Lachlan & Co., Ltd., Paisley. 

Twin-screw tug. Built for 
H.M.S. “Pilot.” the British Admiralty. The 
two sets of propelling ma¬ 
chinery indicate 1,400 H.P. Trial trip, 24th 
November. 

Twin-screw tug. The vessel 
H.M.S. “Atlas.” j s the fifth built for the 
British Admiralty. Trial 

trip, 1st December. 


G-eorge Brown & Company, G-reenock. 

Grab dredger; 75ft., by 20ft., by 
“ M °y” 7^ft. Built for the Ballina Har¬ 

bour Commissioners. A Priestman 
grab dredge and the compound surface-condens¬ 
ing engines were constructed by Messrs. Miller 
and Macfie, Glasgow. Launched, 30th October. 
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Cargo steamer; 138ft. long. 
44 Cassiopeia.” Built for Austrian owners. 

The triple expansion engines 
were constructed by Messrs. J. & R. Houston, 
Greenock. Trial trip, 19th November. 

John Brown & Co., Ltd., Clydebank. 

Torpedo-boat destroyer; 
H.M.S. “Beagle.” 269ft., by 27ft., by 16^ft.; 

920 tons displacement. 
The vessel is the first to be launched of the sixteen 
destroyers of the British Government's 1908-9 
programme. The propelling machinery consists 
of turbine engines of the Parsons type, driving 
three lines of shafting and designed to develop 
12,000 H.P. on trial, steam being provided by five 
water-tube boilers fitted for burning coal only. 
The speed of these vessels will be 27 knots, com¬ 
pared with the 33 knots of the Tribal class. 
Launched, 16th October. 

27-knot torpedo-boat de- 
H.M.S. “Bulldog.” stroyer. The vessel is a 
sister ship to the Beagle , 
and is the second of three placed with Messrs. 
John Brown & Co. at the end of 1908. Launched, 
13th November. 


Caledon Shipbuilding* & Eng 1 . Co., Ltd., Dundee. 

Steamer ; 245ft., by 
“Princess Caroline.” 33ft., by 161ft.; 1,050 

gross tonnage. Built 
for Messrs. M. Langlands & Sons, Glasgow. The 
vessel was built to the Board of Trade require¬ 
ments for a passenger certificate. The triple 
expansion engines were constructed by the ship¬ 
builders. Launched, 14th December. 


Clyde Shipbldg. & Eng. Co., Ltd., Port-Clasgow. 

Cargo steamer; 295ft.. by 
“ South Africa.” 42 ft., by 20ft. Built for 

Messrs. Birt, Potter and 
Hughes, Ltd., London, on behalf of colonial 
owners, and under the superintendence of Messrs. 
William Esplen, Son & Swainston, London. The 
propelling machinery was constructed by the 
shipbuilders. Launched, 2nd November. 


Charles Connell & Co., Limited, Scotstoun. 

Cargo steamer; 8.350 tons dead- 
artist.” weight. Built for Messrs. T. & J. 

Harrison. Liverpool. The triple 
expansion engines were constructed by Messrs. 
Dunsmuir & Jackson, Govan. Launched, 26th 
October. 


Wm. Denny & Brothers, Dumbarton. 

Twin-screw passenger and cargo 
“ Ruahine.” steamer ; 480f b., by 60ft., by 44ft. 

Built to the order of the New 


Zealand Shipping Co., London, for trade between 
London and Australia. Accommodation is pro¬ 
vided for first, second, and third-class passengers, 
for which there are in all ten public rooms. A 
large part of the cargo space is fitted for the 
carriage of frozen meat. The two> sets of triple 
expansion engines and five boilers were con¬ 
structed by the shipbuilders. On the trials, 
which took place on the 5th and 6th November, 
with four-fifths boiler power only and coals such 
as will be used for the voyage, a speed exceeding 
15 knots was obtained, the vessel having a large 
proportion of her ordinary deadweight on board. 
With full boiler power the result was 15*9 knots. 

Paddle train-ferry 
“Sip Trevpedyn Wynne.” steamer; 300ft., by 

50 ft., by Ilf ft. 
depth at side. Built to the order of the Bengal- 
Nagpur Railway Co., for service on the Hoogli. 
The vessel is of great strength, as she is required 
to carry three heavily loaded goods trains on her 
deck. As the loading may be somewhat unequal, 
care has been taken to guard against racking as 
well as against longitudinal strains. At each end 
there is a set of three turntables, worked by 
steam and controlled from the deck. The ac¬ 
commodation for officers and engineers is con¬ 
tained in houses on sponsons, so as to keep the 
main deck clear for wagon traffic. As the vessel 
is not intended to cant in the river, she is similar 
at both ends, being of a modified spoon shape, and 
all gear is duplicated so that the vessel may run 
either ahead or astern. Water ballast tanks are 
fitted at the ends for trimming purposes. The 
propelling machinery consists of two independent 
sets of paddle engines, which, together with the 
boilers, have been designed to come entirely 
underneath the main deck. The four funnels are 
of elliptic section, so as to offer the minimum 
obstruction to the passage-way between the 
trains. Launched, 27th November. 


Fairfield Shipbuilding* & Eng. Co., Ltd., Covan. 

Twin-screw mail and 
“Balmoral Castle.” passenger steamer; 

590fft., by 64^ft., by 
42^ft.; about 13,000 gross tonnage. The vessel 
is the first of two placed by the Union-Castle 
Mail Steamship Company in November lasit year, 
the sister ship, the Edinburgh Castle , being under 
construction by Messrs. Harland & Wolff, Belfast. 
These two vessels are intended for the South and 
East African mail service of the company, and 
they will be the largest and most powerful 
steamers employed in the South African trade. 
The Balmoral Castle has two large elliptical 
funnels and two raking pole masts. Accommo¬ 
dation is provided for 317 first-class, 220 second- 
class, and 268 third-class passengers. The 
first-class cabins are on the upper and main decks. 
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the majority being fitted for two passengers each. 
On the promenade deck there is a group of large 
staterooms panelled and richly upholstered. 
These can be divided into suites of two, three, 
or four rooms, and are furnished with brass bed¬ 
steads and other specially designed and luxurious 
furniture. The entrance hall on the upper deck 
is finished in polished teak. From this hall the 
principal staircase descends to the main deck and 
ascends to the public rooms on the promenade 
and boat decks. The first-class dining saloon, 
on the upper deck, is treated in Louis XIY. style, 
and is practically divided into three sections. 
The side sections, in the nature of embrasures, 
present a novel feature in the grouping of the 
large square windows into pairs, enclosed in 
elliptical-headed arches. The centre of the saloon 
is surrounded by a series of arches, and additional 
height is given by a large open well. The lounge 
on the promenade deck is decorated in a variation 
of Louis. XVI. style. The centre of the ceiling 
is domed, and filled in with white Flemish glass. 
The wall panels are enlivened by a selection of 
black and white etchings of a historical character. 
The library is separated from the lounge by a 
screen of wrought iron and glass. It is decorated 
in Sheraton style, in sat inwood, inlaid with cross- 
banded tulip wood and adorned with choice 
engravings in colours. There is a second lounge 
on the boat deck, which is also- in the Sheraton 
style. Adjoining this room, with a separate 
entrance from the boat deck, is the smoking 
room. The decoration in this room is of a 
stronger character, the walls being of oak, stained 
green, with panels of old Spanish leather. The 
decorations and furnishing of the principal rooms 
have been carried out by the shipbuilders from 
designs and detailed drawings prepared by Mr. 
William Flockhart, F.R.I.B.A. The second-class 
dining saloon is on the upper deck, the library 
being on the promenade deck above. The smok¬ 
ing room is situated on the boat deck. The 
second-class cabins are unusually large, those on 
the promenade deck being fitted for two or four 
passengers. The third-class accommodation is 
aft, the berths being in two tiers only. The 
cabins are for two-, three, four, or six passengers. 
The dining saloon is on the upper deck, and there 
is a large smoking room provided. In addition, 
the entrance to the third-class accommodation on 
this deck has seats and is supplied with a piano, 
making a pleasant lounge. An extensive library 
is provided for third-class passengers. A large 
refrigerating plant is fitted and special insulated 
chambers provided. The propelling machinery 
consists of two sets of quadruple expansion 
engines, indicating 12,500 H.P. and taking steam 
from ten boilers. The vessel has been designed 
to attain an average speed of 16 knots over the 
voyage. Launched, 13th November. 


Torpedo-boat de- 
H.M.S. “Gpasshoppep.” stroyer • 269ft., by 

27 ft., by 16^ ft .; 
960 tons displacement. The turbine machinery 
will give the vessel a speed of 27 knots. 
Launched, 23rd November. 

Twin-screw cross-channel 
“Opanje Nassau.” passenger steamer; 363ft., 

by 45ft. 4in., by 25ft. 10in.; 
about 3,000 gross tonnage. The vessel is the 
second of three which the Fairfield Company have 
built to the order of the Stoomvaart Maatschap- 
pij Zeeland, Flushing, for their night service 
between Flushing and Queenborough, the other 
being the Pmnses Juliana , described in our last 
issue. There are five decks—lower, main, upper, 
promenade, and boat—and ten watertight bulk¬ 
heads extending to the height of the main deck. 
Special features are the large number of one- 
berth cabins, submarine signalling, and wireless 
telegraphy. The dining saloon is on the main 
deck, and extends the full width of the ship abaft 
the engine casing, accommodating 93 persons. 
The smoking room is in the fore end of the house 
on the upper deck. The entrance hall, on the 
upper deck, is fitted with settees and tables, and 
will be used as a lounge. Opening off the en¬ 
trance hall is the imperial suite of rooms, consist¬ 
ing of a sitting room, bedroom, and bath. Of 
the 246 first-class passengers, 60 will have single- 
berth cabins, and the majority of the others two- 
berth cabins. A group of two-berth cabins 
forward on the main deck is reserved for ladies. 
Accommodation is provided aft for 110 second- 
class passengers in two, four, and six-berth cabins. 
The propelling machinery consists of two sets of 
inverted direct-acting triple expansion engines, 
each set having four cylinders and four cranks, 
balanced on the Yarrow, Schlick & Tweedy sys¬ 
tem. Steam is supplied by four boilers adapted 
for forced draught on an improved arrangement 
of Howden’s hot-air system with open stokeholds. 
On a six hours’ continuous run a mean speed of 
23'7 knots wasi obtained, this performance being 
slightly better than that of the Prinses Juliana , 
completed in September. Trial trip, 27 th 
November. 

Twin-screw cross-channel 
“ Mecklenburg*.” passenger steamer. The 

vessel is a sister ship to 
the Prinses Juliana and Oranje Nassau , and was 
built for the same owners. The trial trip took 
place on the 16th December, when the perform¬ 
ance equalled those of the sister vessels. 

John Fullerton & Co., Paisley. 

Cargo steamer. Built to the order 
“ Undola.” 0 f Australian owners for the coal¬ 
carrying trade. The compound 
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engines, of 580 I.H.P., were constructed by 
Messrs. Ross & Duncan, Govan. Launched, 12th 
October. 


Greenock 8s Grangemouth Dockyard. Co., Ltd. 

Passenger and cargo steamer; 
“Buppingbap.” 205ft., by 33ft., by 19ft. 8in. 

Built to the order of the 
North Coast Steam Navigation Co., Sydney, 
N.S.W., for river and coastal service. The vessel 
is fitted with refrigerating machinery for the 
carriage of 3,000 boxes of butter. The propelling 
machinery was constructed by Messrs. Dunsmuir 
and Jackson, Glasgow. Trial trip, 30th October 
Cargo steamer; 390ft., by 
“Strathdene.” 52£ft., by 28ft.; about 4,400 
gross tonnage; 7,150 tons 
deadweight. Built for Messrs. Burrell & Son, 
Glasgow. The triple expansion engines, by 
Messrs. D. Rowan & Co., Glasgow, have cylinders 
25, 41 and 68in., by 48in. stroke, with three 
boilers. Launched at Greenock, 27th November. 

Passenger steamer; 

“ San Francisco Xavier.” 1 70ft., by 26ft., bv 

16ft. depth to awn¬ 
ing deck. Designed for service in East Indian 
waters. Launched at Greenock, 1st December. 


¥m. Hamilton 8s Co., Ltd., Port-Glasgow. 

Cargo steamer, raised quarter- 
“ Mereurius.” deck type ; 338ft., by 44±ft., by 
21ft. The vessel is the first of 
three building by Messrs. Hamilton to the order 
of the Koninklyke Nederlandsche Stoomboot 
Maatschappij, Amsterdam, for their Baltic and 
Mediterranean trade. The vessel has been built 
on the Isherwood system, and is fitted with twin 
masts and a number of derrick posts. The 
triple expansion engines, by Messrs. David 
Rowan & Co., Glasgow, have cylinders 21-|-, 33 
and 57in., by 39in. stroke, with three boilers 
fitted with Howden’s forced draught. Launched, 
18th October. 

Cargo steamer. The vessel is a 
“ Minerva.” sister ship to the Mereurius , and 
was built for the same owners. 
Launched, 11th November. 

Cargo steamer. The vessel is a 
“Stella.” sister ship to the Mereurius and 
Minerva , and was built for the 
same owners. Launched, 30th November. 


D. 8s W. Henderson 8s Co., Ltd., Partick. 

Cargo steamer; 400ft., by 51ft., 
“ Bellueia.” by 28ft.; 4,400 gross tonnage; 

7,200 tons deadweight. Built 
for Messrs. Bell Brothers & Co., Glasgow and 


London. The triple expansion engines, con¬ 
structed by the shipbuilders, have cylinders 25, 
41 and 68in., by 48in. stroke, with three main 
and one donkey boilers. Trial trip, 16th October. 


Mackie 8s Thomson, Limited, Govan. 

Cargo steamer; 160^ ft. long. 
“ Bellavale.” Built for Mr. John Kelly, Bel¬ 
fast. The propelling machinery , 
of 750 I.H.P., was constructed by Messrs. Muir 
and Houston. Launched, 14th December. 


Archd. McMillan 8s Son, Ltd., Dumbarton. 

Cargo steamer; 390ft., by 
“Strathalbyn.” 52±ft., by 28ft. Built for 
Messrs. Burrell & Son, Glas¬ 
gow. The propelling machinery was constructed 
by Messrs. John G. Kincaid & Co., Ltd., 
Greenock. Trial trip, 10th November. 

Cargo steamer. The vessel 
“ Strathlorne.” j s a s i s ter ship to the Strath¬ 
albyn , and was built for the 
same owners. Trial trip, 2nd December. 


Murdoch 8s Murray, Port-Glasgw. 

Twin-screw cargo steamer. Built 
“Minimbah.” to the order of the North Coast 
Steam Navigation Co., Limited, 
Sydney, for their river and coastal trade. The 
propelling machinery was constructed by Messrs. 
David Rowan & Co., Glasgow. Launched, 9th 
December. 


Bamako 8s Ferguson, Ltd., Leith. 

Twin-screw steamer; 170ft. long. 
“ Argus.” Built to the order of the Hon. 

Corporation of Trinity House, and 
specially fitted for their service. The propelling 
machinery consists of two sets of triple expansion 
engines and two boilers. Trial trip, 11th 
November. 


A. Bodger 8s Co., Port-Glasgow. 

Passenger and cargo steamer ; 
“ Magaiianes.” 270ft., by 37ft., by 21ft.; 2,380 
tons deadweight. Built to the 
order of Messrs. Braun & Blanchard, Punta 
Arenas, for service between Punta Arenas and 
Valparaiso. Accommodation is provided for 32 
first-class, 20 second-class, and 200 third-class 
passengers. The propelling machinery was con¬ 
structed by the shipbuilders. Trial trip, 23rd 
October. 

Passenger and cargo steamer. The 
“ Chiloe.” vessel is a sister ship to the Magai¬ 
ianes, and was built for the same 
owners. Trial trip, 27th November. 










176 


THE SHIPBUILDER. 


Eussell & Co,, Port-G-lasgcw. 

Cargo steamer; 405ft., by 52ft., 
“ Minerie.” by 28ft.; 8,000 tons deadweight. 

Built for Messrs. Andrew Weir 
and Co., London and Glasgow. The propelling 
machinery was constructed by Messrs. Rankin 
and Blackmore, Greenock. Launched, 20th 
October. 

Refrigerated meat 
“ Highland Rover.” steamer; 405ft., by 56ft., 
by 29^ft. Built to the 
order of Messrs. H. & W. Nelson, Liverpool, for 
their trade between the Mersey and South 
America. The vessel is insulated throughout 
and is in other ways equipped for meat-carrying 
purposes. The propelling machinery was con¬ 
structed by Messrs. Rankin & Blackmore, 
Greenock. Launched, 28th October. 

Cargo steamer ; 400ft., by 52ft., 
“ Kirkdale.” by 29^ ft.; 7,800 tons dead¬ 
weight. Built for Messrs. James 
R. Cuthbertson & Co., Glasgow. The propelling 
machinery was constructed by Messrs. D. Rowan 
and Co., Glasgow. Launched, 25th November. 

Cargo steamer; 415ft., by 56ft., 
“ Valdura.” by 30^ft. Built for Messrs. Gow, 
Harrison & Co., Glasgow. The 
propelling machinery was supplied by Messrs. 
Rankin & Blackmore, Greenock. Launched, 11th 
December. 

Scott’s Shipbuilding & Eng- Co., areenock. 

Cargo steamer ; 400ft., by 52ft, 
“Hurst.” by 30ft.; 7,700 tons deadweight. 

Built to the order of the Clyde 
Shipping Co. for service in the East. Launched, 
29th November. 

Passenger and cargo steamer; 
“Carron.” 308ft., by 40^ft., by 20ft. ; 2,300 
gross tonnage. Built to the order 


of the Carron Company for their trade between 
Grangemouth and London. Accommodation is 
provided for 122 first-class and 78 second-class 
passengers. By superimposing an upper bridge 
on the ordinary bridge deck, a dining saloon 
extending the full width of the ship, as well as 
staterooms of large area, are provided. The 
second-class staterooms and saloon are in the 
poop, with the entrance house and smoking room 
above. The triple expansion engines have 
cylinders 28, 45 and 72in., by 42in. stroke, with 
four boilers. Forced draught is arranged on the 
closed stokehold system, and two steam-driven 
fans are fitted in the engine room for this purpose. 
Trial trip, 3rd December. 


Yarrow & Co., Limited, Scotstoun. 

Torpedo-boat destroyer ; 
“ Santa Catharina.” 240 ft. long, by 23^ ft. 

beam. The vessel is the 
eighth of ten destroyers built and building by 
Messrs. Yarrow for the Brazilian Government. 
She is fitted with wireless telegraphy, and an 
installation of refrigerating machinery for keep¬ 
ing the magazines and cabins cool. The two 
sets of triple expansion four-cylinder engines, 
constructed by the shipbuilders, take steam from 
two double-ended Yarrow boilers, each boiler 
supplying steam for about 4,000 H.P. The 
guaranteed speed is 27 knots. Launched, 27th 
October. 

Brazilian torpedo-boat destroyer. 
“ Alagoas.” The vessel is a sister ship to the 
Santa Catharina. On a three 
hours’ trial she averaged 27’253 knots, the 
guaranteed speed being 27 knots. Trial trip, 
25th November. 


TYNE AND BLYTH. 


Sir W. S. Armstrong, 'Whitworth & Co., Ltd. 

Second-class protected 
H.M.S. “Newcastle.” cruiser. The vessel is 

a sister ship to the 
Gloucester , built by Messrs, William Beardmore 
and Co., Dalmuir, and described elsewhere in 
the present issue. Although the last but one 
of the group of five Bristol cruisers to be 
launched, the Newcastle is probably at least as 
well advanced as any of her sisters. The keel 
was only laid towards the end of April, and when 
she took the water the whole of the boilers, con¬ 
densers, wing turbines, and much of the auxiliary 


machinery were already in position, while the 
work at the bulkheads, the protective deck, etc., 
was also much further advanced than usual at 
launching. Indeed only two heavy weights— 
the main turbines for the two inner shafts— 
remained to be lifted on board. A vessel leaving 
the stocks with her four funnels in position is 
an unusual sight on the Tyne, and we believe no 
other vessel of the size or class of the Newcastle 
has been launched in such a. condition. The 
propelling machinery was supplied by the 
Wall send Slipway & Engineering Co., Ltd. 
Launched at Elswick, 25th November. 
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Twin-screw cargo steamer, single- 
“Posteiro.” deck type; 285ft., by 43±ft., by 
17^-ft. Built to the order of 
Messrs, Pile & Co., London, on behalf of the 
Empereza de Navegacion Sul Rio-Grandense, 
Rio Grand do Sul. The vessel is specially de¬ 
signed for carrying a large deadweight on a very 
light draught. The two sets of triple expansion 
engines, constructed by Messrs. Richardsons, 
Westgarth & Co., Ltd., Middlesbrough, have 
cylinders 15, 25 and 41 in., by 27in. stroke, with 
two boilers. Trial trip, 26th November. 


Blyth Shipbuilding 1 & Dry Docks Co., Ltd. 

600 -ton steel dumb hopper 
Thpee Barges. barges. Built for the North 

Eastern Railway Company, 

and the second, third, and fourth respectively of 
five under construction by the Blyth Company for 
the same owners. Powerful machinery was fitted 
by Messrs, Tangyes Limited, Birmingham, and 
Messrs. Lobnitz & Co., Renfrew, for raising and 
lowering the hopper doors. Launched, 14th and 
28th October, and 14th December. 

Cargo steamer, raised quarter- 
“Constantine.” deck type; 245ft. long, by 

36Jft. beam. Built to the 
order of Messrs. J. Ridley, Son & Tully, New¬ 
castle, for their Hamburg coal trade. The triple 
expansion engines, constructed by the North 
Eastern Marine Engineering Co., Ltd., Wallsend, 
have cylinders 19, 31 and 51in., by 36in. stroke, 
with one boiler. Trial trip, 30th November. 


R. & 'W. Hawthorn, Leslie & Co., Ltd., Hebburn. 

Twin-screw emigrant and cargo 
“Protesilaus.” steamer; 501ft., by 60jft., by 

42±ft.; 13,000 tons deadweight, 
Built to the order of Messrs. Alfred Holt & Co., 
for their Far Eastern general cargo trade. Ac¬ 
commodation is provided for a number of first- 
class passengers and about 580 emigrants. The 
vessel has seven holds, clear of obstructions, and 
suitable for the stowage of bulky cargoes, such as 
railway cars or boilers. Instead of masts, four 
large pillars are fitted at the sides of the vessel, 


two forward and two aft, which serve as derrick 
posts. The two forward pillars are joined by a 
bridge about 75ft. above water. The two sets 
of triple expansion engines, by the North Eastern 
Marine Engineering Co., Ltd., Wallsend, have 
cylinders 23, 38J and 65in., by 48in. stroke, with 
three boilers. Launched, 29th October. 


Northumberland Shipbuilding Co., Ltd., Howdon. 

Cargo steamer ; 402ft., by 52^ft., 
“Gerania.” by 29ft. Sin.; 8,100 tons dead¬ 
weight, with space for about 
11,500 tons of measurement cargo. Built for 
Mr. D. Tripcovich, Trieste. The vessel is built 
on the deep frame principle, leaving the holds 
clear for the stowage of bulky cargoes. The 
cellular double bottom is specially constructed 
for the carriage of oil fuel. The Tween decks 
are spacious, and suitable for troops, emigrants, 
or cattle. The triple expansion engines, by the 
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North Eastern Marine Engineering Co., Ltd., 
Wallsend, have cylinders 26, 42 and 72in., by 
48in. stroke, with three boilers. Trial trip, 20th 
October. 

Cargo steamer; 422ft., by 52ft.; 
“Papisiana.” 8,700 tons deadweight. Built 
for Messrs. Furness, Withy & Co., 
Ltd., London and West Hartlepool. The vessel 
has three complete steel decks, including a shelter 
deck all fore and aft. The triple expansion 
engines, by Palmers Shipbuilding & Iron Co., 
Ltd., Jarrow, have cylinders 28, 46 and 77in., by 
54in. stroke, with three boilers working under 
Howden’s forced draught. Trial trip, 4th 
November. 

Cargo steamer ; 395 ft., by 
“Netherpark.” 49fft., by 29ft.; 7,300 tons 
deadweight. Built for Messrs. 
John Greenlees & Sons, Glasgow. The triple 
expansion engines, by the North Eastern Marine 
Engineering Co., Ltd., Wallsend, have cylinders 
24^, 40 and 68in., by 48in. stroke, with three 
boilers. Trial trip, 13th November. 

Cargo steamer. The vessel is 
“Himalaia.” a sister ship to the Gerania , 
and was built for the same 
owners. Launched, 13th December. 

Cargo steamer; 395 ft., by 
“Queen Maud.” 49fft., by 29ft.; 7,350 tons 
deadweight. Built for Messrs. 
Thomas Dunlop & Son, Glasgow. The triple 
expansion engines, by the North Eastern Marine 
Engineering Co., Ltd., Wallsend, have cylinders 
24^, 40 and 68in., by 48in. stroke, with three 
boilers. Trial trip, 17th December. 


John Headhead & Sons, South Shields. 

Cargo steamer, single-deck type; 
“Tpeveal.” 7,000 tons deadweight. Built 
for Messrs. Edward Hain k Sons, 
St. Ives. The triple expansion engines, con¬ 
structed by the shipbuilders, have cylinders 25^, 
42 and 69in., by 48in. stroke, with two boilers. 
The Treveal is the fifty-second vessel built by 
Messrs. Readhead for the same owners. Trial 
trip, 4th November. 

Cargo steamer, single-deck 
“Zupiehmoop” type; 358ift., by 49ft., by 
26ft. 8^in. Built for Messrs. 
Walter Runciman k Co., Newcastle, The triple 
expansion engines, constructed by the ship¬ 
builders, have cylinders 25, 42 and 68in., by 45in. 
stroke, with two boilers and one donkey boiler. 
Launched, 25th November. 


Smith’s Dock Co., Ltd., North Shields. 

Screw trawlers; 134ft. long. 
Two Tpawleps. The triple expansion engines 
for both vessels were con¬ 
structed by the Shields Engineering & Dry Dock 
Co., Ltd., North Shields. Launched, 14th October. 

Cargo steamers, raised 
' P and[ eain ' , quatter-deck type; 135ft. 

“Mountohaples.” lon g- Built for the United 

Stone Firms, Ltd., Bristol. 
The compound engines for both vessels were 
constructed by Messrs. MacColl k Pollock, Ltd., 
Sunderland. Launched, 11th November. 


Swan, Hunter, & Wigham Richardson, Ltd. 

Twin-screw four-masted passen- 
“ Toptona.” g er anc [ cargo steamer ; 464ft., 

by 54ft. 2-^in., by 40ft. deep to 
shelter deck; 7,900 gross tonnage; 8,600 tons 
deadweight. Built to the order of the Cairn 
Line of Steamships, Ltd., Newcastle, for the 
emigrant trade between Italy and Canada. The 
vessel has a complete shelter deck, and has been 
built in accordance with the British Board of 
Trade and the American and Italian emigration 
laws. Accommodation is provided for 37 first- 
class passengers and about 1,200 emigrants. The 
first-class passengers are accommodated in large 
staterooms on the bridge and shelter decks. The 
firsLclass dining saloon is situated amidships on 
the shelter deck, and a tastefully arranged ladies’ 
room and a smoking room are provided at the 
fore end of the bridge, with access from the en¬ 
trance house. The emigrants’ sleeping quarters 
are in the forward and after portions of the 
shelter ’tween decks and in the two after com¬ 
partments of the main ’tween decks. There are 
three emigrants’ dining rooms placed amidships 
under the shelter deck. A large portion of the 
’tween deck space has been insulated for the 
carriage of perishable cargo, this space being 
cooled on the cold-air system. Further insulated 
space is cooled on the brine-pipe system. The 
vessel has complete installations of wireless tele¬ 
graphy and submarine signalling. The two* sets 
of triple expansion engines, constructed by 
Palmers Shipbuilding k Iron Co., Ltd., Jarrow, 
have cylinders 25J, 41 and 68in., by 48in. stroke, 
with four boilers. On the trial, which took place 
on the 18th October, a speed of 15 knots was 
attained. 

Cargo steamer; 290ft. long, by 
“Natalia.” 42ft. beam; 3,250 tons dead¬ 

weight. Built to the order of 
the Linea de Vapores Serra, Bilbao, for service 
between Spain and Liverpool. The triple ex¬ 
pansion engines and two- boilers were constructed 
by the shipbuilders. Trial trip, 6th November. 




LAUNCHES AND TRIAL TRIPS. 


179 


Cargo steamer; 424ft, 
“City of Colombo.” 10in., by 54ft., by 33ft. 

7in.; 9,650 tons dead¬ 
weight. Built for the Ellerman Lines, Limited. 
The triple expansion engines, by the Wallsend 
Slipway & Engineering Co., Ltd., have cylinders 
25J, 43 \ and 75in., by 51 in. stroke, taking steam 
from two boilers. The City of Colombo is the 
eighth vessel constructed by the same builders 
for the various steamship companies controlled 
by Sir John R. Ellerman, Bart. Trial trip, 1st 
December. 

Twin-screw passenger 
“Ppinee Rupert” steamer; 320ft., by 42ft. 

2in., by 18ft. depth to the 
main deck. Built to the order of the Grand 


are also a few sets of staterooms en suite , placed 
on the shelter deck amidships. The second-class 
accommodation is situated on the main deck 
forward, and when occasion arises about 1,500 
excursionists can be taken on board. A pleasant 
feature of the first-class accommodation will be 
two' spacious corridors running fore and aft, one 
on each side of the engine casing; and, to enhance 
the general appearance, light will be given from 
several domes in a long roof, which will also< have 
a clerestory. This design, besides affording 
plenty of light and ventilation, gives a lofty 
appearance to the interior. The first-class dining 
saloon, on the main deck, is placed at the extreme 
end of the vessel. The rounded shape of the 
cruiser stern makes an extremely handsome room, 



Photo by] T. S- S. “ Tortona.'’ [Frank & Sons, So,Shields 


Trunk Pacific Railway Co. of Canada., to in¬ 
augurate a new and important service between 
Prince Rupert and Vancouver Island, and on¬ 
wards to Seattle or Tacoma. The vessel presents 
a smart appearance with her straight stem and 
cruiser stem, two pole masts, and three funnels. 
The rounded cruiser stern has been adopted in 
order to obtain the best lines for a high speed. 
On the shelter and shade decks of the vessel there 
is accommodation in staterooms of two berths 
each for about 220 first-class passengers. There 


which is furnished and panelled in oak, and fitted 
with small tables placed in bays. The first-class 
smoking room is situated at the after end of the 
shade deck, and is panelled in fumed oak. The 
second-class smoking room is placed at the for¬ 
ward end of the shelter deck. Special accommo¬ 
dation is provided for ladies in the shape of a 
music room, daintily furnished in light colours, 
the painting being white enamel. The main 
staircase of the vessel is a notable feature, the 
panelling of the walls being in white enamel, and 









180 


THE SHIPBUILDER. 


the balustrades are of wrought iron, elegantly 
designed. On the shade deck, forward of the 
funnels, is the observation room, panelled in 
maple and sycamore. This room is specially 
lofty, and well lighted by very large square win¬ 
dows, allowing passengers to have an uninter¬ 
rupted view of the scenery en route. The vessel 
is provided with a wireless telegraphy installa¬ 
tion, and refrigerating machinery for ship's 
stores, dairy produce, etc. The rudder is of the 
balanced type, and is wholly below the waterline. 
The two sets of triple expansion engines, by the 
Wallsend Slipway & Engineering Co., Ltd., are 
balanced on the Yarrow, Schlick & Tweedy 
system. On service the vessel will run at 17 to 
18 knots an hour, although it is expected she will 
attain a speed of about 19 knots on trial. 
Launched at Wallsend, 13th December. 


Tyne Iron Shipbuilding 1 Co.,Ltd., Willington Quay. 

Cargo steamer; single-deck type; 
“Boverton.” 341ft., by 48ft., by 24ft. 4^in. 

Built for Messrs. Evan Thomas, 
Radcliffe & Co., Cardiff. The triple expansion 
engines, by the North Eastern Marine Engineer¬ 


ing Co., Ltd., Wallsend, have cylinders 24, 40 and 
65in., by 42in. stroke. Launched, 7th December. 

Passenger and cargo steamer, 
“Kaduna.” shelter-deck type; 375ft., by 

50 ft., by 33^ ft. Built for 
Messrs. Elder, Dempster & Co., Liverpool. Ac¬ 
commodation is provided amidships under the 
bridge deck for a large number of first-class 
passengers, the dining saloon being on top of the 
bridge deck and the smoking room on top of the 
boat deck. The poop is fitted up for the accom¬ 
modation of second-class passengers. The triple 
expansion engines, by the North Eastern Marine 
Engineering Co., Ltd., Wallsend, have cylinders 
25, 40 and 68in., by 48in. stroke. Launched, 
27th December. 


Wood, Skinner & Co,, Limited, Bill Quay. 

Cargo steamer, raised quarter- 
“ Steersman.” deck type. Built for Messrs. C. 

Rowbotham & Sons, London. 
The triple expansion engines, by the North 
Eastern Marine Engineering Co., Ltd., Wallsend, 
have cylinders 15J, 25 and 41 in., by 27in. stroke, 
with one boiler. Trial trip, 12th October. 


THE WEAR. 


S. P. Austin & Son, Limited, Sunderland. 

Collier; about 1,050 tons 
“Lady Helen.” deadweight. Built for Mr. 

Samuel J. Ditchfield, Seaham 
Plarbour. The propelling machinery was con¬ 
structed by the North Eastern Marine Engineer¬ 
ing Co., Ltd., Sunderland. Launched, 12th 
October. 

Collier, single-deck type; 2,020 
“Devereux.” tons deadweight. The vessel is 
the nineteenth built by Messrs. 
Austin for Messrs. William Cory & Son, Ltd., 
London. The propelling machinery was con¬ 
structed by Messrs. George Clark, Ltd., Sunder¬ 
land. Launched, 11th December. 


Bartram & Sons, Sunderland. 

Cargo steamer; 360ft., by 51ft. 
“Vosges” by 25|ft. Built for the Cie. 

de Navigation d’Orbigny, Paris. 
Launched, 11th November. 


John Dickinson & Sons, Ltd., Sunderland. 
Launched, 13th October. 


John Crown & Sons, Ltd., Sunderland. 

Cargo steamer; 2,100 tons 
“ Bpomsgpove.” deadweight. Built to the 
order of the John George 
Hill Steamship Co., Ltd. (Messrs. Witherington 
and Everett), Newcastle, for their coasting and 
general trades. The propelling machinery was 
constructed by the North Eastern Marine 
Engineering Co., Ltd., Sunderland. Launched, 
18th October. 

Cargo steamer; 1,970 tons dead- 
"Bondiear.” weight. Built to the order of 
the Broomhill Collieries, Limited, 
Newcastle, for their general trade from Wark- 
worth Harbour. The triple expansion engines 
and two boilers were constructed by Messrs. 
Richardsons, Westgarth & Co., Ltd., Sunderland. 
Launched, 23rd December. 


John Blumer & Co., Sunderland. 

Cargo steamer, single-deck type. 
Oakmoop.” Built for Messrs. Walter Runci- 
man & Co., Newcastle, and 
specially adapted for the big timber trade. The 
propelling machinery was constructed by Messrs. 


Wm. Doxford & Sons, Ltd., Sunderland. 

Cargo steamer, single-deck 
“Cloutsham.” type; 378ft., by 51|ft., by 
30£ft.; about 8,000 tons dead¬ 
weight. The propelling machinery was con¬ 
structed by the shipbuilders. Launched, 16th 
November. 
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Cargo steamer; 378ft., by 51^ft., 
“ Edilio.” by 30^ft. ; about 8,000 tons dead¬ 
weight. Built for the Societa 
Commerciale Italiana de Navigazione, Genoa. 
The propelling machinery was constructed by the 
shipbuilders. Launched, 14th December. 


Osbourne, Graham & Co., Sunderland, 

Self-trimming collier, raised 
“Togston.” quarter-deck type; 218ft. long; 

1,550 tons deadweight. Built 
to the order of Messrs. Furness, Withy & Co., 
Ltd., West Hartlepool, for the Broomhill Col¬ 
lieries Co., Ltd. The triple expansion engines 
and one boiler were constructed by Messrs, 
Richardsons, Westgarth & Co., Ltd., Sunderland. 
Trial trip, 21st October. 

Cargo and passenger steamer ; 
“ Harlingen.” 220ft. long. Built to the order 

of Messrs. Furness, Withy and 
Co., Ltd., for their Rotterdam, Antwerp, and 
Bristol Channel service. Accommodation for 
passengers is provided in a house on the bridge 
deck. The propelling machinery w as constructed 
by Messrs. Richardsons, Westgarth & Co., Ltd. 
Launched, 12th November. 


Short Brothers, Limited, Sunderland. 

Cargo steamer; 410ft., by 52ft. 
“Cacique.” 4in., by 29ft. l^in.; 8,250 tons 

deadweight. Built for Messrs. 
Grace Brothers & Co., Ltd., New York and 
London. Accommodation for 12 passengers is 
provided in a house on the shelter deck. The 
quadruple expansion engines, by the North 
Eastern Marine Engineering Co., Ltd., Wallsend, 
have cylinders 24, 34|, 49 and 71 in., by 48in. 


stroke, with three boilers working under 
Howden’s forced draught. Launched, 15th 
November. 


Sunderland Shipbuilding Co., Ltd., Sunderland. 

Cargo steamer, raised quarter- 
“Germaine.” deck type; 246ft. by 34^ft.,by 

16|ft.; 1,900 tons deadweight. 
Built for M. Fernand Bouet, Caen. The triple 
expansion engines and two boilers were con¬ 
structed by the North Eastern Marine Engineer¬ 
ing Co., Ltd., Sunderland. Trial trip, 22nd 
October. 

Cargo steamer, raised quarter-deck 
“Danae.” type: 257ft., by 35ft., by 17ft.; 

2,100 tons deadweight. Built for 
Messrs. G. Lamy & Co., Caen. The triple expan¬ 
sion engines and two boilers were constructed by 
the North Eastern Marine Engineering Co., Ltd., 
Sunderland. Launched, 13th December. 


Robt. Thompson & Sons, Ltd., Sunderland. 

Self-trimming collier, raised 
“ Leversons.” quarter and well-deck type ; 

268ft., by 38Jft., by 19ft. 8in.; 
2,600 tons deadweight. Built to the order of the 
Gordon Steam Shipping Co., Ltd., London, for 
their Hamburg coal trade. The triple expansion 
engines, by Messrs, Blair & Co., Ltd., Stockton, 
have cylinders 21, 34 and 56in., by 36in. stroke, 
with two boilers. Trial trip, 10th November. 

Cargo steamer, single-deck type; 
“Kapuma.” 321ft., by 46ft., by 23ft. lOin. 

Built for the Unison Steam Ship¬ 
ping Co., Ltd., London. The triple expansion 
engines, by Messrs. Blair & Co., Ltd., Stockton, 
have cylinders 23^, 39 and 64in., by 42in. stroke, 
with two boilers. Launched, 14th December. 


TEES AND HARTLEPOOL. 


Craig, Taylor & Co., Ltd., Thornaby. 

Cargo steamer, raised quarter- 
“Ashtpee.” deck type; 255fft., by 36fft., by 
18ft. Built for Messrs. Howard- 
Jones & King, Cardiff. The triple expansion 
engines, by the North Eastern Marine Engineer¬ 
ing Co., Ltd , Sunderland, have cylinders 19, 31 
and 51 in., by 36in. stroke, with two boilers. 
Trial trip, 23rd October. 

Cargo steamer; 6,800 tons 
“Benwood.” deadweight. Built for Messrs. 

Joseph Hoult & Co., Limited, 
Liverpool. Launched, 27th November. 


Sir Raylton Dixon & Co., Ltd., Middlesbrough. 

Cargo steamer; 252ft., by 
“ Westgapth ” 36£ft., by 20fft.; 2,320 tons 

deadweight. Built to the 
order of Messrs. R. & J. H. Rea-, Liverpool, for 
their coal-carrying trade. The triple expansion 
engines and two boilers were constructed by 
Messrs. Richardsons, Westgarth & Co., Ltd., 
Middlesbrough. Trial trip, 16th October. 

Cargo steamer, constructed 
“ Rochester City.” on the builders’ cantilever- 
frame system, with topside 
water-ballast tanks; 240ft,, by 35Jft,, by 17|ft.; 
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1,900 tons deadweight. Built to the order of 
Mr. W. A. Watson, Sunderland, for the coal- 
carrying trade between North-East Coast ports 
and the Thames. The triple expansion engines 
and one boiler, placed aft, were constructed by 
the North-Eastern Marine Engineering Co., Ltd., 
Sunderland. Launched, 9th December. 

Cargo steamer, shelter-deck type, 
constructed on the builders’ canti¬ 
lever-frame system, with topside 
water ballast tanks; 8,000 tons deadweight. 

Built to the order of Messrs. Elder, Dempster and 
Co., Liverpool. Launched, 27th December. 


Wm. G-ray & Co., Ltd.., ’West Hartlepool. 

Cargo steamer, single-deck 
“Hapgpove.” type; 275^ft., by 36ft., by 

19^ft. Built to the order of 
Messrs. Harrison, Tidswell & Co., London, for 
their Hamburg coal trade. The triple expansion 
engines, constructed at the Central Marine 
Engine Works of the shipbuilders, have cylinders 
21, 33 and 56in., by 36in. stroke, with two boilers. 
Launched, 25th November. 

Cargo steamer; 373Jft., by 51ft., 
“ Raehel.” by 24ft. Built for Mr. T. W. 

Stephens, London. The triple 
expansion engines, constructed at the Central 
Marine Engine Works of the shipbuilders, have 
cylinders 25, 40 \ and 67in., by 45in. stroke, with 
three boilers. Launched, 26th November. 

Cargo steamer; 
“Bjopnstjerne Bjopnson.” 422|ft , by 54fL, 

by 28 ft. 11 in. 
Built for Mr. Vilhelm Torkildsen, Bergen, The 
triple expansion engines, constructed at the 
Central Marine Engine Works of the ship¬ 
builders, have cylinders 26, 42 and 70in., by 48in. 
stroke, with four boilers. Launched, 28th 
December. 


Irvine’s Shipbldg. & Dry Dock Co., Hartlepool. 

Cargo steamer, single- 
“Ministep Delbeke.” deck type; 289^ft., by 
40ft. 2in., by 20ft. 6-^in. 


Built to the order of Messrs. Furness, Withy and 
Co., Ltd., West Hartlepool, for Mr. Harry E. 
Christensen, Antwerp. The triple expansion 
engines, by Messrs. Richardsons, Westgarth and 
Co., Ltd., Hartlepool, have cylinders 20J, 33 and 
54in., by 36in. stroke, with two boilers. 
Launched from the Harbour Dockyard, 13th 
October. 

Cargo steamer; 355ft., by 46ft., 
“Winneba.” by 25|tt. Built to the order of 

Messrs. Elder, Dempster & Co., 
Liverpool, for their West African trade. The 
vessel has main, upper, and shelter decks. 
Accommodation is provided for a limited number 
of passenger si on the shelter and bridge decks. 
Two lifeboats are fitted, together with six surf- 
boats of special design, built for carrying palm 
oil, etc., through the surf. The triple expansion 
engines, by Messrs. Richardsonsi, Westgarth and 
Co., Ltd., Hartlepool, have cylinders 25, 40 and 
67in., by 45in. stroke, with two boilers. Trial 
trip, 18th October. 

Cargo steamer. The vessel is a 
"Bassam.” sister ship to the Winneba , and 

was built for the same owners. 
Trial trip, 13th November. 


Richardson, Duck & Co., Stockton. 

Cargo steamer, single-deck 
“Rusting-ton.” type; 352ft., by 49ft., by 23ft. 

2 in. ; 3,030 gross tonnage. 
Built for the Southdoun Steamship Co., Ltd. 
(Messrs. Bell, Symondson & Co.), London. The 
triple expansion engines, by Messrs. Blair & Co., 
Ltd., Stockton, have cylinders 23J, 39 and 64in., 
by 45in. stroke, with two boilers. Launched, 
24 th November. 


Ropner & Sons, Ltd., Stockton. 

Cargo steamer; 358^ft., by 50ft. 
“ Pikepool.” 10 in., by 25|ft. The triple 
expansion engines, by Messrs. 
Blair & Co., Ltd., indicate 1,500 H.P., and 
take steam from two boilers. Launched, 26th 
November. 



OTHER ENGLISH CENTRES. 


Camxnell, Laird & Co., Limited. 

Passenger and refrig- 
“ Highland Laddie.” erated meat steamer; 

405 ft., by 56 ft., by 
37|ft. Built to the order of Messrs. H. & W. 
Nelson, Liverpool, for trade between Liverpool 
and South America. Accommodation is provided 


for 80 first-class, 40 second-class, and about 400 
third-class passengers. Launched at Birkenhead, 
30th October. 

Ocean-going torpedo-boat 
H.M.S. “ Renapd.” destroyer; 266ft., by 28ft., 
by 16ft. 7in. The vessel 
is the first of three building by Messrs. Cammell, 
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Laird & Co. for the British Admiralty, and is 
designed to attain a speed of 27 knots. Launched 
at the Birkenhead Works, 30th November. 


Cochrane & Sons, Selby. 

Screw trawler; 123ft. 4in. long. 
Varanis.” Built for the Arctic Steam Fish¬ 
ing Co., Ltd., Grimsby. The 
triple expansion engines were constructed by 
Messrs. Amos & Smith, Ltd., Hull. Launched, 
30th November. 


Messrs. Richardsons, Westgarth & Co., Ltd., 
Middlesbrough. Launched, 13th November. 


H. & C. Grayson, Limited, Liverpool. 

Cargo steamer; 106ft. 
“Dunster Castle.” long; 160 tons deadweight. 

Built to the order of the 
West Somerset & Bristol Channel Steamship Co., 
Ltd., to trade between Bristol, Watchet, and 
Minehead. The vessel is designed to steam at 
10 knots. Launched, 3rd November. 



Earle’s Shipbuilding & Engineering Co., Ld., Hull. 

Cargo steamer, shelter-deck type; 
“Livorno.” 300ft., by 42£ft., by 20ft. Built 
to the order of Messrs. Thomas 
Wilson, Sons & Co., Ltd., Hull, for the Hull, 
Sicily and Adriatic trade. Launched, 2nd 
December. 


Goole Shipbuilding & Repairing Co., Ltd., Goole. 

Passenger and cargo steamer ; 
“Gladys.” 160ft. long. Built for the Borneo 
Co., Ltd., London. Accommoda¬ 
tion is provided amidships for 16 passengers. 
The compound engines were constructed by 


John I. Thornycroft & Co., Ltd., Southampton. 

105ft., by 20ft., by 10ft. 
Pour Twin-screw Built to the order of the 

Ferry Steamers. Port Commissioners of 

Calcutta for their passenger 
service. The vessels were erected at the 
Woolston Works of the builders, marked for re¬ 
erection, and transhipped by the P. & O. steamer 
Per a. There are seven complete watertight 

bulkheads, and a wood awning extends over the 
whole of the upper deck, with a navigating bridge, 
also with a wood awning, immediately in front of 
the funnel. Teak battened seats are arranged on 
deck and in the cabins. Nominally each vessel 
carries 200 passengers, but there is room for a 
considerably larger number. The machinery is 
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placed amidships, and the arrangement of hull 
provides for four cabins for passengers, two for¬ 
ward and two aft. The two sets of tri-compound 
surface-condensing engines, taking steam from 
one boiler, give a speed of 12 knots. The vessels 
were shipped on the 9th December. 

Vickers, Sons & Maxim, Ltd.., Barrow. 

Second-class protected 
H.M.S. “Liverpool.” cruiser. The vessel is 

a sister ship to the 
Gloucester , built by Messrs. William Beardmore 
and Co., Dalmuir, and described elsewhere in the 
present issue. Launched, 30th October. 

Turbine-driven battle- 
H.M.S. “Vanguard.” ship ; 530 ft., by 84 ft., 

by 30 ft.; 19,250 tons 
displacement. The vessel, which was described 
in a recent issue of The Shipbuilder ,* completed 
all her trials by the end of November, and re¬ 
turned to her builders’ works at Barrow to be 
completed for commission. The Vanguard was 
one of the battleships included in the programme 
of 1907-8, but she was not laid down until the 
2nd April, 1908, within a month of the order 
being placed. The period occupied by the 
building of the vessel from the laying of the keel 
to the completion of the trials has, therefore, 
been only 19 months. The St. Vincent , laid down 
at Portsmouth three months earlier than the 
Vanguard, commenced her trials after the com¬ 
pletion of the Vanguard's ; and the Collingwood 
(Devonport-built), ordered at the same time as 
the St. Vincent but not laid down until the 3rd 

* Page 209, No. 12, Vol. III. 


February, 1908, will not complete her trials 
until early in 1910. On the Vanguard's eight 
hours’ full-power trial, an I.H.P. of 24,500 
was easily realised with the machinery running 
at about 330 revolutions. Although the ship 
was loaded slightly in excess of the designed 
draught and displacement, on the measured mile 
the mean speed attained was within a fraction of 
22 knots, or nearly one knot more than the de¬ 
signed speed. The coal consumption per shaft 
horse-power was about. 1*6 lb. per hour. On the 
thirty hours’ continuous cruising trial, the results 
were equally satisfactory. Again the vessel was 
loaded to exceed the designed displacement, and 
on the measured course she steamed 19J knots, 
the torsionmeter indicating that 17,600 horse¬ 
power was being transmitted by the shafts. On 
the last-named trial all auxiliary machinery was 
working, and the evaporators were used to make 
up even more water than was unavoidably lost, 
so that the coal consumption represented the 
maximum necessary on service. Under these 
conditions the consumption was only 1*7 lb. per 
shaft horse-power per hour. At one-fifth power 
a speed of 13J knots was attained. The gun 
trials were also highly satisfactory. 


J. Samuel White & Co., Ltd., East Cowes. 

27-knot ocean-going torpedo- 
h.m.s. “Harpy.” boat destroyer. The vessel 
is one of the sixteen de¬ 
stroyers of the British Government’s 1908-9 
programme. The propelling machinery consists 
of turbine engines of the Parsons type fitted for 
burning coal only. Launched, 27th November. 


FOREIGN CENTRES. 


Chantiers & Ateliers de Provence, Port de Bone, 
France. 

Twin-screw passenger steamer; 
“ Espagne.” 565ft., by 61ft., by 39ft.; 13,600 

tons displacement. Built to the 
order of the French Transatlantique Company, 
for service between Havre, New York, and Vera 
Cruz. The promenade and bridge decks are 
entirely devoted to first-class passengers. The 
staterooms' are fitted up in a most luxurious 
manner, being ventilated and heated on the 
thermo system, and a hot and cold-water supply 
being laid on to every cabin. The cabines de luxe 
are all decorated differently, each having a bath 
and toilet room attached. The public rooms, 
both for first and second-class passengers, are 
elaborately furnished. The first-class dining 
saloon, situated on the upper deck forward, is 
60 feet long and the full width of the ship. The 
music room, smoking room, children’s room, etc., 
are on the promenade deck. A covered promen¬ 
ade, with large vertical sliding windows and 


fitted with a wind screen, is provided on both the 
port and starboard sides of the ship. The vessel 
is equipped with wireless telegraphy, and there 
are 18 thermo tanks for heating and ventilating. 
The propelling machinery, constructed by the 
shipbuilders, consists of two sets of triple expan¬ 
sion engines taking steam from 12 boilers 
working under Howden’s forced draught. The 
machinery will indicate 14,000 H.P. and give the 
vessel a speed of 19^ knots. The Espagne has 
the distinction of being the largest steamer yet 
built in the Mediterranean. Launched, 19tli 
December. 


Laxevaags Eng 1 . & Shipbuilding Co., Bergen. 

Caroo steamer; 239^ft., by 35ft., 
“Risoy.” by 16ft. lOin. ; 1,775 tons dead¬ 
weight. Built for Consul Sigvart 
Rasmussen, Haugesund. The triple expansion 
engines were constructed by the shipbuilders. 
Trial trip, 2nd November. 
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Applied Mechanics and Mechanical Engineering. 

Seventh Edition. By Andrew Jamieson, M.Inst. 

C.E. Complete in five volumes; Yol. 1, price 

6/-; Yols. 2, 3, and 4, 5/- each; Yol. 5 not yet 

published. (London: Charles Griffin & Co., 

Ltd., Exeter Street, Strand.) 

According to the “ Rules and Syllabus of 
Examinations applying to the Election of As¬ 
sociate Members of the Institution of Civil 
Engineers,” the subject of advanced applied 
mechanics and mechanical engineering has re¬ 
cently been re-arranged. This course is also being 
advocated by most of the universities and train¬ 
ing colleges. To meet the requirements of 
students, the author, who was formerly Professor 
of Engineering at the Glasgow and West of Scot¬ 
land Technical College, has found it advisable to 
thoroughly revise his work on this subject, and 
the seventh edition is just being issued in five 
volumes, each complete in itself and sold sepa¬ 
rately. Volume I. deals with “ Applied 
Mechanics ” proper, embracing the principle of 
work and its application to machines, etc., 
friction of cylindrical surfaces and ships, friction 
usually applied by clutches, brakes, and dynamo¬ 
meters, power tests, with efficiencies of machines, 
laws of motion and energy, energy of a, rotating 
body, moment of inertia, radius of gyration, and 
centrifugal force. Volume 2 is confined to the 
“ Strength and Elasticity of Materials.” Using 
many practical illustrations, the author has 
treated in an excellent manner questions relating 
to stress, strain, elasticity, factors of safety, 
resilience, shafts, chains, cylinders, beams, and 
girders. A valuable portion of this volume is 
also devoted to testing and testing machines. 
Volume 3 is occupied with the “ Theory of Struc¬ 
tures and Graphic Statics,” with applications to 
roofs, cranes, beams, girders, and bridges. 
Volume 4 discusses hydraulic machines, electric 
cranes, hydraulic appliances in gas works, water 
wheels and turbines, refrigerating machinery, 
and pneumatic tools. Each volume possesses a 
separate index, and a list of engineering symbols, 
abbreviations, and index letters used by the 
author, as well as a plentiful supply of examina¬ 
tion questions. Altogether the work is an 
admirable production, thoroughly up-to-date, and 
the subject matter has been treated by Professor 
Jamieson in a masterly manner. We can recom¬ 
mend it to meet the requirements of all engineer¬ 
ing students, especially those preparing for the 
associate examination of the Institution of Civil 
Engineers. 


Schiffsturbinen (Ship Turbines). By Dr. G. Bauer 
and O. Lasche. Price 8/-. (Munich and Berlin: 
R. Oldenbourg.) 

This work forms a supplementary volume to 
the same authors’ well-known treatise on marine 
engines and boilers, and has been prepared on 
similar lines, viz., to provide a book which will 
be of practical use to the designer in his actual 
work. For this reason, attention is confined to 
the design and construction of the two forms of 
turbine applied to ship propulsion which may be 
said to have passed the experimental stage, the 
Parsons and the Curtis, the latter being mainly 
dealt- with according to the design developed by 
the Allegemeine Electricitats Gesellschaft in 
Germany. The Rateau, Zoelly, Schichau, and 
Melms-Pfenniger types, none of which have yet 
been applied on a large scale, are not touched 
upon, and no attempt is made to present a com¬ 
plete theory of the turbine, which the authors 
consider cannot be better studied than in the 
standard work of Stodola. The new book will 
probably be found the most useful of any that 
have yet appeared dealing with the same subject, 
and isi of further interest to- English readers as 
indicating the progress of turbine construction in 
Germany. 

The Elements of Machine Design. Part I. By 
Professor W. C. Unwin, LL.D., E.R.S. Price 7/6 
net. (London: Longmans, Green & Co., 39, 
Paternoster Row.) 

In this new edition of Professor Unwin’s well- 
known book, the subject matter has been 
thoroughly revised and brought up to date, with 
the result that, although no substantial altera^ 
tion of plan or scope has been made, the size of 
the book has been considerably increased. Among 
the subjects amplified may be mentioned the 
strength of struts, testing of materials by rever¬ 
sals of stress including the experiments of Stan¬ 
ton, combined bending and twisting considered 
in the light of the recent experiments by Guest 
and Scoble, and Bach’s experiments on the fric¬ 
tional resistance of riveted joints. With the 
new edition there should be no doubt of the work 
maintaining the standard position it has done for 
so many years. 

Tabulated Weights of Iron and Steel. Sixth 
Edition. By Charles H. Jordan, M.I.N.A. Price 
7/6 net. (London: Messrs. E. & F. N. Spon, 
Limited, 57, Haymarket.) 

This pocket-book, which for many years has 
proved to be of very great practical service to all 
engaged in the details of iron and steel ship 
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construction, has now reached the sixth edition. 
Lloyd's Register of Shipping having adopted a 
decimal system in the thickness of various sec¬ 
tions of steel, it has been found necessary to ar¬ 
range a series of tables of weights and sectional 
areas to correspond. Accordingly, Mr. Jordan 
has thoroughly revised and greatly enlarged his 
“ Tabulated Weights." The work is very com¬ 
prehensive, and gives the weights, sectional areas, 
and dimensions of all forms of rolled angles, 
channels, bulbs, tees, and iron, and steel plating. 
Other information given includes the decimal 
equivalents to the inch and foot, also 1 the metric 
equivalents', tonnage particulars, matters relating 
to the equipment of vessels, etc. The author’s 
long service as a surveyor to Lloyd’s Register has 
enabled him to gain much experience as to the 
requirements of naval architects, shipbuilders, 
and manufacturers, and the tables which he has 
arranged must be invaluable to all concerned. 
The book now contains 640 pages, and, to ensure 
speedy reference, the various sections are printed 
on paper of different tints. The tables through¬ 
out are based on the standards drawn up by the 
Engineering Standards’ Committee and approved 
by Lloyd’s Register of Shipping. 

The Boys* Book of Steamships. By J. R. Howden. 

Price 6/-, (London : Grant Richards.) 

This substantial volume, of nearly 300 pages, 
by the author of “ The Boys’ Book of Locomo¬ 
tives,’’ appeals not only to the youthful class of 
readers for which it is mainly intended, but to 
boys of older growth. Indeed, in many respects, 
it is an up-to-date record of work achieved in 
shipbuilding and marine engineering, which not 
a few readers intimately associated with those 
industries may find interesting and profitable to 
peruse, and to have on their book-shelves for 
reference. 

An Elementary Treatment of the Theory of 

Spinning Tops and Gyroscopic Motion. By 

H. Crabtree, M.A. Price 5/6 net. (London: 

Longmans, Green & Co., 39, Paternoster Row.) 

A consideration of the phenomena attending 
the motion of spinning bodies includes some of 
the most fascinating problems in the realms of 
science. But apart from the purely scientific 
point of view, the introduction of the gyroscope 
in so many recent inventions, such as Brennan’s 
monorail, Dr. Schlick’s apparatus for steadying 
ships, and the Whitehead mechanism for steering 
torpedoes, renders it necessary that all engineers 
and naval architects should have a clear grasp of 
the principles involved. No better work could 
be consulted for this purpose than the volume 
under review. The author develops a difficult 
subject in a very clear manner, advancing step by 
step from the simpler to the more complex ideas, 
so that the term u elementary ’’ when applied to 


the final chapters is perhaps somewhat of a mis¬ 
nomer. Another useful feature of the book is 
that numerous questions are introduced through¬ 
out to test whether the student has clearly 
followed the author’s reasoning, the answers to 
the questions being given at the end of the 
volume. Altogether Mr. Crabtree has produced 
a very excellent little volume, which should do 
much to lead to a true appreciation of his subject. 
Other Books, etc., received. 

“ Ship Construction and Calculations,’’ by 
George Nicol, M.I.N.A.; James Brown & Son, 
The Nautical Press, Glasgow; 10/6 net. “A 
Manual of Elementary Seamanship,’’ fifth edi¬ 
tion (revised), by Commander D. Wilson-Barker, 
R.N.R.; Charles Griffin & Co., Ltd., Exeter 
Street, Strand, London ; 6/-. The Tempometer 
or Horometrical Chart, showing the local mean 
time, latitude and longitude of all the principal 
cities, towns, and other land-marks throughout 
the world; James Muim> & Co., Ltd., 101-103, 
King Street, Tradeston, Glasgow; 2/6 net, or 
framed 5/- net. “ Ainsley’s Nautical Almanac 
and Tide Tables for 1910,’’ greatly enlarged, and 
giving the corrections and additions to lights and 
fog signals up to 17th November, 1909; T. L. 
Ainsley, Mill Dam, South Shields; 1/-. “ The 

Journal of the North-East Coast Association of 
Secretaries,’’ November, 1909 ; Andrew Reid and 
Co., Ltd., Ne wcastle-on-Tyne; 1/-. “ Engineering 
Wonders of the World,’’ Parts XIII. to XVIII.; 
Thomas Nelson & Sons, Edinburgh; 7d. each. 
“ The Navy in the House of Commons,’’ by John 
T. Middleton, M.P.; Longmans, Green & Co., 
39, Paternoster Row, London; 6d. net, or in 
cloth 1/-. “ The ‘ Mechanical World ’ Pocket 

Diary and Year Book for 1910’’; Emmott and 
Co., Ltd., “ Mechanical World ’’ Offices, Man¬ 
chester ; 6d. net. 

The Publisher of 0 The Shipbuilder ” will be 
pleased to supply to readers any of the books 
referred to above at the prices mentioned. 

Catalogues received. 

Combination Metallic Packing Co., Ltd., 
Gateshead; illustrated description of the C.M.P. 
patent automatic drain for the steam pipes of 
steam whistles, etc. Frederick T. Edgecombe, 
Comely Bank, Dumbarton, N.B.; illustrated 
description of the Denny-Edgecombe Torsion- 
Indicator as applied to turbine engine shafting. 
J. H. Holmes & Co., Ne wcastle-on-Tyne; cata¬ 
logues of electrical switch gear and of the con¬ 
tinuous-current Castle ’’ motors and dynamos, 
and list of installations carried out and electrical 
plant supplied for mining work. Portland 
Forge Co., Ltd., Kilmarnock, N.B.; illustrated 
description of the Portland patent self-centering 
rudder bearings and the Portland patent 
balanced rudders. 
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Institution of Civil Engineers. 

“ Marine Propulsion by Electric Motors/’ By 
Mr. H. A. Mavor. (7th December.) 

Institute of Marine Engineers. 

“ Experiences with Boiler Scale.” By Mr. 
William Henderson, (3rd November.) 

“ Marine Engines and Superheated Steam.” 
By Mr. A. F. White. (15th November.) 

“ Coverings for Boilers and Steam Pipes.” 
By Professor A. T. Strohmenger. (22nd Nov.) 

“ The Engine-Room Telegraph.” By Mr. J. 
M. Newall. (6th December.) 

Institution of Mechanical Engineers. 

“ Heat Transmission.” By Professor W. E. 
Daiby. (15th October.) 

“ Mild Steel Tubes in Compression and under 
Combined Stress.” By Mr. William Mason. 
(17th December.) 

“ Compound Stress Experiments.” By Pro¬ 
fessor C. A. M. Smith, B.Sc. (17th December.) 

Junior Institution of Engineers. 

“ Propelling Machinery for Warships.” By 
Engineer Vice-Admiral H. J. Oram, C.B. (16th 
November.) 

Institute of Metals. (14th and 15th October.) 

“ The Corrosion of Copper and Brass.” By 
Mr. E. L. Rhead. 

“ The Constitution and Properties of the 
Ternary Alloys Aluminium-Copper-Tin.” By 
Mr. J. H. Andrew, M.Sc., and Mr. C. A. Edwards. 

“ The Surface Appearance of Solders.” By 
Mr. C. O. Bannister and Mr. H. J. Tabor. 

“ The Technical Assay of Zinc.” By Mr. H. 
W. Greenwood. 

“ Notes on the Production of Pure Spelter.” 
By Mr. J. S. Glen Primrose. 

“ The Elastic Breakdown of Non-Ferrous 
Metals.” By Professor C. A. Smith, M.Sc. 

“ The Copper-Zinc Alloys.” By Professor T. 
Turner, M.Sc., and Mr. M. T. Murray, M.Sc. 

Schiffbautechnischen Gesellschaft. (18th, 19th, 
and 20th November.) 

“ Continuous-Flow Steam Engines,” By 
Professor Stumpf. 

“ A New Solution of the Marine Turbine Prob¬ 
lem.” By Professor Fottinger. 

“ Heavy Shipyard Cranes for Fitting-out Pur¬ 
poses,” By Herr C. Michenfelder. 

“ Organisation of Works, in particular that of 
Shipyards,” By Herr Gumbel. 

“ On Measurement of Rudder Pressure.” By 
Herr T. Schwarz. 

“ Marine Gas Engines.” By Professor F. 
Romberg. 

“ Ship Propulsion by Turbo-Pumps and Jet 
Propellers,” By Herr Miersch. 

“ New Propeller Experiments,” By Herr Fr. 
Gebers. 


American Society of Naval Architects and Marine 
Engineers. (Seventeenth General Meeting; 
18th and 19th November.) 

“ Evolution of Screw Propulsion in the United 
States.” By Mr. Charles H. Cramp. 

“ The Effect of Parallel Middle Body upon 
Resistance.” By Naval Constructor D. W. 
Taylor, U.S.N. 

“ The Influence of the Position of the Midship 
Section upon the Resistance of Some Forms of 
Vessels.” By Professor FI. C. Sadler. 

“ Some Ship-shaped Stream Forms.” By Asst. 
Naval Constructor Wm. McEntee, U.S.N. 

“ Applications of Electricity to the Propulsion 
of Naval Vessels.” By Mr. W. L. R. Emmet, 

“ The Producer Gas Boat Marenging .” By 

Mr. H. L. Aldrich. 

“ Building and Equipping Non-magnetic 
Auxiliary Yacht Carnegie with Producer Gas 
Propelling Equipment.” By Mr. Wallace 
Downey. 

“ The Design of Submarines.” By Mr. Marley 
F. Hay. 

“ The Foreign Trade Merchant Marine of the 
United States: Can it be Revived?” By Mr. 
George W. Dickie. 

“ Material-handling Equipments for Lake Ves¬ 
sels.” By Mr. Richard B. Sheridan. 

“ Structural Rules for Ships.” By Mr. James 
Donald. 

“ Rivets in Tension.” By Mr. Robert Curr. 

“ The Strength of Watertight Bulkheads.” By 
Professor William Hovgaard. 

“ The Development of the Gasolene-Power 
Boat.” By Mr. E. T. Keyser. 

“ A System of Mathematical Lines for Ships.” 
By Mr. James N. Warrington. 

Institution of Engineers and Shipbuilders in 
Scotland. 

Presidential Address. By Mr. C. P. Hogg. 
(26th October.) 

“ Electrically-Driven Reversing Rolling Mills.” 
By Mr. C. A. Ablett, B.Sc. (26th October.) 

“ Concrete Pile. Foundations, with Reference 
to the ‘ Simplex ’ Method of Constructing the 
Same.” By Mr. Alexander Melville. (21st 
December.) 

North-East Coast Institution of Engineers and 
Shipbuilders. 

“ Notes on Marine Boiler Design, Construction, 
and Economy.” By Mr. D. Myles. (29th 
October.) 

“ Some Notes on the Erection of the Baikal 
Railway Ferry Steamers,” By Mr. I. O. Handy. 
(19th November.) 

Liverpool Engineering Society. 

“ Modern Dredging Appliances,” By Mr. W. 
A. Oglethorpe. (17th November.) 
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NOTICES. 


To Correspondents. 

The Editor solicits any suggestions from readers 
for the improvement of the periodical, and every 
consideration will be given to contributions and 
illustrations offered for publication in The Ship¬ 
builder. Correspondence must be accompanied by 
the writer’s name and address, not necessarily for 
publication, but as a guarantee of good faith. It 
is preferred, however, that articles published 
should be signed by the writer. 

Shipbuilders and marine engineers are requested 
to send, for insertion, reports of their launches, 
trial trips, etc. ; and publishers are invited to for¬ 
ward, for review, copies of new books on subjects 
of interest to those engaged in shipbuilding and 
marine engineering. 

Communications should be addressed to the 
Editor, The Shipbuilder , Newcastle-on-Tyne. 

Subscriptions, Home and Foreign. 

The Shipbuilder is published four times a year— 


on the 15th of January, April, July, and October 
respectively. The periodical will be supplied direct 
from the Publisher, for twelve months, post free, 
at the following rates, payable in advance :— 

For the United Kingdom ... ... 3s. Od. 

For all places abroad ... ... 3s. 6d. 

Remittances should be forwarded to the Publisher 
of The Shipbuilder , Newcastle-on-Tyne. 

United States Subscribers. 

For the convenience of residents in the United 
States, copies of The Shipbuilder can be purchased 
from Mr. Henry Arnott, New York Shipyard, 
Camden, N. J., as well as direct from the Publisher. 

Advertisements. 

Correspondence regarding advertisements should 
be addressed to the Publisher of The Shipbuilder , 
Townsville House, Heaton, Newcastle-on-Tyne. 
Telegrams: “ Amidships, Newcastle-on-Tyne.” 

Telephone : No. 450 City. 


THE “MAURETANIA” SOUVENIR NUMBER. 


As we go to press, we have still on hand a 
limited number of copies of the special Mauretania 
Number (2nd edition) containing a full description 
of the famous liner, her turbine machinery and 
auxiliaries, and illustrated with 200 plans, draw¬ 
ings, coloured plates of the passenger accommoda¬ 
tion, etc., etc. We shall be glad to supply copies 
so long as our stock lasts at 4s. 6d. in the British 
Isles, or 5s. Od. abroad, post free. The copies now 


offered are tastefully bound in cloth. Our supply 
of copies in paper covers is exhausted, and no 
further edition will be issued. 

The set of four coloured plates presented with 
the Mauretania Number will be sent to any reader 
on receipt of a remittance of 8d. 

Remittances should be addressed to the Pub¬ 
lisher of The Shipbuilder , Newcastle-on-Tyne. 


OUR THIRD VOLUME. 


As the last Spring Number (No. 12) completed 
Volume III. of The Shipbuilder , and as many of 
our subscribers will doubtless be desirous of 
having their copies bound, we have prepared 
specially designed covers, in red art cloth, em¬ 
bossed in gold, and uniform with the cases we 
supplied for Volumes I. and II. We shall for¬ 
ward one of these covers to any address at home 
for 2s. Od., or 2s. 6d. abroad, post free. 

Complete copies of Volume III., bound as 
described above, will be supplied at 6s. Od. to 


addresses at home, or 6s. 6d. abroad, post paid. 
Bound copies of the four ordinary numbers 
constituting Volume II. can also be obtained at 
the same price 

With the exception of No. 2, Vol. I., all back 
numbers of The Shipbuilder are still in print, 
and can be obtained at 9d. per copy, or 10Jd. 
abroad, post free. 

Remittances should be addressed to the Pub¬ 
lisher of The Shipbuilder , Newcastle-on-Tyne. 


Published by A. G. Hood, Newcastle-on-Tyne, and printed by R. Robinson & Co. Ld., Newcastle-on-Tyne. 
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Speed-fJieduetion Rearing for Marine V)urbine$ 
and Internal Combustion Engines. 


t HE steam turbine is essentially a high-speed 
engine, and remarkable economy has been 
obtained with quick-running turbines in 
land work. On the other hand, the pre¬ 
sent forms of propeller, developed by experience 
with the low revolutions of reciprocating engines, 
are more efficient at comparatively low speeds of 
rotation. The result is that modern practice, 
with directly driven propellers, is more or less a 
compromise, the revolutions being less than suit¬ 
able for the turbine and greater than suitable for 
the propeller. In high-speed ships this compromise 
permits an efficiency which compares favourably 
with reciprocating engines, but the reverse is the 
case in low-speed vessels. As regards the latter, 
it is true, as is proved by the success of the Otaki, 
that a combination of reciprocating engines and 
turbines can be employed with advantage, but 
there appear to be great possibilities of improve¬ 
ment for all classes of ship if some means can be 
devised for using turbines or internal combustion 
engines of high revolutions without rendering 
the propeller inefficient, and it is for this reason 
that so much attention is being devoted to the 
subject at the present time. Many authorities 
hold that the direction in which improvement 
will be effected is by the evolution of a more 
efficient type of high-speed propeller. This view 
was expressed by Engineer Vice-Admiral Oram 
in his admirable address to the Institution of 
Junior Engineers on the 16th November, and also 
by Professor Flamm in the course of the discus¬ 
sion upon Dr. Fottinger’s paper at the last 
meeting of the Schiffbautechnisehen Gesellschaft. 
On the other hand, many of those who have care¬ 


fully studied the problem consider that the best 
solution will be to have the turbine and propeller 
upon separate shafts, and introduce some form of 
gearing, so that each may be run at its most 
efficient speed. Some of these arrangements 
have the further advantage that means can be 
introduced for reversing without the adoption of 
the costly astern turbines now required. At the 
present moment three forms of gearing are 
being strongly advocated—mechanical, hydraulic, 
and electrical. Mr. Parsons has been for some 
time engaged upon a system of mechanical gearing 
suitable for cargo boats, which has been fitted as 
an experiment upon the steamer Vespasian and is 
described fully in his paper read before the 
Institution of Naval Architects on the 18th 
March, a review of which appears elsewhere in 
our present issue. Another system of mechanical 
gearing which has been receiving a good deal of 
attention is that designed by Messrs. Melville 
and Macalpine at the instance of Mr. George 
Westinghouse. An arrangement of hydraulic 
gearing has been proposed by Professor Dr. 
Fottinger and described by him in a paper read 
before the Schiffbautechnisehen Gesellschaft in 
November last. With regard to electrical gearing, 
systems have been devised by Mr. Mavor, Mr. w! 
P. Durtnall, Mr. W. L. R. Emmet, and others. 

The Melville & Macalpine spur-wheel reduction 
gear is shown in Fig. 1, which illustrates the experi¬ 
mental 6,000 H.P. installation erected by Mr. G. 
Westinghouse to test the efficacy of the system. 
In a recent pamphlet describing this system, Mr. 
Westinghouse says the teeth of the gears are 
helical, that is to say, they are cut in the form of 










192 


THE SHIPBUILDER. 


a steep spiral like an exaggerated screw thread. 
As they must be very wide to transmit the enor¬ 
mous powers required in marine service, two of 
them, P 1 and P 2 , each* of half the required width, 
are fitted with the spirals of the teeth running 
in opposite directions. In this way the end 
thrust due to the obliquity of the teeth is com¬ 
pletely balanced. The smaller gear, or pinion, is 
mounted in a floating frame F, a heavy steel 
casting supported only at a point midway between 
the bearings. This support, B, is sufficiently 
flexible to allow the frame to oscillate slightly in 


of this system 250 tons could have been saved in 
the weight of the engines and boilers of the new 
20^-knot American battleships for which contracts 
have just been given out, while owing to the smaller 
boiler power required the coal consumption could 
have been materially reduced. A disadvantage 
of the system would appear to be the noise caused 
by the spur gear, and it still remains to be proved 
how the latter would be affected when the pro¬ 
peller is “ racing ” in a seaway, although the 
inertia of the large spur wheel may prevent 
sudden shocks reaching the teeth. Another dis- 



Fig. i.—MeIville=Macalpine Spur=wheel Reduction Gear. 


a vertical plane, passing through the axis of the 
pinion, but is held securely against motion in any 
other direction; further, the pinion is free to 
move endwise in its bearings. Any inclination 
of the teeth to bear harder at one end of the gear 
than the other would tend to unbalance the re¬ 
spective end thrusts due to the right and left-hand 
spirals of the teeth; but as the pinion cannot 
present any resistance to unbalanced end thrust, 
it constantly adjusts itself in the direction of 
its axis in the position corresponding to equi¬ 
librium between the opposing forces. Thus the 
tooth contact pressures are always automatically 
equalized. In the case of the experimental gear 
the speed of revolution of the pinion shaft is 
1,500 r.p.m. and the reduction ratio about 5 to 1. 
The pinions have a diameter of 14 inches with 
35 teeth each, and the spur wheels a diameter of 
70 inches with 176 teeth. The pitch is 1^ inches, 
and the pitch helices are at an angle of 30 degrees 
with the axis of the shaft. The actual tests of 
this installation are said to have proved highly 
satisfactory, the remarkable efficiency of 98'5 to 
99 per cent, having been obtained for the gearing, 
and no trouble experienced through excessive tem¬ 
perature at the pinions. An endurance test lasting 
40 hours was also made at maximum speed and 
load (over 6,000 H.P.), and the temperature con¬ 
ditions were found to become constant after six 
hours. The inventors claim that by the adoption 


advantage compared with electrical and hydraulic 
systems is that the reversing difficulty is not 
entirely overcome, astern turbines being still 
required for this purpose, but it is only fair to 
point out that, in Mr. Westinghouse’s latest design 
for use with this gear, each turbine is a complete 
independent unit, with the high-pressure and low- 
pressure ahead and astern turbines in one casing. 
The Melville-Macalpine gear is to be fitted to one 
of the new colliers now building for the United 
States Government, so that its efficiency at sea 
will soon be put to a practical test. 

The ingenious hydraulic gearing invented by 
Dr. Fottinger will be best understood by reference 
to Fig. 2. The primary shaft, I, driven by the 
steam turbine at a high rate of revolution, has 


Fig. 2.—Fottinger Hydraulic Transmission 
Gear. 
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mounted upon it a turbine wheel A, which draws 
waiter from a tank. This water is directed from 
A by means of a series of channels, B, formed by 
blades attached to the fixed casing surrounding 
the whole apparatus, upon a second turbine wheel 
C, thus causing the secondary shaft, II, to rotate. 
From C the water passes back to the pump and 
the whole process 1 is repeated. By a suitable 
direction being given to the blades B, the shafts 
can be made to rotate in the same direction as in 
i, or in opposite directions as in ii, Fig. 2; while 
by suitably varying the sizes of the blades or by 
multiplying the stages, any desired ratio of gear¬ 
ing can be obtained. The invention has been 


transformers is avoided, the slide J being 
manoeuvred so that the water is directed through 
F G H instead of BCD when reversing is 
required. An installation of the type shown in 
Fig. 4 is shortly to be tested in the experimental 
boat, so that a direct comparison with that of 
Fig. 3 may be made. Dr. Fottinger claims for 
his system a great saving of weight and space 
occupied, both compared with directly driving 
turbines and reciprocating engines, combined with 
great flexibility in speed control, besides the 
advantages which it possesses with regard to 
reversing, owing to the abolition of costly 
astern turbines and the greater relative power 



Fig. 4. —Fottinger Hydraulic Gear, Alternative Arrangement about to be installed on] 

Experimental Boat. 


seriously taken up by the Vulcan Company, of 
Stettin, who in 1907 constructed an experimental 
installation on land to test the system. The 
results were so promising that a small vessel 
91ft., by 14^ft., by 5ft. draught was built and 
fitted with machinery of the proposed type, the 
power of which could be raised from 100 to 500 
H.P. by varying the revolutions, the maximum 
revolutions being about 1,750 p.m. This installa¬ 
tion is illustrated by Fig. 3. The after trans¬ 
former ABCD is in two stages and drives ahead; 
the forward transformer EFG has only one stage 
and is used for reversing. Fig. 4 shows an alter¬ 
native arrangement whereby the use of two 


available for going astern. In the case of the 
experimental boat the astern power was 85 per 
cent, of the ahead power, instead of about 40 to 
50 per cent, as in directly driven turbine ships. 
It is stated that the turbines and shafting for a 
battleship requiring 30,000 H.P. would have a 
weight of 601 tons instead of 724 tons with direct 
driving—a saving of 123 tons—while the length 
of engine space required would be reduced from 
50 to 40 feet and the area from 340 to 260 square 
feet. When comparing this reduction in weight 
with that claimed for other systems, it must not 
be overlooked that Dr. Fottinger’s figures refer to 
the turbines, gearing and shafting alone and that 
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a reduction of weight of boilers would also result, 
as in the other cases, owing to the smaller steam 
supply required for a given power. In spite of 
the handicap that hydraulic gearing has only an 
efficiency of 85 per cent., the greater efficiency of 
the high-speed turbines and the absence of astern 
turbines render the system one of the lightest yet 
proposed. 

The present high efficiency of large electric 
installations on land has led to numerous sugges¬ 
tions for the employment of electrical gearing, but 
it must be borne in mind that we have no experi¬ 
ence as to the efficiency and reliability of these 
large installations under service at sea, and the 
risks due to short circuiting in the engine room 
would be very great. Still, electrical systems 
appear to offer many possibilities if these difficul¬ 
ties can be overcome. The efficiency of electrical 
gearing, about 85 to perhaps 90 per cent., com¬ 
pares favourably with the 85 per cent, of hydraulic 
gearing, but requires a greater weigh t of machinery 
for its attainment. We have already dealt with 
the proposals of Mr. Mavor in this journal.* The 
alternating current motors he proposes involve no 
new electrical principle, but simply mechanical 
adaptation of well-known electrical designs, so 
that the necessary changes of direction and speed 
can be given. In Mr. Mavor’s paper, read before 
the Institution of Civil Engineers on the 7th 
December, two methods of speed change are de¬ 
scribed, each associated with a new form of motor 
termed respectively the “Spinner” and the 
“ Multiple ” motor. 

The principle of operation of the “ Spinner ” 
motor is that an ordinary normal motor driving 
the propeller at a fixed speed, with the shaft and 
propeller directly connected, is so arranged as to 
be rotatable as a whole about the propeller-shaft 
axis. This rotation is accomplished by a second 
motor concentrically arranged outside the first, 
so that the main motor system may be rotated in 
either direction—again at a fixed speed which is 
a simple multiple of the generator-speed—and 
the speed of rotation of the propeller-shaft and of 
the propeller in the water is the algebraic sum of 
the rotation of the main motor and of the rotation 
imposed upon it by the auxiliary motor. As both 
motors are reversible it will be seen that in each 
direction there are three speeds :— 

1. The speed of the main motor system: the 

middle speed. 

2. The speed of the main motor system 

minus the speed of the auxiliary motor 
system : the low speed. 

3. The speed of the main motor system plus 

the speed of the auxiliary motor 
system : the full speed. 

The combination may be designed for any three- 

* Page 248, No. 8, Vol. II. 


speed ratios, such as 1, 2, 3; 2, 3, 4, etc. Any 
intermediate speeds required are attainable by 
adjustment of the turbine or engine-governor, 
which can be operated economically through a 
range down to about 75 per cent, of full speed. 
The same method is applicable to non-reversible 
internal-combustion engines. 

The “ Multiple ” motor is an ordinary squirrel- 
cage induction-motor in all respects, except that 
its stator is wound with two or more independent 
electric circuits each associated with a separate 
source of supply of energy. For example, the 
motor may be fed from two sources of supply at 
25 and 50 periods respectively, the motor-wind¬ 
ings being for 46 and 92 poles. At full power 
and speed both windings are in operation under 
their most advantageous conditions; each of 
these windings results in a synchronous speed of 
66 revolutions! per minute. When the 25-period 
current is supplied to the 92-pole winding the 
speed is 33 revolutions per minute. 

Either of these motors permits of one or more 
generators being used together in the same 
mechanical system without electrical connections 
or synchronizing devices!. Mr. Mavor's chief 
claims are (1) economy, especially at speeds below 
the maximum, as in the latter case the turbo¬ 
generators will still be running at their speed of 
maximum efficiency, and (2) the great suitability 
of electrical gearing for reversing. He also 
claims a saving of space, but does not say much 
about weight, except that the latter will not be 
greater than in the case of the usual type of 
machinery. 

Perhaps the best case for electrical gearing, 
however, is put by Mr. W. P. Durtnall in his 
paper last July before the Institute of Marine 
Engineers, for which he has recently been 
awarded the Denny gold medal of that Institute. 
Further details of his system are also contained in 
his recent paper read before the Institution of Naval 
Architects, which is reviewed in the present issue. 
Mr. Durtnall makes the following proposals for 
an installation of 4,000 B.H.P. transmitted by 
four propellers running at 250 r.p.m. The 
motors would be of the polyphase induction type, 
with squirrel-cage rotors, and with stators wound 
for full, half, and quarter speeds. The generators 
would consist of two turbo-alternators and ex¬ 
citers capable of supplying 3,250 kilowatts at a 
speed of 1,500 r.p.m. with steam at 1501bs. pres¬ 
sure and 150°F. superheat. The alternators 
would be 2-pole machines; so that if the motors 
are wound for 12 poles for top speed, a reduction 
of 6 to 1 from the turbine speed to the propeller 
speed would be obtained. For half-speed the 
second winding would be arranged for 24 poles, 
12 to 1 reduction, with two sets of windings in 
parallel; and for quarter-speed the winding would 
be arranged for 48 poles with 24 to 1 reduction. 
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With these windings in series the synchronous 
speeds would be, for full-speed 250, for half-speed 
125, and for quarter-speed 62^ revolutions per 
minute. As regards weight, the motors, turbos 
alternators, piping, etc., would weigh about 184 
tons, instead of 148 tons for directly coupled 
turbines, i.e., 25 per cent, heavier. On the other 
hand, owing to the saving in steam consumption, 
which Mr. Durtnall estimates at no less than 
40 per cent., the weight of the boiler installation 
could be reduced in the electrically driven vessel 
from 440 to 260 tons, i.e., a saving of 40 per cent. 


actual designs worked out in every significant 
detail, which, if opportunity offers, will be con¬ 
tracted for and fully guaranteed. His arrange¬ 
ment of a 26,000 H.P. installation, such as would 
have been suitable for the new 20^-knot American 
battleships, is shown in Fig. 5. On each propeller 
shaft two motors are installed, one arranged with 
pole-changing switches to adapt it for use at lower 
speeds, while the other is adapted only to the 
smaller number of poles used with high speeds 
and is arranged with a suitable resistance con¬ 
nection for producing the high torque desirable 



Fig. 5.—Electrical Transmission Gear proposed by Mr. Emmet. 


In other words, it is claimed that 36 tons is added 
to the weight of the engines and 180 tons saved 
in the weight of the boilers, giving a net saving of 
144 tons in the total weight of machinery, while 
the coal consumption would also be materially 
reduced. Mr. DurtnalTs system is being adopted 
for the propelling machinery of a dredger of about 
900 H.P., and the results of actual tests of the 
system will shortly be available. 

Mr. Emmet is even more optimistic about 
weight than Mr. Durtnall, and takes up a very 
confident position regarding the success of elec¬ 
trical propulsion. He states that his plans are 


in quick changes of the ship’s direction. The 
maximum potential generated is proposed to be 
2,200 volts. The weight of the Parsons turbines 
alone proposed for these ships, as designed and 
estimated by the American Navy Department, is 
given as 485 tons, which weight does not include 
any piping, bearings, shafting, valves, or auxili¬ 
aries. The equivalent parts with the electric 
drive are estimated to weigh 354 tons, or 131 tons 
lighter. There would also be a reduction in 
weight due to the much simpler steam pipe con¬ 
nections compared with the complicated piping 
system required with Parsons turbines, which 
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would amount to at least 40 tons. If with the 
electric drive the boiler equipment be cut down in 
proportion to the expected saving in steam con¬ 
sumption, a further saving in weight of about 108 
tons would be effected. Compared with the 
machinery to be supplied for these vessels, Mr. 
Emmet claims, therefore, that about 280 tons 
weight could have been saved by his system of 


electrical gearing, and this weight devoted to the 
improvement of other qualities. 

Which of the three proposals—mechanical, 
hydraulic, or electrical—will ultimately prove the 
best, it is at present difficult to say; but with so 
many able minds devoting attention to the sub¬ 
ject, it cannot be long before some very tangible 
improvements are effected. 




Wfje Institution of Jfaval Jireftitects. 


REVIEW OF THE PAPERS READ AT THE SPRING MEETINGS 

By a Naval Architect. 


t HE Spring Meetings of the Institution of 
Naval Architects were held on the 16th, 
17th, and 18th March, the Right Hon. 
Earl Cawdor (President) occupying the 
chair at the morning meetings and Sir William 
H. White at the afternoon and evening meetings. 
Through the courtesy of the Council of the Society 
of Arts, the meetings were held in the hall of that 
body, John Street, Adelphi, London. 

Lord Cawdor, in the course of his presidential 
address, gave a comprehensive review of progress 
in shipbuilding and marine engineering during the 
past twelve months. He said the general ten¬ 
dency of shipbuilding during this period had been 
one of cautious but gradual revival, after the 
period of severe depression which marked the 
years 1907 and 1908. Of the total merchant 
tonnage launched throughout the world, the 
United Kingdom was last year responsible for 
62 per cent., as compared with 51 per cent, in 
1908 and 58 per cent, in 1907. So far as mercan¬ 
tile shipbuilding was concerned, therefore, while 
the past year had been by no means a good one, 
the position had changed for the better, and this 
country had fared rather less badly than its 
neighbours. As regards naval construction, the 
President said the sum of £40,600,000 presented 
to Parliament as the Navy Estimates for this 
year was the largest amount ever voted for the 
purpose, but he ventured to submit that the only 
sound policy to be pursued was one based on the 
maintenance of our Navy in its traditional 
position of assured supremacy. In conclusion, 
he referred to the forthcoming Jubilee Meetings 
of the Institution in July next, for which the 


following provisional programme has been ar¬ 
ranged :— 

Monday, 4th July.—Evening reception at the 
Royal United Service Institution. 

Tuesday, 5th July.—Opening of the Inter¬ 
national Congress by H.R.H. the Prince of Wales 
at the Connaught Rooms, Freemasons’ Hall, near 
Aldwych. Evening reception by the Lord 
Mayor at the Mansion House. 

Wednesday, 6th July.—Morning meetings for 
the reading of papers in the halls of the Institu¬ 
tions of Civil Engineers and Mechanical En¬ 
gineers. Evening concert at the Queen’s Hall, 
under the direction of Sir Charles Stanford. The 
Leeds Festival Choir (240 voices) will sing, and 
the orchestra will be composed of 110 past and 
present members of the Royal College of Music. 

Thursday and Friday Mornings.—Meetings for 
the reading of papers as before. 

Thursday Evening.—Banquet to the foreign 
delegates and guests, followed by a reception by 
Lord and Lady Brassey. In the afternoons 
various excursions and visits to places of interest 
within easy reach of London will be arranged for 
the entertainment of the guests. 

The following is a list of the papers discussed, 
which, it will be observed, cover a variety of 
subjects :—(1) “ The Battleship of the Future,” 
by Rear-Admiral R. H. Bacon, D.S.O., C.V.O. ; 
(2) 44 Report on the Progress of the National 
Experimental Tank,” by Mr. R. T Glaze- 
brook, D.Sc., F.R.S. ; (3) 44 An Account of the 
Society for the Improvement of Naval Architec¬ 
ture,” by Mr. A. W. Johns, R.C.N.C.; (4) 44 Ex¬ 
perimental Investigations on Wake and Thrust 
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Deduction Values,” by Mr. W. J. Luke ; (5) 

“ Some Considerations regarding the Phenomena 
of Propulsion,” by Professor J. B. Henderson, 
D.Sc. ; (6) “ Model Screw Propeller Results : a 
Comparison,” by Mr. T. B. Abell, R.C.N.C. ; 

(7) “A New Method of Ascertaining the Weight 
of Cargoes on board Ship,” by Mr. A. Murray ; 

(8) “ Motor Lifeboats of the Royal National 
Lifeboat Institution,” by Mr. J. R. Barnett ; 

(9) “ The Application of the Internal Combustion 
Engine to Fishing and Commercial Vessels,” 
by Mr. Linton Hope ; (10) “ The Substitution of 
the Electric Motor for Marine Propulsion,” by 
Mr. W. P. Durtnall ; (11) “ The Application of 
the Marine Steam Turbine and Mechanical 
Gearing to Merchant Ships,” by the Hon. C. A. 
Parsons, C.B., F.R.S., D.Sc. ; (12) “ Notes on the 
Measurement of Shaft Horse-Power,” by Pro¬ 
fessor B. Hopkinson, M.A., D.Sc. ; (13) “ The 
Brittleness of Mild Steel due to Nitrogen,” by 
Mr. C. E. Stromeyer. 


The Battleship of the Future. 

In Admiral Bacon’s opinion, the future develop¬ 
ment of the battleship will follow the principles 
of design laid down for the Dreadnought class, 
his paper being, in effect, a defence of the all-big- 
gun single-calibre battleship of that type. Pro¬ 
gress in battleship design has continuously been 
in the direction of increased offensive gun power 
and defensive armour protection against gun 
power. This race between gun and armour is 
being decided for the moment in favour of the 
gun ; and it is therefore probable that, to get 
the maximum efficiency out of the gun and yet 
not decrease the numbers mounted in a ship, 
increase in displacement and reduction of belt 
armour of battleships will be features in future 
construction, while for strategical reasons the 
value of speed will be enhanced. Such increase 
in size can only be avoided by limiting the size 
and power of the gun, which obviously would be 
a foolish policy unless all nations agreed to do so, 
or, as has been advocated by a number of people, 
by having a larger number of smaller ships. The 
author was strongly against the latter alternative. 
The smaller sized ships involve carrying fewer 
guns or a mixed armament of heavy and 
lighter guns, both of which are adverse factors 
to hitting at long ranges. Moreover, the smaller 
the ships the longer will be the line of ships, and 
the more vulnerable they will be to attack by 
destroyers at long range. He also strongly de¬ 
precated the use of a secondary armament other 
than the anti-torpedo-boat guns, an opinion which 
was very much criticised by Sir William White 
and others. Admiral Bacon’s main argument 


was that, when the undivided attention of those 
directing the fire of the guns is concentrated on 
one type of gun only, it is far easier to correct the 
fire of the guns efficiently than to correct the 
vagaries of three calibres of gun, of varying 
rapidity of fire and of varying external ballistics, 
all of which are firing at the same object. Sir 
William White considered there were strong- 
reasons for retaining the 6-in. guns, and pointed 
out that other navies had not followed our lead 
in their abolition. In conclusion, the author gave 
an interesting forecast of the Fleet action of the 
future. As the torpedo improves, battleships 
unable to defend themselves against any form of 
torpedo craft will be built merely to fight battle¬ 
ships. The functions of the large cruiser will, 
therefore, be assumed by the battleship ; high 
speed will become more and more necessary ; 
and armour protection will be less accentuated 
than at present. The battleship as now known 
will probably develop from a single ship into 
a battle unit consisting of a large armoured 
cruiser with attendant torpedo craft. Line of 
battle as we know it will be radically modified, 
and the Fleet action will, in course of time, 
develop into an aggregation of duels between 
opposing battle units. The tactics of such units 
open up a vista of most exhilarating speculation. 


Report on the Progress of the National 
Experimental Tank. 

According to Dr. Glazebrook’s report, work in 
connection with the new experimental tank at 
the National Physical Laboratory is now well 
advanced. In May, 1909, Mr. Yarrow handed 
over his generous gift of £20,000, and the plans 
drawn up by Messrs. Mott & Hay were approved 
by the Building Committee. Three tenders were 
obtained for the work, and on the 21st May the 
contract was given to Messrs. Dick, Kerr & Co., 
who also undertook the electrical equipment. 
The work was commenced early in July and 
arrangements made for the completion of the 
building early next March. The construction of 
the model-making machinery, including the 
paraffin-melting tank, the model-cutting machine 
and the trimming table, has been entrusted to 
Messrs. W. & T. Avery, of the Soho Works, 
Birmingham. The section of the tank and the 
general arrangements have been modelled on 
those at Ubigau. Fig. 1 shows the section 
adopted. The tank is 30 feet wide and 13 feet 
deep, the building being 42 feet wide. This 
depth is maintained for a length of 493 feet. 
The docks at one end and the sloping beach at 
the other make the total length of the basin 
555 feet. A small tank, for testing stationary 
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models in a current of water, 58 feet by 5 feet by 
3 feet 6 inches, occupies an annexe on the east side 
of the main tank. The water in this tank can be 
made to flow through it by means of a pump at 
one end, returning by a conduit in the concrete. 
Details of the dynamometer apparatus are not 
yet settled, but experiments on various matters 
connected with this are in progress at the Labora¬ 
tory, and also, by Mr. Froude’s kindness, at 


Haslar. The working of the tank has been 
placed in the hands of a strong advisory com¬ 
mittee, with Lord Rayleigh as chairman and 
Sir William White vice-chairman. Mr. G. S. 
Baker, a member of the Royal Corps of Naval 
Constructors and professional secretary to the 
Director of Naval Construction, was appointed 
Superintendent of the Tank on the 21st January 
and took up his duties on the 1st March. 


An Account of the Society for the Improve¬ 
ment of Naval Architecture. 

The interesting history which Mr. Johns has 
compiled places on record an account of the 
aims and work of a very similar institution to 
the Institution of Naval Architects, founded 
nearly 120 years ago. This was the Society for 
the Improvement of Naval Architecture, formed 
in 1791 mainly owing to the exertions of a book¬ 
seller named Sewell, one of the proprietors of the 
European Magazine . It was founded at a time 
when, judging from the works of contemporary 
writers, an improvement in the qualities of 
British warships was urgently needed. Stability 
not being properly understood, our warships were 
generally less stable than those of foreign powers. 
Still less was understood of the subject of resist¬ 
ance, and British warships were as a rule not 


such good sailers as those of the enemy. But 
although our warships were deficient in some 
qualities, the workmanship was usually far better 
than that in foreign vessels. British builders 
were excellent practical men and thoroughly 
understood the whole art of shipbuilding. In the 
second year of its existence (1792), the Society 
published a report of its proceedings, which 
included four papers contributed by members. 

In the following year (1793), the 
Society decided to carry out ex¬ 
periments on the resistance of 
bodies, and a small committee 
was appointed for this purpose. 
Colonel Beaufoy was a member 
of this committee, and in this 
case the Society’s choice proved 
a most excellent one. The ex¬ 
periments were carried out at the 
Greenland Dock and continued 
from 1793 to 1798, over 1,700 
successful experiments being re¬ 
corded. Colonel Beaufoy was 
constant in his attendance, and 
nearly the whole cost, amounting 
to some £20,000 to £30,000, was 
borne by him. The publication 
of the report on the resistance 
experiments was the last official 
act of the Society, which dis¬ 
solved in the following year (1799). The work 
of the Society was, however, carried on by one 
or two of the old members, and principally by 
Beaufoy, who turned his attention to experi¬ 
ments on the stability of floating bodies, of which 
experiments Mr. Johns gives a summary in the 
appendix to his paper. Still more excellent 
work, from the Society’s point of view, was 
carried out after its dissolution by another of its 
former members, Sir Charles Middleton, who, as 
Lord Barham, was instrumental in founding the 
first British School of Naval Architecture, 
started at Portsmouth in 1810. Not the least 
valuable features of Mr. Johns’ paper are the very 
complete footnotes which indicate the source of 
his information. 


Experimental Investigations on Wake and 
Thrust Deduction Values. 

The dearth of information available regarding 
wake and thrust deduction values induced 
Mr. Luke to have carried out, at the experimental 
tank of Messrs. John Brown and Company’s 
establishment at Clydebank, the valuable series 
of model experiments recorded in his paper. 
Although the experiments were made for one 
model only, and therefore do not pretend to cover 
the subject in its entirety, the labour entailed 



Fig. i.—Section of new Experimental Tank at the 
National Physical Laboratory. 
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was very great, involving at least 2,000 experi¬ 
ments, and the author is of opinion that the 
results may be considered fairly complete for the 
particular model tested. The dimensions of this 
model were :—length, 204in. ; breadth, 30in. ; 
draught, 9in. ; with a block co-efficient of *65. 
The standard speed length ratio was taken as -8, 
and the standard propeller was one of 6in. 
diameter, having three blades, with a pitch ratio 
of 1-2 and a disc area ratio of -375. The blades 
were elliptical in outline and had no throw back. 
The boss was ljin. long and of Jin. maximum 
diameter. The experiments, for which the 
results are shown in Fig. 2, were arranged in 
nine series, as follows :— 

(1) The speed was varied with the diameter 
and pitch ratio of screw remaining constant. 
From the curve it will be seen that a decrease in 
wake fraction is associated with an increase of 
speed. For small changes of speed, however, 
the difference is only slight, and Mr. Luke points 
out that his results confirm Mr. Froude’s con¬ 
clusion that 44 experiments made at about the 
speed corresponding to the intended working 
speed will be sufficient for practical purposes.” 

(2) The diameter was varied with the speed 
and pitch ratio remaining constant. In this 
series the changes which appear are probably as 
much due to alterations in clearance as to altera¬ 
tions in diameter. 

(3) The pitch ratio was varied with the speed 
and diameter remaining constant. Little or no 
effect was noticed on either of the hull efficiency 
elements. 

Series 1, 2 and 3 were made not only with the 
naked model, but with the model fitted with 
bossings inclined at 22J degrees to the horizontal, 
and in both cases with inward and outward 
turning screws. It will be seen from Fig. 2 that 
the values with bossings are fairly similar as 
regards character of variation to those obtained 
for the naked model, but are more affected by the 
direction of the turning of the screws, outward 
turning giving the better results. 

(4) The fore and aft position of the propellers 
was varied. 

(5) The transverse position of the propellers 
was varied. 

The effect of varying the clearance of the 
propeller from the hull, whether brought about 
by variation of fore and aft position as in 
4, spread, as in 5, or diameter, as in 2, is to 
diminish the wake gain the greater the clearance, 
but as an offset to this the thrust deduction is 
also reduced. For wide clearances there is little 
to choose between inward and outward turning, 
but as the clearance is diminished the advantage 
is slightly with outward turning in the case of the 


naked model, and to a much greater degree when 
bossing of moderate slope is adopted. 

(6) To test the effect of numbers of blades, 
two pairs of three-bladed propellers were run 
against two pairs of four-bladed propellers. The 
results confirmed Mr. Froude’s conclusion that 
there is no difference of moment in this variation. 

(7) To test the effect of area of propellers, 
four-bladed screws of *375 disc area ratio were 
compared with four-bladed screws of -5 disc area 
ratio. No appreciable change in the wake and 
thrust deduction values was noticed, suggesting 
that moderate changes in area have also little 
effect. 

(8) A series of single-screw experiments were 
made with varying diameters at fixed pitch ratio 
and speed, and indicated that, with diminishing 
diameter, an increasing wake becomes associated 
with a decreasing thrust deduction. 

(9) The last and perhaps most interesting 
series was made to test the effect of varying angles 
of bossing. Five bossings were experimented 
with, set to angles of 0, 22J, 45, 67J and 90 
degrees from the horizontal, and the standard 
propeller tried with these at the standard speed. 
Experiments were first made to test the relative 
resistances when the model was towed without 
the propellers, and showed that for this par¬ 
ticular model the minimum resistance occurred 
with the bossing at an angle of about 45 degrees. 
As regards the effect upon the wake, it will be 
seen from the curves that, with horizontal 
bossings and propellers turning outwards, a large 
wake results, which decreases steadily with 
increase in the slope of the bossing. With the 
propellers turning inwards just the opposite 
effect is apparent. The thrust deduction values 
are almost alike for the various angles, and very 
similar to those obtained from the naked model. 
Mr. Luke considers it apparent—for this case 
at least—that an outward-turning screw should 
have bossings of less angle than the slope asso¬ 
ciated with least resistance, while for an inward¬ 
turning screw a steep angle of bossing should be 
adopted in order to obtain the best results. 

Some Considerations regarding the 
Phenomena of Propulsion. 

Professor Henderson’s paper forms a valuable 
addition to our knowledge of the theory of 
propulsion. His conclusions are summarised as 
follows :— 

(1) A propeller forms the centre of a system of 
stream tubes, the configuration of which moves 
forward with the propeller. In a perfect fluid 
the system consumes no energy, but in a viscous 
fluid the energy required for its maintenance is 
supplied by the propeller. 
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(2) In a perfect fluid—and also in a viscous 
fluid, apart from the small thrust required to 
maintain the stream-line system—thrust would 
be impossible of attainment without a discon¬ 
tinuity in the stream-tube system. In a jet 
propeller this discontinuity occurs at the outlet, 
and in a screw propeller most probably in the 
wake beginning at the screw disc. 

(3) The acceleration of the fluid ahead of the 
propeller does not contribute to the thrust, but 
is brought about by a circulation of energy 
from the wake, as in a moving source 

and sink combination ; hence all the 
energy in the wake as it leaves the pro¬ 
peller is not lost. The thrust produced 
by a screw propeller is due to an accelera¬ 
tion of the whole or part of the fluid 
as it passes through the screw disc, the 
accelerated portion being discontinuous 
with the surrounding fluid, thus forming 
a jet. 

(4) In the case of a screw propeller 
there must be a flux of rotational mo¬ 
mentum into the surrounding fluid equal 
to the torque. This rotational mo¬ 
mentum is most probably confined to 
the immediate wake behind the screw, 
and the screw is continuously imparting 
rotational velocity to new fluid, this 
rotational energy constituting one of the 
losses in the propeller. Since this ro¬ 
tational system, unlike the stream-tube 
system in the fore and aft direction, 
cannot move forward with the screw 
unchanged, the rotational motion is not 
cumulative. 

(5) All the experimental evidence ex¬ 
amined tends to confirm the working 
hypotheses formed from purely theoretical 
considerations, but further experiments 
are wanted on the distribution of velocity 
both ahead and astern of screw propellers 
to determine the connection between 
nominal and actual slip. 


data are given in Fig. 3, from which it will be 
seen that the difference in dimensions obtained 
by the use of the two sets is represented by about 
two per cent, of the pitch. Incidentally a useful 
method is indicated for calculating screw dimen¬ 
sions. Mr. Abell goes very fully into the efficien¬ 
cies deduced from the two series of experiments 
(a) for variable slip and pitch ratios at constant 
disc area ratio, and (b) for variable slip and disc 
area ratios at constant pitch ratio, and shows 
that the conclusions to be drawn from the two 


/EFFICIENCY 



DIMENSIONS &. EFFICIENCIES OF SCREWS. 

DEVELOPING 4800 THRUST HORSE POWER 
AT 25 KNOTS 

AT 275 REVOLUTIONS PER MINUTE 
froude (elliptical)-—\ 

Itavlor _f S£GMENTA1 - SECT ’°" 

-equal double convex section 

SCREWS a BLADEO DISC AREA RATIO 357 


SCALE OF AREA IN SqUARE FEET 


Model Screw Propeller Results : 
a Comparison. 

Mr. Abell’s object in the investigation which 
forms the subject of his paper was to see whether 
the independent experiments made with model 
propellers by Mr. R. E. Froude and Mr. D. W. 
Taylor corroborate one another, and it is very 
satisfactory to note that the results were found 
in the main to be in marked agreement. Curves 
showing the relationship of pitch and diameter as 
worked out for a particular case from both sets of 


Fig* 3* 

series are quite consistent. Both series illustrate 
the advantage of using as high a pitch ratio as 
practicable for all slip ratios up to about -4. As 
regards variation of disc area, both experiments 
show that an improved efficiency can be obtained 
by using narrow blades, provided the disc area 
ratio is not reduced below about -3. The effect of 
root thickness of blade and of type of blade 
section upon the efficiency is also dealt with, 
and the whole paper will repay careful study. 



































—Self=righting Motor Lifeboat. 


















































































































































204 


THE SHIPBUILDER. 


A New Method of Ascertaining the Weight 
of Cargoes on Board Ship. 

As the “ Porhydrometer ” has already been 
fully dealt with in these pages,* it is unnecessary 
to repeat here the description contained in Mr. 
Murray’s paper. It is interesting to note, 
however, that the apparatus is to be fitted on 
board a large ore steamer now building at Messrs. 
Hawthorn, Leslie & Co.’s shipyard, Hebburn-on- 
Tyne, so that the reliability of the instrument 
under the wear and tear of service conditions on 
a large scale will soon be tested. 


Motor Lifeboats of the Royal National 
Lifeboat Institution. 

Internal combustion engines provide a conve¬ 
nient source of power for the propulsion of 
lifeboats, and seven boats under the control of 
the Royal National Lifeboat Institution are now 
fitted with auxiliary engines of this type, while 
five other motor lifeboats are in course of con¬ 
struction. The boats may broadly be divided 
into two types, (1) self-righting, and (2) non¬ 
self-righting. A boat of the self-righting type is 
shown in plan, elevation and section by Fig. 4. 
The following are the particulars of this boat :— 


Length overall.-. 40ft. 

Length on water-line. 38ft. 4in. 

Breadth exclusive of belting . 10ft. 6in. 

Depth. 5ft. 

Draught, mean, in service condition 3ft. 2in. 
Displacement „ „ „ 131 tons. 

Iron keel . 2 tons. 

Diameter of propeller. 22in. 

BH.P. 40. 


The non-self-righting boats are similar, except 
that they are made broader in order to have a 
good range of stability. To render the boat 
unsinkable, every available space above deck is 
fitted with air cases. From the deck, which is 
watertight and some inches above the load 
water-line, large tubes are fitted right down 
through the bottom of the boat. Any water 
coming on board finds its way out through 
these tubes, which are provided with a simple 
form of non-return valve to prevent the water 
surging back. With regard to the propelling 
machinery, Mr. Barnett said the propeller should 
be thoroughly protected both at the sides and 
beneath, it should be sufficiently far forward 
to prevent it coming out of the water, and it 
should be accessible from the inside of the boat 
by a watertight trunk hatch from the deck, so 
that it can be cleared from any obstruction, such 
as ropes or seaweed, while afloat. The after 
deadwood is retained in order that the steering 
may not be wild when the boat is in broken seas. 

* Page 80, No. 14, Vol. IV. 


The engine is placed in a watertight compartment, 
which is metal-lined inside and protected by a 
watertight casing, with a hinged flap on top. 
As it may be quite impossible to open this cover 
while in service, the engine must be started, 
controlled and run for an indefinite period 
without being seen. The fuel and lubricating 
supply carried is sufficient for twelve hours’ 
running. Air is admitted to the carburetter 
through a large watertight bend drawing from 
the hold of the boat, as spray or water would be 
apt to find a way into the engine compartment by 
any direct ventilation. In self-righting boats an 
automatic cut-out switch is fitted to the ignition 
apparatus, so that if the boat is turned over the 
engine stops at a certain angle. Otherwise when 
the boat righted she might run away and leave 
the men. Four-cylinder engines of the four¬ 
cycle type, running as slow as possible—from 600 
to 800 revolutions per minute—and developing as 
much as 40 B.H.P., have been tried in the larger 
boats, and give a speed of about 7 knots per hour, 
which is deemed sufficient considering that the 
power is only auxiliary. The starting gear is 
placed at the fore end of the engine, the spindle 
for the lever coming through the casing in a 
watertight gland. The reversing gear is con¬ 
trolled by a horizontal wheel placed on deck, 
just aft of the casing, and the engine throttle, 
ignition, and other gear are all brought up inside 
the wheel standard and actuated by watertight 
handles. Two fuel tanks are placed under the 
deck forward, and the engine is supplied by the 
pressure-feed system, a small auxiliary tank 
placed inside the casing preserving a steady flow 
of petrol to the carburetter. A system of forced 
lubrication is fitted to the main bearings, as the 
engine will have to run when the boat is at a 
considerable inclination under sail and also when 
going down the slipway. 


The Application of the Internal Combustion 
Engine to Fishing and Commercial Vessels. 

Recent years have witnessed a remarkable 
development in the use of internal combustion 
engines for fishing boats and other small com¬ 
mercial vessels, which is not surprising when the 
advantages of this type of engine for small powers 
are considered. As the author of this paper 
points out, the possession of an auxiliary engine 
will enable the master of a fishing boat to reach 
port when the boats relying upon sail alone are 
becalmed or running against a head wind, and 
thus obtain the best prices for his catch. For the 
small powers required in these boats the internal 
combustion engine is light, occupies small space, 
and is comparatively cheap, qualities which 
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render its use practicable where it would be 
unprofitable or impossible through lack of 
space to fit a steam engine. Mr. Hope gives the 
cost of putting steam power into a sailing boat 
as about £1,100 to £1,200, whereas a motor, 
which can be installed for about £650, will, he 
states, give quite as much speed and require no 
extra hands to run it. Danish, Scandinavian, 
and Dutch fishermen were the first to realize the 
possibilities of the motor fishing boat, and about 
1,000 to 1,500 of their boats had motors before 
any were so provided in this country. Mainly 
owing to the labours of the Scottish Fisheries 
Board, who in 1905 appointed a commission to 
enquire into the working of the motor boats 
abroad, this state of affairs has now been 
remedied, particularly in the case of the East 
Coast Scottish herring drifters and luggers. 
The Scottish motor ketch drifters are, as a rule, 
about 70 to 75ft. overall and 8^ knots’ speed, 
obtained with about 65 B.H.P. The largest is 


than the Scottish boats and has much greater 
sail power. In her case the motor is merely 
auxiliary to the sails, her speed being only 5 \ 
knots under power alone. Turning from fishing- 
boats, Mr. Hope shows there is a rapidly widening 
field of usefulness for motor power in small 
coasters, lighters, canal barges, tugs, passenger 
steamers, and in fact any small craft which do 
not require more than about 150 B.H.P. In 
conclusion, Mr. Hope gives a very complete 
table of the leading particulars of 120 vessels 
fitted with motors, which must have cost him a 
great deal of trouble to compile and which will 
be very useful to the designers of such vessels. 


The Substitution of the Electric Motor 
for Marine Propulsion. 

Mr. Durtnall, after briefly reviewing the various 
methods of electrical ship propulsion which have 



Fig. 5.—“ Pionnier II.” 


82ft. overall length, 72ft. on the waterline, 18ft. 
beam, and 9ft. 6in. draught, with 86 tons dis¬ 
placement. She has a motor of 80 B.H.P. at 
500 revolutions, which gives her a speed of 8-4 
knots, while with about 65 B.H.P. at 450 revolu¬ 
tions she does 7-5 knots. Fig. 5 shows the 
auxiliary steel drifter Pionnier II., designed by 
Mr. Hope’s firm, for the use of the School of 
Fishing at Ostend. Her dimensions are 


Length O.A. 77ft. 8in. 

Length B.P. 69ft. 9in. 

Length W.L. 66ft. 7in. 

Mid. Beam . 18ft. 5in. 

Draught . 9ft. 8in. 

Displacement. 89 tons. 

Sail area . 2,456 sq. ft. 

Power . 80 H.P. 

Speed. 5| knots. 

Block co-efficient. *334. 


This vessel is intended for much longer voyages 


been proposed from time to time, proceeded to 
describe the system which is associated with his 
name. In this system variable periodicity alter¬ 
nators, squirrel-cage induction motors, and pro¬ 
pellers running at low speed, are associated with 
internal combustion engines or steam turbines 
and generators running at high speed. The 
scheme will be best understood from Fig. 6, which 
shows the arrangement proposed in conjunction 
with two internal combustion engines, A and I, 
of 500 B.H.P. each, which are running in the 
direction T at 350 revolutions per minute. The 
engine A is coupled to an 8-pole generator, 
while the engine I is coupled to a 4-pole trans¬ 
former-generator. The motor, N, is of the short- 
circuited squirrel-cage type and is wound for 34 
poles. The exciter, C, is arranged to be either 
direct-coupled or separately driven by the engine 
A by placing the switch, S, on the contact S 2 and 
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the switch L on L 2 , and the reversing switch M 
on either side, according to whether it is desired 
to run ahead or astern. Then, by raising the 
contact, E, the exciter builds up the generator 
field and a three-phase current flows from the 
armature, D, to the primary member of the 
transformer-generator, H, through the slip ring, 
F. The member, H, being only wound for 4 
poles, for every turn the engine makes in the 
direction T, the magnetic flux in the iron of H 
revolves electro-mechanically in the direction U, 
or counter to the engine speed, with the result 


on the L x contact. By opening the contact E 
the exciter again builds up, and the current from 
the generator A goes direct to the motor, which 
now runs at a synchronous speed of 82, or actual 
speed of 80, revolutions per minute. To obtain 
the third speed, short circuit as before, but while 
in the no-voltage condition change the con¬ 
nections so that the current from D will cause 
the magnetic flux to again flow into the primary 
member of the transformer-generator, but this 
time in the direction V, the same as the engine 
speed, with the result that the current sent to the 



that a current is sent to the motor stator, N, from 
the stationary secondary, J, with a frequency of 
1,400 alternations per minute. The motor, being 
wound for 34 poles, has a synchronous speed of 
41 revolutions per minute, but the actual speed 
would be about 40J revolutions per minute, which 
constitutes say the first speed. To obtain the 
second speed, short circuit the exciter field by 
means of the contact, E. The whole system then 
falls into a no-voltage condition, during which 
the switch S is opened and the switch L placed 


motor stator N from the stationary secondary J 
has a frequency of 4,200 alternations per minute. 
Consequently, the motor will run at a synchronous 
speed of 123 revolutions per minute, or actual 
speed of the propeller of 120 revolutions per 
minute. Mr. Durtnall claims that, with a trans¬ 
mission efficiency of 85 per cent, at least, no 
extra weight would be involved, while the 
reversing difficulty is overcome and the engines 
may be run at constant speed. He gives the 
following examples of his system applied to 
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typical vessels, which, are perhaps more clearly 
expressed in the tabular form given below than 
n the manner presented in the paper :— 


(1.) Single-Screw Cargo Steamer, of 10 knots’ Speed. 



Triple 

Expansion 

Engines. 

Electric Motor and 
Turbine. 

I.H.P. 

1,000 

830 

81 

26in. 

16-51bs. 

19*881bs. 

830 

81 

28in. (due to turbine) 

171bs. 

15‘31bs. with 
superheat of 150° 

Shaft H.P. 

Revolutions. 

Vacuum. 

Lbs. of steam per 
I.H.P. hour 

Lbs. of steam per 
Shaft H.P. hour 


(2.) Twin-Screw Cargo Steamer, of 12 knots’ Speed. 



Triple 

Expansion 

Twin-Screw 

Electric Motors and 
Turbines, two propellers. 

I.H.P. 

Shaft H.P. 

4,000 

3,400 

100 

15 

17 65 

3,400 

1 on 

Revolutions. 

Lbs. of steam per 
I.H.P. hour 

Lbs. of steam per 
Shaft H. P. hour 

1UU 

151bs. 

13'91bs. with superheat 


(3.) Twin-Screw Intermediate Liner, 
of 16 knots’ Speed. 



Quadruple 

Expansion 

Engines. 

Electric Motors and 
Turbines. 

I.H.P. 

Shaft H.P. 

Revolutions . 

10,000 

8,700 

100 

13*41bs. 

15‘41bs. 

1,280 tons 

8,700 

100 

13*371bs. 

11 '751bs. with superheat 
1,165 tons 

1,137 tons with 
superheat 

Steam per I. H. P. 

Steam per Shaft H.P. 

Weight of engines 
and boilers 


The weights given in Example 3 seem far too 
small for both cases, although they may be 
correct from a comparative point of view. From 
Mr. Durtnall’s paper as a whole, it is clear that 
there may be great possibilities for the electric 
system. On the other hand, certain grave 
disadvantages will have to be first overcome, 
such as the danger to life due to a short circuit in 
the engine room, before the system is applied on 
a large scale. 


The Application of the Marine Steam 
Turbine and Mechanical Gearing to 
Merchant Ships. 

High initial cost and inferior economy in steam 
have up to now prevented the application of the 
steam turbine to vessels of low speed except as a 
secondary unit in the combination system. Good 
results have been obtained with the latter 
system, but Mr. Parsons considers the most 
satisfactory solution for slow-speed vessels would 
appear to be the use of mechanical gearing 
between the turbine and the screw shaft, pro¬ 
vided the losses in transmission, first cost, and 
cost of maintenance are not too great. In the 
summer of 1909, the directors of the Turbinia 
Works Co. decided to test such an arrangement 
of turbines and mechanical gearing in a typical 
slow-speed vessel, and the steamer Vespasian was 
purchased for this purpose. Her dimensions 
are :—Length on load water-line, 275ft. ; breadth 
moulded, 38ft. 9in. ; depth moulded, 21ft. 2in. ; 
mean loaded draught, 19ft. 8 in. ; and displace¬ 
ment 4,350 tons. Previous to installing turbine 
engines with reduction gear, the vessel was fitted 
with an ordinary triple expansion surface- 
condensing engine, having cylinders 221 , 35 an d 
59in., by 42in. stroke. The air, circulating, feed, 
and bilge pumps were driven from the inter¬ 
mediate-pressure crosshead, with the usual 
arrangement of levers and links. The condenser 
was cast with the back columns of the main 
engine, and had a cooling surface of 1,770 sq. ft. 
The boilers—two in number—are 13ft. diameter 
by 10 ft. 6 in. long, with a total heating surface of 
3,430 sq. ft. and grate area of 98 sq. ft., working 
under a pressure of 150 lbs. with natural draught. 
The propeller is of cast iron and has four blades, 
having a diameter of 14ft., pitch 16-35ft., and 
expanded area of 70 sq. ft. In order to obtain 
comparative data, progressive trials were run 
with the reciprocating engine and a special 
recording staff accompanied the vessel on a 
voyage from the Tyne to Malta, during which 
careful measurements of the coal and water con¬ 
sumption were made under service conditions. 
On the completion of this voyage, the vessel 
returned to the . Turbinia Works, where the 
reciprocating engine was taken out and the 
turbines and gearing installed as shown in Fig. 7 . 
The boilers, propeller, shafting, and thrust block 
remained the same as for the reciprocating 
engine. 

The new propelling machinery consists of two- 
turbines in “ series,” viz., one high-pressure and 
one low-pressure, the high-pressure turbine being- 
placed on the starboard side of the vessel and 
the low-pressure on the port side. At the after 
end of each of the turbines a driving pinion is 
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connected, with a flexible coupling between the 
pinion shaft and the turbine, the pinion on each 
side of the vessel being geared into a wheel, 
which is coupled to the propeller shaft. A re¬ 
versing turbine is incorporated in the exhaust 
casing of the low-pressure turbine. The air, 
circulating, feed, and bilge pumps are of the 
usual design for tramp steamers, and are driven 
by means of a crank and connecting rod coupled 


lubricants for the gear wheel, the oiling system 
for the bearings is separate from that of the gear 
wheel. The high-pressure turbine is 3ft. maxi¬ 
mum diameter by 13ft. over-all length, and the 
low-pressure 3ft. lOin. diameter by 12ft. 6in. 
length. The turbines are similar in design to a 
land turbine, being balanced for steam thrust 
only, the propeller thrust being taken up by the 
ordinary thrust-block of the horse-shoe type, 



pig. 7 .—Mechanical Speed Reduction Gear in the 
s.s. “Vespasian.” 


to the forward end of the gear wheel shaft. The 
turbine and pinion shaft bearings are under forced 
lubrication, similar to ordinary turbine practice. 
The teeth of the pinions and of the gear wheel 
are lubricated by means of a “ spray ” pipe 
extending the full width of the face of the wheel. 
Independent oil pumps are fitted for supplying 
oil to the bearings and gear wheel. With a view 
to the possibility of experimenting with different 


which is fitted aft of the gear wheel. A new con¬ 
denser, together with a vacuum augmentor, is 
fitted with the turbine installation. The cooling 
surface of the condenser is 1,165 sq. ft. The gear 
wheel is of cast iron, with two forged steel rims 
shrunk on. The diameter of the wheel is 8ft. 
3Jin. pitch circle, having 398 teeth—double 
helical—with a circular pitch of *7854in. The 
total width of face of wheel is 24in. ; inclination 
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of teeth, 20 degrees to the axis. The pinion 
shafts are of chrome nickel steel, 5in. diameter 
pitch circle, with 20 teeth -7854 circular pitch. 
The ratio of gear is 19-9 to 1. On completion of 
the erection on board of the new machinery, the 
vessel was loaded to the same draught as the 
previous trial and again taken to sea. The 
results obtained were highly satisfactory, about 
one knot more speed having been obtained with 
the same coal consumption. On the best pair of 
runs with the reciprocating engine, a speed of 
10*20 knots was obtained with 993 I.H.P., the 
revolutions per minute being 70, and the water 
consumption of theunain engine per hour 17,300 
lbs. ^On the' 'best run with the turbine-gearing 


states that the turbines and gearing have given 
no trouble, having worked satisfactorily with 
very little noise or vibration throughout the 
trials, and there is no appreciable wear on the 
teeth or bearings. It is proposed to put the 
vessel into commission and run extended trials. 


Notes on the Measurement of Shaft 
Horse-Power. 

In the words of the author of this paper, 
44 The measurement of shaft horse-power in a 
turbine-driven vessel is based on the reading of 
a torsionmeter which measures the angular twist 
of some portion of the shaft.” The shaft is 



arrangement, a speed of 10*66 knots was obtained 
with 1,095 shaft H.P., the revolutions per minute 
being 73*3 and the water consumption of the main 
engines per hour only 15,670 lbs. A comparison 
of the water consumption at different speeds is 
shown in Fig. 8. In conclusion, Mr. Parsons 


usually calibrated in the shops before it is placed 
in the vessel; but in cases where it may be 
impossible or inconvenient to follow this pro¬ 
cedure, Professor Hopkinson states that, in the 
great majority of cases, a value of 12,000,000 lbs. 
per square inch may be assumed for the modulus 
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of rigidity without an error exceeding 4 per cent. 
When the shaft is transmitting power in the ship, 
it is subjected to an end thrust not present in 
the shop calibration which may reach 1,000 lbs. 
per square inch. Whether this thrust affects the 
relationship between torque and twist is not 
clear, and the matter requires further experi¬ 
mental investigation in full-sized shafts. As 
regards variation of torque during one revolu- 


of a sleeve piece clamped to the shaft in the plane 
AA and a collar similarly attached in the plane 
BB. Two bearing plates CC are carried in the 
inside of the sleeve,[and are kept in engagement 
with the corresponding plates on the collar by 
means of the spring D, which is fixed to the 
sleeve and pressed against the collar. The sleeve 
and collar are thus kept concentric and the twist 
of the shaft between AA and BB is shown by the 






—r 


Fig. 9.— Hopkinson-Thring Torsionmeter. 


tion, Professor Hopkinson is of opinion that a 
single point measurement of the torque in a 
turbine-driven propeller shaft sufficiently nearly 
represents the average over a revolution, save 
in quite exceptional circumstances. This opinion 
is the result of experience with the Hopkinson- 
Thring torsionmeter, of which the latest pattern 
is illustrated by Fig. 9. The apparatus consists 


relative motion of their opposed flanges, as 
indicated by the arrows (Fig. 9). To render this 
motion visible, a pair of mirrors facing opposite 
ways are carried in a metal frame, which can 
turn when the shaft twists about an axis, E, 
fixed relative to the collar. This frame carries 
an arm, F, connected by means of a flexible 
spring, G, to a block, H, attached to the flange of 
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the sleeve. The spring strut G, while retaining 
its length practically invariable, and so making 
the motion of the end of the arm the same as the 
relative motion of the sleeve and collar, is able to 
bend slightly, and so to take up the angular 
movement of the arm. A screw nut, I, serves 
to give slight movement to the block H relative 
to the flange, and thus to adjust the zero reading 
of the mirror to any desired point. By means of 
the same screw, the pitch of which is accurately 
known, it is also possible to determine, after the 
instrument is fixed in place, the deflection on the 
scale corresponding to a given relative movement 
of the two flanges. The movement of the mirror 
is observed by means of a straight filament lamp, 
J, an image of which is formed by the mirror on 
a ground glass screen, K, placed parallel to the 
axis of the shaft. It is obvious that the move¬ 
ment of this image across the scale will be pro¬ 
portional to the twist in the shaft, and, further, 
that for a single mirror this image will be thrown 
upon the screen at one point only in the revolu¬ 
tion. In the standard fitting, as now supplied, 
however, there are, as already stated, two mirrors 
placed back to back in the same frame, and there 
will therefore be two reflections, one from each 
mirror, corresponding to two points in a revolu¬ 
tion which are nearly, but not quite, 180 degrees 
apart. By putting on more mirrors at different 
points round the circumference, the number of 


observations in the course of a revolution may be 
increased ; and in the set of experiments made 
by the author with the special object of measuring 
the change of torque in a revolution due to pro¬ 
peller action, a second pair of mirrors was added 
to secure four observations. It was found that, 
assuming the mean of the four mirrors to be 
correct, the error in the torque obtained from any 
single one was not more than about 1 per cent. 


The Brittleness of Mild Steel due to 
Nitrogen. 

Mysterious failures sometimes occur in steel 
plates which have passed satisfactorily all the 
usual tests. Mr. Stromeyer is of opinion that 
fracture in such cases is due to the deleterious 
effect caused by the presence of an undue pro¬ 
portion of nitrogen. He has examined a number 
of steels which have given trouble in this way and 
finds they all contain an excessive percentage of 
this element. His investigations lead him to the 
following conclusions :—(a) the sum of the per¬ 
centage of phosphorus plus five times the 
percentage of nitrogen should not exceed -08 
per cent ; and (b) no investigation into the 
cause of failure of a mild steel plate can be 
considered complete unless both the phosphorus 
and nitrogen percentages have been determined. 



PUBLISHERS’ ANNOUNCEMENT. 


With the publication of the present issue—No. 
16 —The Shipbuilder completes the fourth year of 
its existence. For the remarkable success achieved 
during this comparatively short period, we have to 
cordially thank many friends, including the ship¬ 
building and marine engineering firms who have 
courteously placed valuable technical data at our 
disposal, the numerous readers, both at home and 
abroad, who have from time to time offered helpful 
suggestions for the improvement of the journal, and, 
lastly, our advertisers, many of whose announce¬ 
ments have appeared uninterruptedly in our pages 
from the first to the latest number. The present 
is also a fitting opportunity for announcing an 
extension of our business. We shall continue to 
edit and publish The Shipbuilder from Newcastle- 
on-Tyne, where all editorial communications, as 
well as letters from provincial firms regarding 
advertisements, should be addressed. With a view, 
however, to developing the advertisement section 
of the journal, more especially in London, we have 


appointed Mr. C. Gilbert-Wood, F.R.G.S., of 
Arundel Street, Strand, W.C., our sole London 
publisher and contractor for advertisements, and 
he will deal with all enquiries for advertising space 
from London firms. Mr. Gilbert-Wood is well 
known as a naval and military publisher, and 
already conducts several important official and 
semi-official publications. Now that his valuable 
help and long experience are to be at our disposal, 
we anticipate that the progress made by The 
Shipbuilder during the past four years will be even 
more marked in the near future. Although several 
prominent London firms are already making use of 
the advertising medium the journal offers, we feel 
that there is room in the metropolis for consider¬ 
able development on this business side of our 
venture; and we bespeak for Mr. Gilbert-Wood 
and his representatives a still greater share of the 
business of London advertising firms than has been 
accorded to The Shipbuilder in the past. 
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No. ii.—SIR BENJAMIN C. BROWNE, D.L., D.C.L., J.P., &c. 


IR BENJAMIN C. BROWNE, the subject 
of our “ Headlight ” notice on this occa¬ 
sion, has been for so many years associated 
with engineering and shipbuilding on 
both banks of the River Tyne that the North of 
England long ago claimed him as her own, 
resolutely ignoring the fact that he first saw the 
light in the county of Gloucestershire. Notwith¬ 
standing that his birthplace was far removed from 
a centre of engineering activity, the difficulty of 
earning a living in so quiet a country district 
compelled him to migrate to some more busy 
place ; and though he had no connection with 
either engineering or commerce he made his way 
to Newcastle, and in 1856 was apprenticed as an 
engineer in the Elswick Works of Mr. W. G. 
(afterwards Lord) Armstrong. He had previously 
been educated at Westminster School and at 
King’s College, London. Thirty years after¬ 
wards, when the honorary freedom of the city of 
Newcastle was conferred on Lord Armstrong, 
our “ Headlight,” who was then mayor, paid a 
graceful tribute to the works where his appren¬ 
ticeship was served, remarking that “ whatever 
success he had had in his life had been due to the 
way in which his career and mind were moulded 
in the marvellous organization at Elswick.” 
His apprenticeship completed, he spent ten years 
working for various employers—for Mr. James 
Abernethy, afterwards President of the Institu¬ 
tion of Civil Engineers, for the Tyne Com¬ 
missioners, and for Sir John Coode. 

In 1870, in connection with the late Mr. Frank 
C. Marshall, a most distinguished marine engineer, 
Mr. Benjamin C. Browne took an active part in 
the re-construction of the old firm of R. and W. 
Hawthorn, with a view to the development of 
marine engineering ; and during the next sixteen 
years the firm was responsible for the carrying 


out of many important engineering contracts, 
entrusted to them by the mercantile marine and 
by the British Admiralty as well as the Italian, 
French, Russian, and other Governments. In 
1886 it was resolved to amalgamate the firm of 
R. & W. Hawthorn & Co. with that of Andrew 
Leslie and Co., shipbuilders, under the style of 
R. and W. Hawthorn, Leslie and Co., Limited. 
The company, of which Mr. Browne became 
chairman, thus obtained the control of the original 
works at Forth Banks, Newcastle, where a large 
business is still carried on in the manufacture 
of cranes, locomotives, etc., the marine engine 
works at St. Peter’s, and the shipbuilding yard 
at Hebburn. 

For practically a quarter of a century Messrs. 
Hawthorn, Leslie & Co. have enjoyed a world¬ 
wide reputation as marine engineers under Mr. 
Marshall and, later, under his son and Mr. J. M. 
Allan, and as shipbuilders under Mr. Herbert B. 
Rowell and Mr. J. T. Batey, their clients including 
not only the British and foreign governments but 
also many of the best known private shipowners 
throughout the world. Notable mercantile 
vessels to their credit include the 20-knot steam¬ 
ship Smolensk (otherwise called the Rion) and 
several other fine units of the Russian Volunteer 
Fleet, the twin-screw mail and passenger liner 
Antony (6,360 gross tons) of the Booth Steamship 
Company, Liverpool, and Messrs. Alfred Holt 
and Company’s twin-screw cargo and emigrant 
steamers Antilochus (9,011 tons) and Protesilaus 
(9,528 tons), the last-named of which is illustrated 
elsewhere in the present issue. The firm has also 
specialized with remarkable success in the con¬ 
struction of torpedo craft. The 33-knot torpedo- 
boat destroyer Zulu, recently completed for the 
British Government, was the twenty-second 
vessel of this type built by them, while at the 
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present moment they have in hand four other 
destroyers. 

At the St. Peter’s Engine Works many high- 
powered merchant steamers, built at Hebburn 
and elsewhere, have received their propelling 
machinery, but of late the company’s engineering 
output has consisted mainly of warship 
machinery. The Agamemnon , of 16,750 I.H.P. 
(one of the last two British battleships to be 
fitted with reciprocating engines) received her 
machinery from these works ; and since the 
advent of the Dreadnought Messrs. Hawthorn, 
Leslie & Co. have supplied the turbine machinery 
to two other British battleships, viz., the Teme- 
raire , of 23,000 I.H.P., and the Collingwood , of 
24,500 I.H.P. The work now in hand at St. 
Peter’s includes the turbines and boilers for the 
battleship Monarch , of 27,000 I.H.P. (one of the 
four armoured vessels placed by the British 
Admiralty towards the end of last year), as well 
as the engines for the unarmoured cruiser Blanche 
building at Pembroke, and for the four destroyers 
under construction at the Hebburn Shipyard. 

In spite of the demands made upon his time and 
energy in directing the vast concern of which he 
is the head and the electric light and power 



According to the shipbuilding returns just 
issued by Lloyd’s Register there were 386 mer¬ 
cantile vessels, of a gross tonnage of 1,057,636, 
under construction in the United Kingdom at the 
31st March, 1910. This quantity is about 144,000 
tons greater than the tonnage in hand at the end 
of last year, and also exceeds by about the same 
amount the total building twelve months ago. The 
mercantile work in hand is divided among the 
principal centres as follows :—At Belfast, 233,360 
tons ; Barrow, Maryport, and Workington, 2,885 
tons; Glasgow, 186,516 tons; Greenock, 154,850 
tons; Hartlepool and Whitby, 52,930 tons; Liver¬ 
pool, 35,140 tons; Middlesbrough and Stockton, 
62,549 tons; Newcastle, 182.918 tons; and 
Sunderland, 117,050 tons. During the first 
quarter of 1910, 172 vessels, of 373,834 tons, were 
commenced, and 130 vessels, of 242,555 tons, were 
launched. As regards naval construction, there 
were 77 warships, representing a total displacement 
of 303,685 tons, in hand in the United Kingdom 
at the 31st March, the largest figures reported 
since September, 1904. Of this total, 10 ships (2 
battleships, 2 armoured cruisers, 2 third-class 
cruisers, and 4 submarines), of 90,730 tons, were 


and colliery companies with which he is also 
associated, the subject of our sketch has found 
opportunity to take a prominent part in municipal 
matters. He was first elected to the Newcastle 
Town Council so long ago as 1879, and in 1886 
and again in 1887 he was unanimously chosen by 
his colleagues to fill the civic chair. In the latter 
year the late Queen Victoria conferred on him the 
honour of knighthood. Apart from the position 
he holds in the commercial world, however, Sir 
Benjamin is possibly best known on account of the 
deep interest he takes in social and economic ques¬ 
tions and in labour institutions, his lifelong study 
of these subjects entitling him to be regarded as an 
authority. In 1904 he served on the committee 
appointed by the Home Secretary to examine 
the working of the Workers’ Corporation Act, 
while his contribution to the recent discussion in 
the columns of The Shipbuilder on “ Shipbuilders’ 
Output and Shipbuilders’ Prosperity ” and “ The 
Regulation of Output ”* will be fresh in the 
minds of many of our readers. Sir Benjamin 
Browne is a member of the Institutions of Naval 
Architects, Civil Engineers, and Mechanical 
Engineers. 

* No. 4, Vol. I.; Nos. 5 and 6, Vol. II. 



building in the Royal Dockyards; while private 
shipbuilders had in hand 60 vessels (4 battleships, 
9 protected cruisers, 40 destroyers, and 7 sub¬ 
marines), of 166,855 tons, for the British Govern¬ 
ment ; and 7 ships (2 battleships, 2 scouts, and 3 
destroyers), of 46,100 tons, for foreign governments 
or “ not stated.” The returns from foreign and 
colonial centres received during March show that 
there were 252 mercantile vessels, of 490,191 tons, 
building out of the British Isles. 

A model of the paddle steamer Windsor 
Castle, said to have been the first steamer con¬ 
structed of steel, has been presented to the 
Institution of Engineers and Shipbuilders in 
Scotland by Messrs. Caird & Co., shipbuilders, 
Greenock. 

The steamer Glencliffe, described in our 
Launches’ columns, is the eleventh vessel com¬ 
pleted at Hartlepool under Sir Christopher 
Furness’s co-partnery arrangement. A majority 
of the workmen employed in the two shipyards of 
Irvine’s Shipbuilding & Dry Dock Co., however, 
have voted against a continuation of the scheme. 



214 


[ V 



PORTSMOUTH. 


The efforts of the Yard have throughout the 
quarter been chiefly devoted to the building of 
Dreadnought battleships. The St. Vincent has 
been finished. She passed her acceptance trials 
at the beginning of March, and her construction 
has thus occupied two months over two years, 
but as a matter of fact her trials have been 
conducted at a leisurely rate and blame for any 
delay cannot be urged against the Dockyard 
authorities nor the engine builders, Messrs. Scott 
and Co., Greenock. The trials passed off most 
satisfactorily, the 21 knots’ speed being just 
passed, and subsequently she has been dry docked 
for alterations to be carried out to her ash ejectors. 
It has been customary to discharge ashes over 
the side of warships as is the usual practice in 
the merchant service, but it is now held that in 
foggy weather especially the presence of a trail 
of ashes upon the water may give to an enemy 
important information of a British fleet’s where¬ 
abouts. The latest Dreadnoughts are fitted with 
apparatus for the forcible discharge of ashes 
through the ship’s bottom. The new apparatus 
has worked admirably in practice, but some of 
the ejected ashes have fouled the condensers, 
and it has therefore been necessary to re-construct 
the ash ejectors in a position astern of the con¬ 
denser inlets. The St. Vincent is to fly the flag 
of the second-in-command of the Home Fleet. 

The Neptune, launched six months ago, is now 
in an advanced state, with all her side armour in 
position, and all her propelling turbines aboard, 
and so much progress has been made that she is 
expected to be doing her trials in November. 
The internal work is so far advanced that the 
barbettes will shortly be lifted aboard. 

The Orion, the new ship upon the slip, has had 
upwards of 3,000 tons built into her. There has 
been no trouble with her stern castings as there 


was with the Neptune's, and practically no 
overtime has been necessary. To simplify the 
lifting of big weights aboard, the side frames are 
being built subsequent to the bulkhead and 
interior work of the same level, and the appear¬ 
ance of the hull is therefore quite unusual for 
Portsmouth. The impression prevails locally 
that the work of construction will proceed 
leisurely throughout the year, and that the new 
ship of the Estimates will not be laid down until 
early in the New Year. The Orion, it is antici¬ 
pated, will be launched at the end of July or the 
beginning of August. 

The amount of repair work carried out has not 
been large. The King Edward VII. has been 
through Dockyard hands for a general re-fit, and 
the Dreadnought herself has been in hand for her 
first re-fit since her maiden commission three 
years ago. The suggestion was made that, as a 
result of her construction in just over a year, 
much of her work was too hurriedly done and 
would wear badly. Experience has proved, 
however, that there is no scamped work aboard. 
Her three years’ commission has been a trying 
one, because she has carried out endless ex¬ 
periments in evolutions, gunnery, and torpedo¬ 
firing. Much of the work that is being done is 
of a novel character. A new “ wireless ” set of 
enormous power is being installed, which will 
enable the Dreadnought to “ speak ” from Ports¬ 
mouth to Malta, and will mark an important 
advance in the use of wireless by warships. 

The Good Hope and Sappho, cruisers, are under¬ 
going re-fits, the Sappho after her collision with 
a liner of the same name off Dungeness, when the 
warship was beached under dramatic circum¬ 
stances, and patched up for removal to port with 
a celerity and a skill that earned for Chatham 
Dockyard the praise of the Admiralty. 
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The obsolete cruiser Rainbow has been brought 
into harbour from the Motherbank, the “ marine 
store ” of Portsmouth, off Ryde, and is being 
fitted as a drill-ship for the Canadian Govern¬ 
ment. Both the Royal yachts have completed 
their annual overhaul, and it is understood that 
their Majesties will use them extensively during 
the summer and autumn months as well as for 
their spring cruise in the Mediterranean. 

The most important feature of the Naval 
Estimates, as far as Portsmouth is concerned, is 
the official intimation that alongside the new 
million-pound lock a Dreadnought dry dock is to 
be constructed. The secret was astonishingly 
well kept and only leaked out as a rumour a few 
days before the publication of the Estimates. 
Such a dock is highly necessary. At present 
Portsmouth can dry dock only one Dreadnought 
at a time and the dock is only approachable 
from tidal waters once fortnightly, at springs, 
through a caisson. A floating dock of “ super- 
Dreadnought ” size and 32,000 tons capacity is 
now under construction, and mooring dolphins 
are being built in the harbour ready to receive 
the dock next summer. She will be connected 


with the Dockyard by a viaduct and swing 
bridge. 

The lock now in course of construction and the 
new dry dock will be alongside one another, 
as already mentioned, and each will be carved 
out of No. 3 Basin. Progress upon the lock is 
appallingly slow, for in two years and a half only 
£170,000 has been expended out of a total 
estimated cost of £940,000. The dock, however, 
is to be started this year, and the works will 
proceed simultaneously. With four Dreadnought 
docks the Yard will be reasonably prepared for 
emergencies. 

A large number of important naval works are 
to be carried out, including new high explosive 
magazines, and the construction of jetties to 
enable a Dreadnought to fill her oil tanks direct 
by pipe from the storage tanks. The increasing 
use of electric power is indicated by the fact that 
the central generating station is to be extended 
at a cost of £22,000. The night load, although 
all the naval establishments and ships in the 
basins are lighted from the central station, is 
now quite small compared with the day load used 
for power purposes. 


DEVONPORT. 


A surprising feature of the Navy Estimates is 
that, although the Dreadnought- cruiser Lion will 
be launched in July or August, no new con¬ 
struction is to take her place until the new year, 
when “ New Ship No. 2 ” will be laid down. 
Thus for five months the premier Dreadnought 
slip of the Royal Dockyards, a slip possessing 
unsurpassed equipment, will be lying idle. 

Thanks to an adequate supply of material by 
the contractors, fast progress is being made with 
the Lion , and in eleven weeks from the start the 
frames were complete up to the protective deck. 
She is nearly 100ft. longer than the Indefatigable 
and for a warship has very fine lines. The Inde¬ 
fatigable herself is more than one-half completed, 
with all her boilers, of the Babcock and Wilcox 
pattern, aboard, her turbine machinery in position 
for fixing, and her twin rudders, weighing 30 tons 
each, shipped. 

The Collingwood , the predecessor of the Inde¬ 
fatigable on the slip, passed her trials satisfactorily 
in March, but both she and the Barrow-built 
Vanguard were subsequently dry docked to have 
the position of their ash ejectors altered, as the 
discharge of ashes fouled the condenser inlets. 

The first-class cruiser Niobe has been acquired 
by the Canadian Government as a training ship ; 


and at the conclusion of her spring cruise with 
the Third Division of the Home Fleet at Devon- 
port, of which she is flagship, she will be re-fitted 
and her equipment modernised. She is a com¬ 
fortable boat and a good steamer, a credit to 
Messrs. Vickers, Sons and Maxim, Ltd., who 
built her at Barrow in 1897-99, and Canada will 
find her a vessel admirably suited for all-round 
naval training. Her officers and petty officers 
who navigate her to Canada will act as instructors. 

Among the other vessels undergoing re-fit is 
the Warrior. The cruisers of the Warrior and 
Defence classes are remarkable for their short 
funnels, with the result that the bridge has been 
a most unpleasant spot and under certain circum¬ 
stances safe navigation has been imperilled by 
clouds of smoke. It is proposed to raise the height 
of the foremost funnel by 10 feet. 

A remarkable return has been published show¬ 
ing the cost per ton of our latest warships. The 
variations are extraordinary. The figures of the 
various ships, which are given in launching 
sequence, are as follows :— Lord Nelson (Jarrow- 
built) and Agamemnon (Dalmuir), £100 ; Dread¬ 
nought (Portsmouth), £101 ; Bellerophon (Ports¬ 
mouth), £94; Temeraire (Devonport), £93 ; 
Superb (Elswick), £90 ; St. Vincent (Portsmouth), 
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£91 ; Collingwood (Devonport), £90 ; Vanguard 
^Barrow), £83; Neptune (Portsmouth), £90 ; 
Invincible (Elswick), £102 ; Inflexible (Clydebank), 
£100; Indomitable (Fairfield), £102 ; and Inde¬ 
fatigable (Devonport), £82. The Indefatigable , 
in fact, although of 25 knots’ speed, is only to 


cost £1,547,426. The way designers are keeping 
down the cost, while increasing the fighting 
value, of our newest ships, is one of the most 
remarkable features of the latest warship-build¬ 
ing. The statement that our biggest vessels are 
to run into two millions each is a mere bogey. 


CHATHAM. 


The energies of the Yard have been mainly 
devoted to repair work during the past quarter, 
the chief re-fit being that of the London , upon 
which nearly £80,000 has been expended. She 
was the premier ship at the 1902 review at Spit- 
head, having been completed at Portsmouth in 
the previous January, and she then did four 
years’ service in the Mediterranean, before being 
recalled to join the newly-constituted Home 
Fleet. 

The Minotaur has also completed a re-fit and 
left for the China station as flagship. Captain 
George Cuthbert Cayley, who is in command of 
her, was one of the officers serving aboard Admiral 
Tryon’s battleship Victoria when sunk in 
collision during manoeuvres by the Camperdown. 
The cruisers Naiad , Intrepid , Vindictive , and 
Euryalus , and the destroyer Eden are in Dock¬ 
yard hands, the Intrepid and Naiad being in 
course of conversion into mine layers, while the 
cruiser St. George is being fitted up with work¬ 
shops and machine tools as a depot ship for 
destroyers. 

The surprise of the Estimates, as far as Chatham 
is concerned, is the decision to build an armoured 
cruiser here, to be commenced late in the financial 


year, i.e ., in December or January. Since the 
launching of the Africa and the Shannon the yard 
has built nothing greater than submarines and 
tugs, and consequently the news is very welcome, 
despite the fact that upon repair work much 
more is expended locally in labour than in the 
case of new construction, when the private 
contractor takes three-quarters and more of the 
cost. The prestige of the Yard, however, is 
better maintained with new construction, and the 
younger hands of all ranks receive a fuller and 
better training at their trade or profession. 

Chatham is to continue to build submarines, 
her previous work having given satisfaction to 
the Admiralty. Four are to be completed and 
two of an improved type are to be laid down late 
in the year ; and as the machinery of the sub¬ 
marines is also constructed here, the building of 
so many of these craft is equivalent to having a 
large ship on the slips. 

Chatham during the year will re-fit the Irre¬ 
sistible , which will be a big task, the cost being 
placed at £80,000 ; the armoured cruiser Cressy ; 
and the second-class cruiser Dido ; in addition to 
the annual re-fits of the big ships of the Nore 
Division of the Home Fleet. 


5HEERNESS. 


The Navy Estimates provide for the Yard 
being continued as a depot for the repair of 
torpedo and submarine boats belonging to our 
most important fleet, the fleet at the Nore, and 
the only extra work will be the repair of the 
torpedo gunboat Harrier , which is employed on 
navigation school duties, and the torpedo gunboat 
Speedy. There are forty-four destroyers and 
torpedo boats alone attached to the Yard, and 
as they are now overhauled at least once in six 
months a considerable amount of regular work is 
involved. 

The torpedo gunboat Hazard has completed an 
extensive re-fit, and two water-tube boilers of the 


destroyer type have been placed aboard. She 
will resume duty as submarine depot ship at 
Portsmouth. 

The ocean-going destroyer Saracen has ex¬ 
perienced a run of ill-luck which has placed her 
twice in Dockyard hands. Firstly she had to 
have a new stem built into her as a result of a 
collision with a collier at the mouth of the 
Thames. After the damage had been made good 
she went out for a couple of trials and upon the 
second went ashore on the South Shoeburyness 
Sands. She had to be lightened before she could 
be got off, but fortunately escaped with slight 
damage to her bottom. 
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PEMBROKE. 


Pembroke is still building vessels of tbe 
Boadicea class, but it is clear that tbe Blonde will 
be tbe last of them, and that they have been 
succeeded by the contract-built City type, 
with their increased displacement and improved 
sea-going qualities. This is a reasonable de¬ 
duction from the fact that the moulds, used on 
ship after ship and lastly upon the Blonde , have 
been broken up and their timber put to other 
purposes. 

The Blonde , laid down last December, will be 
launched in May, and was in such a forward 
state in March that it was easy to expedite her 
progress. Her sister ship, the Blanche , launched 
last November, is well advanced towards com¬ 
pletion, and was ready to take her propelling 
turbines before they arrived from the contractors. 
The propeller shafts, propellers, and rudder have 
all been shipped. The mast, superstructure, and 
rigging are complete, and the only portion of 
the construction that is backward is the 
machinery. The delay on the part of the con¬ 
tractors is believed here to be due to the decision 
of the Admiralty to abandon the use of cruising 


turbines in the Blanche and Blonde , experience 
with the Boadicea and Bellona having proved 
them not to be worth their space and weight. 

The torpedo gunboat Antelope and the de¬ 
stroyer Sylvia are re-fitting and also two torpedo 
boats. In the case of the Antelope the novel 
procedure for the Navy has been adopted of 
putting patches on bad parts in her bottom, and 
presumably she is not expected to do much more 
service. 

The Navy Estimates provide for two vessels 
being laid down here—apparently from the 
descriptions “ unarmoured ” and “ protected ” 
(each is used) two cruisers of the City class. 
They will be somewhat similar to the Boadiceas , 
but with an increased boiler power, a very 
necessary improvement. The Estimates also 
provide for an extension of the dry dock by 50ft. 
to take the City class, which are 430ft. long 
as against the 385ft. of the Boadiceas ; and the 
provision, at a cost of £14,000, of patent slips for 
the hauling up of destroyers and torpedo boats 
for repair. 


HAULBOWLINE. 


Not much work has been done at Haulbowline. 
The re-fit of the Molus has been completed at a 
cost of £20,000, and the cruiser Sirius is in hand, 
for £28,000 to be spent upon her in the coming 
year, with the Gossamer to follow. A local agita¬ 
tion, led by the Cork Chamber of Commerce, is on 


foot to secure the increased use of the Dockyard 
by the Navy, and it is important to note that in 
the last decade the number of men employed has 
grown from little more than 100 to nearly 1,200 
at present. 



The various repairing departments of Smith’s 
Dock Co., Limited, at North Shields, South 
Shields, and Middlesbrough, have had a fairly 
plentiful supply of work during the past three 
months. The most extensive repair jobs they 
have completed were those to the Russian 
steamer Korea (about 130 plates) and the Cameron 
(100 plates, etc.) ; and smaller repairs were 
carried out to the Oscar Fredrik, Burnhope, 
Magda , Felix de Abasolo, Holywood , Manja , etc. 
Oil steamers dealt with at the Bull Ring Depart¬ 
ment include the Geestemunde , Batoum, Aral, 
and Astrakhan . Orders have also been received 
to fit oil-burning installations on board the Dutch 


steamer J. B. August Kessler and the Anglo- 
Saxon Petroleum Company’s Telena. Just over 
twelve months have elapsed since Smith’s Dock 
Company opened their new dry docks at South 
Bank, Middlesbrough. During the first year 
they docked there no less than 170 steamers, 
most of them of large tonnage and many requiring 
extensive repairs. 

After a prolonged competition in which all 
the European and American constructors of sub¬ 
marine craft took part, the Danish Government 
have decided that the submarines of their present 
naval programme shall be of the new type de¬ 
signed by Messrs. Whitehead & Co., Fiume. 
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CURRENT TOPICS 



By a Naval Architect. 


As was to be ex- 
The Effect of Corrugated pected, the chief 
Sides upon Resistance. point raised in the 

discussion following 
the reading of Mr. A. H. Haver’s paper before the 
North East Coast Institution of Engineers and 
Shipbuilders was his claim of reduced resistance 
for the Monitor type of vessel.* For the proof 
of his assertions the author relied upon tank ex¬ 
periments conducted on the method invented by 
the late Mr. Frank Caws, of Sunderland, and upon 
the favourable results of the actual trials of the 
Monitoria compared with trial results of two 
other ships similar in every respect except the 
corrugations. These figures give much food for 
reflection. A comparison of the leading dimen¬ 
sions and of the trial data is given in Table I. 

Table I. 



“ Monitoria” 
Corrugated. 

No. 1 
Plain. 

No. 2 
Plain. 

Length. 

279' 0" 

279' 0" 

279' 0" 

Breadth extreme. 

40' W 
1' 10" 

41' 11J" 

40' 1J" 

40' 1J" 

Draught. 

17' 5" 

-a 

00 

17' 8" 

Displacement. 

4,450 

4,450 

4,440 

Indicated horse¬ 

1,012 

1,116 

1,133 

power 

Revolutions . 

65-8 

70 

70i 

Knots speed. 

9*78 

9-78 

976 

Wetted area. 

17,480 | 

17,435 

17,420 


The engines are in each case 21, 33 and 56in., by 
36in. stroke, and the boilers 13ft. by 10ft., with 
3,000 sq. ft. of heating surface and working at 
180 lbs. pressure. It will be seen from the table 
that, for equal speed and displacement, the 
Monitoria required 104 H.P. less than No. 1 ship 
and 121 H.P. less than No. 2—an improvement 
of 9*3 and 10*7 per cent, respectively. The tank 
trials showed a difference of 14 per cent, in favour 
of the Monitoria model. The weak point in 
Mr. Haver’s case is that the tank experiments 
were made by a method which has not been 
accepted by the leading authorities on ship 
resistance, while the difference in trial results is 
not greater than that often observed in similar 
ships, owing to different weather conditions, 
foulness of bottom, and other causes. Such 
being the state of affairs, he cannot complain if 
a favourable judgment is reserved until experi¬ 
ments are conducted in a tank of the accepted 
type, and confirmed by actual experience with 
more than one vessel. The results of the pro¬ 
gressive trials of the Monitoria published in the 
paper are given in Table II. 

Table II. 


Progressive Trials of the “Monitoria.” 


Mean draught ... 


— 

— 

— 

17' 10" 

Displacement. 

— 

— 

~ 

— 

4,575 

Indicated horse¬ 

521 

871 

966 

1,120 

1,195 

power 






Revolutions per 

5377 

62*75 

651 

67 35 

68-58 

minute 






Speed in knots ... 

8-185 

9-397 

9-686 

9-962 

10T22 


* For description of the vessel, see page 86, No. 14, Vol. IV. 


Now that electricity 
is being so largely 
employed on board 
ship, a proper know¬ 
ledge of the care of electric installations is of 


The Cape of Ships’ 
Electric Installations. 
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great importance to marine engineers. The sub¬ 
ject was dealt with very fully in a paper read 
before the Institute of Marine Engineers on the 
31st January. According to the author, Mr. 
T. R. Stuart, the principal sources of danger are 
bad materials and workmanship, especially at 
joints, the use of conductors of inadequate size 
and of perishable and inferior insulating materials, 
neglect of frequent testing and inspection, 
moisture, accumulation of dust and dirt, and 
undue heating. Marine engineers, early in 
their career, are imbued with the instinct of 
“ keeping things going.” If an important wire 
gives out, a temporary wire is run up, the ends 
twisted together, and roughly insulated. These 
temporary measures, however, always introduce 
an element of risk. They should only be resorted 
to when really necessary, and a thoroughly good 
job made as soon as possible. A bad contact 
speedily becomes worse, and the old trouble is 
renewed. In looking for a remedy, the first 
thing is to discard the wood casing, which only 
hides the wires without protecting them. When 
the wires are left open to view they can be 
frequently varnished and kept watertight, while 
any deterioration is noticed at once. Armoured 
or lead-sheathed wires should be fitted in all 
damp places. Fuses are the safety valves of the 
system, and should be respected accordingly. 
As the fuse boxes are generally fitted in alley- 
ways, where the paint work will frequently be 
washed, they should be metallic and watertight. 
They should also exclude vermin and be access¬ 
ible to the electrician only. Temporary cabin 
lights hooked on to bare wires, amateur wire 
heaters, and second-hand nondescript fans should 
be strictly barred. Indeed the installation must 
be treated seriously and irresponsible persons not 


allowed to interfere, while tampering with any 
electric fitting should be viewed as a very serious 
offence. 

An interesting article by 

Fp *"? h Battleships M . Laubeuf in the French 
of the New T ,, 

Programme. journal Le Yacht contains 

the following particulars of 
the new French battleships, the construction of 
which is about to be sanctioned by the French 


Parliament :— 

Length B.P.. 540ft. 

Maximum breadth at the waterline... 88’5ft. 

,, draught aft. 29'5ft. 

Total displacement loaded. 23,100 tons. 


The disposition of the armament and armour will 
be seen from Fig. 1. The armament consists of 
twelve 12-2-in. guns placed in six turrets (two at 
each end on the centre-line and one at each side, 
the end turrets being placed at different eleva¬ 
tions) ; twenty-two 5-6-in. guns, of which eighteen 
are placed in the central citadel and four aft; 
eight 1-9-in. guns on the spar deck ; and four 
under-water torpedo tubes. The main armour 
belt extends all fore and aft, having a thickness 
of 10-8 inches amidships and 7-2 inches at the 
ends. In addition, there is a central citadel 
having armoured sides and ends 7-2 inches thick, 
protecting the base of the turrets, the funnels, 
the conning tower, and eighteen of the 5-6-in. 
guns. There are two protective decks, the upper 
being 2in. thick and the lower 2fin. The pro¬ 
pelling engines are to be turbines, of 28,000 H.P., 
driving four screws and capable of giving a speed 
of 20 knots. The boilers are to be Belleville or 
Niclausse, with three funnels. The normal quan¬ 
tity of coal is to be 900 tons, but the bunkers will 
have a capacity of 2,700 tons. 




TTT 

Fig. i.—New French Battleships. 
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SCOTLAND. 


The output of new shipping on the Clyde for 
the first quarter of this year compares very 
favourably with the work achieved during the 
corresponding period for a number of years past. 
During January, February and March, 57 vessels 
were launched, aggregating close on 91,000 tons, 
which is in excess of the figures for the first three 
months of last year by about 20,000 tons. 
Although not the largest contributory item in 
respect of tonnage, the most important on 
several grounds was the protected cruiser Bristol, 
launched from the stocks of Messrs. John Brown 
and Co., Clydebank, on the 23rd February. 
While similar in dimensions and armament to 
the Glasgow and the Gloucester , launched some 
months previously from the shipyards of the 
Fairfield Co., Govan, and Messrs. William Beard- 
more & Co., Dalmuir, respectively, the Bristol 
differs from her sisters in the important essential 
of propulsive machinery. Instead of Parsons 
turbines, as in the case of the other two vessels, 
the Bristol will be propelled by turbines of the 
Brown-Curtis type—originally an American in¬ 
vention, for which the famous Clydebank firm 
hold the manufacturing rights in this country. 
The Bristol is the first ship built in the British 
Isles to be fitted with this type of turbine, and 
she is more powerful than any vessel similarly 
equipped that has so far been constructed in 
either America or Germany. The steaming 
results in her case, therefore, are bound to be 
followed with keen interest. Other naval units 
sent off the stocks during the quarter were the 
torpedo-boat destroyers Mosquito, Scorpion, and 
Parramatta (the latter the initial unit in the con¬ 
struction of a naval fleet for the Commonwealth 


of Australia) built by the Fairfield Co. ; the 
Pincher , by Messrs. William Denny & Brothers, 
Dumbarton ; the Rattlesnake, by the London and 
Glasgow Company, Govan ; and the Parana (for 
Brazil) by Messrs. Yarrow & Co., Scotstoun. 

As regards mercantile tonnage, the most 
notable of the items contributing to the quarter’s 
output were the twin-screw steamer Garth Castle, 
8,000 tons, for the Union-Castle Line’s service to 
South and East Africa, from the yard of Messrs. 
Barclay, Curie & Co., Whiteinch ; the twin-screw 
Levuka, 6,280 tons, for the Australasian United 
Steam Navigation Co., launched by Messrs. Alex. 
Stephen & Sons, Linthouse ; and the twin-screw 
Saturnia, 9,000 tons, for the Clyde-Canadian 
service of Messrs. Donaldson Brothers, Glasgow, 
from the yard of Messrs. Charles Connell & Co., 
Scotstoun. In addition to the vessels singled 
out for this brief notice, there was, of course, the 
customary variety in the productions of Clyde 
shipbuilders, including suction and bucket dredg¬ 
ers, hopper barges, coasting steamers, trawlers, 
tugs, and light-draught craft shipped abroad in 
pieces. 

While the tonnage launched and in process of 
completion during the quarter under review is 
thus seen to have been, both in volume and 
character, of more than average note, there is 
even greater importance attaching to the new 
work placed. As regards mercantile tonnage, the 
period has been fruitful enough in new contracts, 
some of them for large ocean-going steamers, but 
the bulk of them for medium and small size. 
It is in regard to naval contracts, however, that 
the period has been richest in reward to the firms 
and artisans who have so long patiently waited. 
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In our Winter Number the measure of new naval 
work then placed and the prospects of additional 
orders were matters commented on. The fulfil¬ 
ment is now seen to be no whit behind the 
anticipation, while the distribution of the work 
involved in the present year’s naval programme 
is still to be looked forward to. Altogether, on a 
moderate estimate, the volume of new work, 
naval and mercantile, contracted for since the 
beginning of January reaches the high figure of 
approximately 180,000 tons, of which about 
36,000 tons consists of armoured cruiser tonnage 
for the British Admiralty. 

Dealing firstly with new naval work, and how 
it notably augments the volume of similar work 
already under way on the Clyde, this consists 
of two units only, but in tonnage, in monetary 
value, and in the degree to which they provide 
occupation for classes of artisans long but indiffer¬ 
ently employed, the vessels are truly of con¬ 
sequence. They are the two cruiser-battleships 
of the Indefatigable type—the Colonial Bread- 
noughts —which it has been for some time known 
the Admiralty had to place by arrangement with 
and for the Governments of Australia and New 
Zealand. They will each cost about £1,800,000 
and will form parts of the fleet units to be pro¬ 
vided by the Governments named. They will, 
however, also be integral parts of the British 
Navy, and subject, under certain well-defined 
conditions, to the orders and regulations applying 
to the other ships of our fleets. The order for 
the Australian ship was placed on the 16th 
March with Messrs. John Brown & Co., Clyde¬ 
bank, and that for the New Zealand ship on the 
same day with the Fairfield Shipbuilding and 
Engineering Co., Go van. Each ship will have a 
displacement of 18,000 tons, a length of about 
570ft., and is expected to attain a speed on trial 
of 28 knots. They will probably be completed in 
the summer of 1912. Including the orders for 
these two vessels, there are now in hand on the 
Clyde—counting those afloat, of course—no 
fewer than twenty-nine British warships—two 
Dreadnought battleships, two armoured cruisers, 
five protected cruisers, and twenty torpedo-boat 
destroyers. Never before has there been such a 
large amount of tonnage under construction on 
the Clyde at one time for the British Navy, and, 
as already indicated, the district may reasonably 
expect some share of the naval programme of 
this year. 

Referring now to new work for the mercantile 
marine placed during the period under review, 
the following principal orders may be enumer¬ 
ated :—Messrs. John Brown & Co., Clydebank, a 
large ocean liner for the Hamburg American 
Company, and a twin-screw steamer 500ft. long 


for the New Zealand trade of Messrs. Turnbull, 
Martin & Co., London ; Messrs. D. & W. 
Henderson & Co., Partick, a 9,000-ton twin-screw 
Atlantic vessel for the Anchor Line, of 17 knots’ 
speed, and with accommodation for 250 first, 500 
second, and 1,000 steerage passengers ; Messrs. 
Alexander Stephen & Sons, Linthouse, and 
Messrs. William Denny & Brothers, Dumbarton, 
each a passenger and cargo steamer for the 
British India Steam Navigation Company’s 
inter-colonial trade with Australia, to have a 
speed of about 17 knots ; Messrs. Barclay, Curie 
and Co., Whiteinch, three steamers for the British 
India Company and two for the Ellerman Lines ; 
Scott’s Shipbuilding and Engineering Co., 
Greenock, a 7,000-ton twin-screw steamer for the 
Booth Steamship Co., Liverpool, with accommo¬ 
dation for 200 first and 400 second-class 
passengers, and a vessel 441ft. long for Messrs. 
Alfred Holt & Co., Liverpool; Messrs. William 
Hamilton & Co., Port-Glasgow, a self-docking 
floating dock for foreign owners capable of lifting 
vessels of ordinary dimensions, and a steamer of 
9,000 tons carrying capacity ; Messrs. Russell 
and Co., Port-Glasgow, a steamer of 9,000 tons 
carrying capacity for Messrs. Gow, Harrison and 
Co., Glasgow ; Messrs. William Simons & Co., 
Renfrew, a Simons suction cutter hopper dredger, 
with a hopper capacity of 2,000 tons and capable 
of working in depths of 60 feet, for the British 
Admiralty, to be used in the neighbourhood of 
the Royal Dockyards ; the Greenock & Grange¬ 
mouth Dockyard Co., an oil steamer for the 
British Government, and a steamer of 2,200 tons 
carrying capacity for Messrs. J. & J. Denholm, 
Greenock; the Clyde Shipbuilding and En¬ 
gineering Co., Port-Glasgow, a steamer to carry 
4,800 tons deadweight for the Adria Co., Trieste, 
and another vessel for service on the Canadian 
Lakes ; Messrs. Murdoch and Murray, Port- 
Glasgow, three passenger steamers, two for 
South American and one for Chinese service ; 
the Ailsa Shipbuilding Co., Troon and Ayr, two 
passenger and cargo steamers and a twin-screw 
river steamer for Brazilian owners ; Messrs. 
George Brown & Co., Greenock, a grab hopper 
dredger for the Cork Harbour Commissioners ; 
Messrs. Lobnitz & Co., Renfrew, two hopper 
barges for Sir John Jackson, Limited ; and 
Messrs. Mackie & Thomson, Govan, ten herring 
drifters for a new London company. 

Turning now to the East Coast of Scotland 
shipbuilding rivers, during the past quarter Forth 
builders have launched eight vessels of 4,380 
tons, Tay builders two vessels of 1,370 tons, and 
Dee builders six vessels of 1,240 tons. New 
orders placed during the same period include a 
coasting steamer for Irish owners and a vessel 
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of 1,800 tons carrying capacity for the Ellerman 
Lines, Limited, to be built by Messrs. Ramage 
and Ferguson, Leith ; a passenger steamer for 
Colonial owners, a twin-screw shallow-draught 
steamer for foreign owners, three barges for South 
American owners, and a steamer 145ft. long for 
Canadian owners, to be built by the Dundee 


Shipbuilding Company ; a passenger and cargo 
steamer for Messrs. John T. Rennie and Son, 
Aberdeen, and a specially large trawler for the 
British Admiralty to be used for laying and 
picking up submerged mines, to be built by 
Messrs. Hall, Russell & Co., Aberdeen. 


BELFAST. 


The shipbuilding industry has not been in a 
healthier condition at Belfast for several years 
than it is at present. On the 1st April there were 
fifteen vessels on the stocks at Messrs. Harland 
and Wolff’s and Workman, Clark & Co.’s yards, 
and as more than half are in the early stages of 
construction prospects of a full year’s work are 
bright. The past quarter has been a light one 
so far as launches are concerned, only two vessels 
having been put into the water since the beginning 
of the year. The first was the magnificent 
Union-Castle mail boat Edinburgh Castle, 
launched by Messrs. Harland & Wolff on the 
27th January, and the second was the s.s. Tenet, 
a small coasting steamer launched on the 29th 
January by Messrs. Workman, Clark & Co. for 
Mr. W. A. Grainger, of Belfast. No launches are 
due in April, but from May onwards there will 
be a continuous output of new tonnage. 

At Messrs. Harland & Wolff’s North Yard work 
is proceeding rapidly on the giant White Star 
liners Olympic and Titanic, on which night shifts 
are now engaged. The Olympic is so far advanced 
that the launching date has been provisionally 
fixed for the 20th October, while the Titanic will 
not leave the ways till well on in 1911. On the 
former the external plating has been practically 
completed and the shell is now receiving the first 
coat of paint, but a vast amount of internal work 
remains to be done. The framing of the Titanic 
has been finished and the plating will be gone on 
with immediately. On the remaining slip of this 
yard—that from which the Edinburgh Castle was 
launched in January—the construction of a 
first-class passenger and mail boat for the P. & 0. 
Company has been commenced, and already the 
tank top has been laid. She will be a fine vessel, 
of 14,000 tons, and is intended for the Australian 
trade. 

At the South Yard all five slips are now occu¬ 
pied, the keel of a new vessel, No. 413, having 
been laid on the last one within the past two or 
three weeks. Vessels on hand here include a 
12,000-ton steamer for the Shaw, Savill and 
Albion Company’s colonial trade, to be launched 
in May ; an Aberdeen-White Star liner ; and a 
Bibby liner, to be named the Gloucestershire, for 
the trade between Liverpool, London, Colombo, 


and Rangoon. Messrs. Harland & Wolff have 
also received an order for three vessels of sub¬ 
stantial size for the Hamburg-American Line, 
and two of them will be built at the South Yard, 
the third being entrusted to Messrs. John Brown 
and Co., of Clydebank, with whom the Queen’s 
Island firm have a working agreement. During 
the quarter no new vessels were delivered by 
Messrs. Harland & Wolff, who have only one ship 
fitting out, viz., the Edinburgh Castle, which will 
leave in April. The Royal Mail Steam Packet 
Co.’s steamer Trent is in hand for repairs, but 
the quantity of tonnage afloat on which operations 
are being carried on just now is smaller than 
usual. 

Messrs. Workman, Clark & Co. have seven 
vessels on the stocks, four in the North Yard and 
three in the South Yard, and the average size of 
the ships under construction is larger than usual. 
The work on hand includes steamers for the 
British India Steam Navigation Co., the Holt 
Line of Liverpool, the Tyser Line of London, and 
the Ellerman Line of Glasgow and Liverpool, 
the last-named being the latest order on the books. 
Messrs. Workman, Clark & Co. have generally a 
number of ships fitting out, but at present the 
list has been reduced to one, viz., the Brazilian 
Lloyd liner Minas Geraes, the ninth and last of 
the ships ordered by the Lloyd Brazileiro, Rio 
de Janeiro, four years ago. On the 2nd March 
the s.s. Pyreneu, and on the 24th March the 
s f s. Bahia, for the same line, ran their trials, and 
both have since sailed for Brazil. Since the 
beginning of the year the firm have also delivered 
to the owners the following ships :—the s.s. Pro¬ 
fessor (3,600 tons) for the Harrison Line of 
Liverpool, the s.s. Pangatira (8,200 tons) for the 
Shaw, Savill & Albion Co., and the s.s. Santa 
Marta (5,013 tons) for the Tropical Fruit Steam¬ 
ship Co., all of which are in the 1909 tonnage 
returns, as well as the s.s. Tenet already referred 
to. 

A considerable quantity of repair work has 
been carried out during the quarter, the heaviest 
job being the overhaul of the Furness-Withy 
liner Anapa, which put back to Belfast badly 
damaged while on a voyage from Leith to Phila¬ 
delphia with a general cargo. While in port here 
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her misfortunes did not end, for a fire, which 
broke out at the end of March, damaged her 
further, but not seriously. She is still in the 
repairers’ hands, the work having necessitated 
the discharge of a great deal of her cargo. 

Messrs. Workman, Clark & Co. are at present 
in negotiation with the Harbour Commissioners 
for twelve acres of reclaimed ground adjoining 
their North Yard, and the arrangements for the 
lease have practically been settled. Sixty pounds 


THE 

During the first quarter of 1910, Tyne ship¬ 
builders launched eighteen vessels—five in Jan¬ 
uary, six in February, and seven in March—as 
compared with a total of twenty-seven ships in 
the corresponding period of 1909. The seven 
vessels launched in the month just ended (March) 
consisted of a floating dock and a steamer by 
Messrs. Swan, Hunter, & Wigham Richardson, 
and one vessel each by Sir W. G. Armstrong, 
Whitworth & Co., the Northumberland Ship¬ 
building Co., the Tyne Iron Shipbuilding Co., 
Messrs. John Readhead & Sons, and Messrs. 
Wood, Skinner & Co. 

Naval work continues to afford a large amount 
of employment in Tyneside shipyards, battle¬ 
ships, cruisers, and destroyers being under 
construction on both sides of the river. Of the 
two British battleships in hand, the Hercules 


per annum per acre is the rent agreed on, the 
Commissioners undertaking to do excavation 
work at the land to the value of £3,000, and 
the only point unsettled now is the duration of 
the lease. 

Mr. J. Bruce Ismay, of the White Star Line, 
visited Queen’s Island on the 23rd March, and, 
in company with Lord Pirrie, inspected the 
progress being made on the Olympic and Titanic . 


TYNE. 

will be launched at Jarrow by Palmers Ship¬ 
building & Iron Company early in May, while 
the keel of the Monarch was laid at the Elswick 
Shipyard by Sir W. G. Armstrong, Whitworth 
and Co. on the 1st April. During the past 
quarter the Armstrong Company have completed 
three war vessels for Brazil—the battleship Minas 
Geraes, of about 20,000 tons displacement, already 
described and illustrated in these pages,* and 
the two scouts Bahia and Rio Grande do Sul— all 
three vessels having been engined by Messrs. 
Vickers, Sons & Maxim, Barrow. The Bahia 
and Rio Grande do Sul have carried out their sea 
trials in a highly satisfactory manner, the former 
attaining a speed of slightly over 27 knots and 
the latter 27-4 knots. These scouts were designed 
for a speed of 26J knots, with Parsons turbines, 

* Page 112, No. 14, Vol. IY. 



The Brazilian Scout “Rio Grande do Sul.” 
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and they carry an unusually heavy armament 
for ships of their class, viz., ten 4*7-in. guns, six 
3-pounders, and two torpedo tubes. 

There seems now to be little doubt that the 
British syndicate, comprising Sir W. G. Arm¬ 
strong, Whitworth & Co., Messrs. Vickers, Sons 
and Maxim, and Messrs. John Brown & Co., have 
definitely secured the contracts for the new 
Turkish warships, and it is understood that the 
first-named company will lay down one of the 
battleships, which will have a displacement of 
about 16,500 tons, while it is not unlikely that 
the construction of a cruiser for the same Power 
will also be commenced at Elswick. Some regret 


Steam Shipping Company ; Messrs. R. and W.. 
Hawthorn, Leslie & Co., three cargo steamers 
with limited passenger accommodation, for the 
Booth Steamship Company’s River Plate trade, 
and a steamer of about 7,000 tons D.W., for 
Messrs. Haldinstein & Co. of the Court Line, 
London ; Palmers Shipbuilding & Iron Company, 
two large cargo vessels for the Ellerman Lines, 
Limited ; the Northumberland Shipbuilding Co., 
a 7,200 tonner for Messrs. Crosby, Magee & Co., 
West Hartlepool, a steamer to carry 7,450 tons 
D.W. for a newly formed company in Liverpool, 
and a liner similar to the Galileo for Messrs. 
Thomas Wilson, Sons & Co., Hull ; the Tyne 



Photo by] Using Oxygen to cut up old Boiler. [Thompson & Lee, Newcastle. 


has been expressed in Tyneside circles that local 
marine engineering firms are not likely to benefit 
as the result of the Turkish contracts, since the 
propelling machinery for the Elswick-built vessel 
or vessels will in all probability be supplied from 
Barrow. 

New mercantile work recently booked by Tyne 
shipbuilders includes the following :—Messrs. 
Swan, Hunter, & Wigham Richardson, a twin- 
screw Atlantic passenger, emigrant and cargo 
steamer, generally similar to the Tortona , for 
Messrs. Cairns, Noble & Co., Newcastle, and a 
vessel for channel service 270 feet long, with 
propelling machinery of 2,000 H.P., for the Cork 


Iron Shipbuilding Co., a steamer to carry 7,850 
tons D.W., for Messrs. Hjalmar Roed and Co., 
Tonsberg ; Messrs. John Readhead & Sons, two 
cargo steamers each with a carrying capacity of 
7,200 tons D.W., for Messrs. Walter Runciman 
and Co., Newcastle ; Messrs. Hepple and Co., a 
combined ice-breaker and screw tug for service 
at Vladivostock, to be shipped in pieces ; and 
the Blyth Shipbuilding & Dry Docks Co., a 
collier to carry about 2,200 tons for local owners. 

Messrs. Joseph T. Eltringham & Co., South 
Shields, are at present building a small vessel 
of more than usual interest to shipbuilders and 
marine engineers. This vessel will be 120 feet 
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long, and will be propelled by gas engines, of 
150 horse-power, geared down to suitable pro¬ 
peller speeds by means of the Fottinger hydraulic 
transformer. The principle of this apparatus is 
described and illustrated in the article on 44 Speed- 
Reduction Gearing for Marine Turbines and 
Internal Combustion Engines ” which will be 
found elsewhere in the present issue. A syndi¬ 
cate has been formed on Tyneside to work the 
new system of marine propulsion which will be 
experimented with in the vessel under con¬ 
struction by Messrs. Eltringham ; and if it is 
found practicable to nearly approach in marine 
work the economy of land gas engines, we may 
before long see their adoption in vessels of 
considerable size and power. It is peculiarly 
fitting that the district which was the birthplace 
of the marine steam turbine for warships and 
fast merchant vessels, and in which the first 
experiments have been carried out to demonstrate 
the practicability of the steam turbine for low- 
speed ships as in the Vespasian , should also be 
early in the field with a gas engine in association 
with reduction gear for marine propulsion. 

During the last few years oxygen has come very 
prominently into use for the purpose of cutting 
wrought iron and steel plates and structures of 
all sorts. The process is based on the well-known 
fact that a jet of oxygen directed upon a pre¬ 


viously heated spot of metal ignites it, with the 
result that the metal, acting as its own fuel, burns 
away rapidly in the form of iron oxide. The 
appliances used for this work are of various 
designs, but are identical in principle. They all 
consist essentially of a blowpipe, with an ad¬ 
ditional passage through which an independent 
and separately controlled stream of oxygen is 
supplied at the discretion of the operator. This 
separate supply of oxygen may be conveyed 
through the centre of the blowpipe, in which case 
the mixed gases employed for heating are con¬ 
ducted through an annulus surrounding it, or 
the supply may be brought in a passage imme¬ 
diately behind the heating flame. There does not 
appear to be much to choose between these 
arrangements. The object of each is to pre-heat 
to incandescence the spot on which the jet of 
oxygen is afterwards caused to impinge, and 
then to maintain that heat while the oxygen jet 
is operating on the metal. The illustration shows 
a marine boiler, taken from the old battleship 
Collingwood, being cut up for scrap metal. This 
boiler was 15ft. 6in. diameter, the weight about 50 
tons, and the thickness of the shell plates ljin. 
The apparatus was supplied by the British Oxygen 
Co., Ltd., of Newcastle, and the work was carried 
out at the Derwenthaugh yard of Messrs. Hughes, 
Bolckow & Co. 


THE WEAR. 


During the first three months of 1910, a total 
of seventeen vessels, representing 40,825 tons, 
have been launched by Wear shipbuilders, as 
compared with fourteen vessels of 30,046 tons 
during the corresponding period of 1909, seven 
vessels of 13,288 tons during the first quarter of 
1908, and twenty-one vessels of 72,530 tons 
during the first quarter of 1907. In January 
last, three ships of 10,550 tons were put into the 
water ; in February, six ships of 9,033 tons ; and 
in March, eight ships of 21,242 tons. These 
figures indicate the revival in the shipbuilding 
industry on Wearside. 

The new orders booked by Sunderland firms 
during the past quarter include the following :— 
Messrs. Joseph L. Thompson & Sons, two vessels 
of 10,000 and 12,000 tons capacity respectively, 
for Mr. Wilhelm Wilhelmsen, Tonsberg, to be 
used in the Canadian ore trade, and a steamer of 
8,500 tons D.W. for the same owner, to trade in 
the Pacific ; Messrs. William Doxford & Sons, 
two ore carriers of large capacity for a Norwegian 
firm, and a single-deck steamer of 7,500 tons 
D.W. for Mr. Giov. Racich, Ragusa ; Messrs. 
Short Brothers, a steamer of 9,000 tons carrying 


capacity for Messrs. Lawther, Latta & Co.. 
London ; Messrs. Osbourne, Graham & Co., a 
cargo steamer of 2,800 tons D.W. for Norwegian 
owners, a screw collier of about 2,000 tons 
capacity for French owners, and a duplicate of 
the Monitoria, the patent vessel fitted with two 
corrugations running in a fore and aft direction 
on the sides of the hull below the load water 
line ; the Sunderland Shipbuilding Co., a screw 
collier of about 1,700 tons D.W. for French 
owners, and a steamer of 3,550 tons D.W. to the 
order of Mr. Pedersen, Tonsberg, for the West 
Indian trade ; Messrs. Bartram & Sons, two 
cargo steamers for the Nautilus S.S. Co., Sunder¬ 
land ; and Messrs. John Crown & Sons, a collier 
to carry 1,500 tons D.W. for Mr. E. R. Newbigin, 
Newcastle. 

The shipbuilding yard of Sir James Laing and 
Sons, which has been idle since the company 
suspended payment, commenced operations about 
the beginning of March. The first vessel taken 
in hand was a 7,000 tonner to the order of Messrs. 
Bullard, King & Co., London, for the South 
African trade. 
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TEE5 AND HARTLEPOOL. 


There have not been so many new orders 
placed during the past three months with Tees 
and Hartlepool shipbuilders as one would have 
liked to see, but in most of the yards a fair 
amount of work is in hand. Enquiries for new 
tonnage, mostly for single-deck vessels of from 
7,000 to 10,000 tons D.W., are at the time of 
writing fairly plentiful ; and seeing that the 
prices of steel plates and angles are rising, more 
orders may be expected before long. 

At Middlesbrough, Sir Raylton Dixon and Co. 
have just secured contracts for two steamers each 
over 400 feet in length. These orders are very 
welcome at the Cleveland Dockyard, where not 
much work is in evidence. Messrs. W. Harkess 
and Son have contracted with Sir John R. 
Ellerman, Bart., to build a steamer to carry 
about 2,000 tons D.W., and with Liverpool 
owners for a vessel of 1,100 tons carrying capacity. 
Smith’s Dock Company’s works at South Bank 
are very well employed, about a dozen trawlers 
and small coasters being in various stages of 
construction. They have already launched the 
first six vessels built at the new shipyard, viz., 
a steel screw hopper barge, a small steamer of 
special type, a screw trawler, and three screw 
herring drifters. Their dry docks are also well 
supplied with repair jobs. 

At Stockton, Messrs. Ropner & Sons have been 
successful in securing from a Norwegian firm a 


contract for a shelter-deck vessel about 425ft. 
long, the propelling machinery for which will 
be supplied by Messrs. Blair & Co., Stockton. 
Messrs. Richardson, Duck & Co. have in hand a 
cargo steamer for Messrs. Anning Brothers, 
Cardiff. Messrs. Craig, Taylor & Co., who are 
fairly busy, recently received from the Albyn 
Line, Sunderland, an order for a steamer over 
380ft. long, with engines by Messrs. Blair & Co., 
and still more recently they have booked another 
vessel over 390ft. long. 

At Hartlepool, Irvine’s Shipbuilding and Dry 
Docks Company are fairly well employed, work 
in hand including a vessel over 380 feet long for 
the Albyn Line, Sunderland, the engines for 
which will be supplied by Messrs. Richardsons, 
Westgarth & Co., Hartlepool. Messrs. Irvine’s 
most important contract at present, however, 
is the fine passenger and cargo steamer building 
to the order of the Tyne-Tees Steam Shipping 
Company, Newcastle, for the Tyne and London 
service, to be ready for delivery early in the 
summer. She is 300 feet long, will steam 15 
knots, and, in addition to providing good accom¬ 
modation for 250 first and about 120 second-class 
passengers, will have a cargo capacity of over 
1,500 tons. Messrs. William Gray & Co. have on 
the stocks another vessel for Messrs. Michalinos 
and Co., London and Pirseus. 


BARROW = IN-FURNESS. 


Barrow is beginning to loom very largely in 
the shipbuilding world, and Messrs. Vickers, 
Sons & Maxim are in the happy position of being 
in possession of a larger number of orders than 
they have had before at any period in their 
history, while they have good prospects of 
securing still further contracts. The variety of 
their work is also remarkable. Although at the 
time of writing there has been no official con¬ 
firmation of the report that the company are 
sharing in the important Turkish naval order, it 
is understood that only the financial part of the 
contract has to be arranged in order to complete 
it. This order will mean a lot of work for Barrow, 
no matter how it may be divided with Sir W. 
G. Armstrong, Whitworth & Company and 
Messrs. John Brown & Company. Whether 
the last-named firm’s share will be confined to 
supplying armour plate is not known at present, 
but it appears likely that the Vickers Company 
and the Armstrongs firm will each build a battle¬ 
ship and the former supply the propelling 


machinery for both. The news of this contract 
comes as welcome solace after the loss of the 
Argentine work which went to American ten¬ 
derers. That work is said to have been secured 
through an armour-plate maker breaking through 
the ring and coming down in price. America 
naturally does not like the statement emanating 
from Constantinople that British builders turn 
out the best work, which is advanced as the 
reason why the contract is being placed in this 
country. Still, it may fairly be pointed out 
that it has yet to be proved that the warships 
turned out by American builders are equal in 
design and workmanship to British productions. 
The design of the projected Turkish battleships, 
by the way, is interesting. They are to mount 
six 12-in. and several 9-2-in. guns, to say nothing 
of smaller weapons. This is contrary to the 
all-big-gun standard laid down by our Admiralty. 
On the other hand, the vessels are only some 
16,500 tons displacement ; yet one might have 
thought they would have more closely followed 
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on the lines of the new Spanish battleships, 
which are really miniature Dreadnoughts . 

Turning now to the requirements of other 
foreign powers, the Chinese order is very welcome, 
for it is taken as the forerunner of greater things 
in the future. There are also rumours here at 
present regarding new Russian warships. The 
Russian newspapers have announced that the 
Government will shortly introduce in the Duma 
a shipbuilding programme covering ten years 
and providing for a total expenditure of 
£75,000,000, of which the Duma will be asked 
to vote £7,500,000 as a first instalment. If 
Russia decides on anything like such a large 
outlay on her navy, it is certain that she will 
have to call to her assistance foreign shipbuilders, 
in spite of the natural prejudice that exists among 
the Russian people against their warships being 
laid down anywhere except in their own country. 
The Vickers Company, it may be assumed, will 
be among the first in this country to be invited 
by the Russian authorities to submit proposals. 
The unqualified success achieved in the building 
of the Rurik, notwithstanding the severe tests 
to which she was subjected, should certainly be 
a factor in influencing further work in the direc¬ 
tion of Barrow. 

With regard to work actually in hand, the 
Brazilian battleship Sdo Paulo is making great 
strides towards completion and most of the guns 
are now mounted. The hull is receiving a 
coating, and this suggests that it will not be 
long before the vessel commences her trials. Her 
propelling machinery is ready, and the engineers 
have for some time been able to get a turn out 
of it. The Brazilian floating dock is growing 
rapidly, and there appears to be not the slightest 
doubt that this huge structure will be ready soon 
enough to permit of an ample margin of time 
being allowed for the towage. The Vickers 
Company are understood to be contemplating 
the construction of a 1,000 H.P. tug to transport 
the dock to South America. A good tug could 
always find a market afterwards, and it may be 
the cheapest way of dealing with the towage. 
It is stated that the sum of £16,000 was set aside 


in the estimate to cover the cost of towage and 
insurance. 

Preparations are being rapidly made for laying 
the keel of the Dreadnought- cruiser Princess Royal . 
She will be the longest ship contracted for at 
Barrow, and the building slip has had to be 
extended in order to accommodate her. It will 
be a very big task to turn out this 26,300-ton 
leviathan, with her 70,000 H.P. turbines, in two 
years. The Vickers Company are sparing no 
effort to accomplish this, and every department 
is working as closely as possible to the time fixed 
for each section of the work. Several of the big 
castings, such as low-pressure rotor covers, have 
already passed out of the casting shop. The task 
set to the Vickers Company seems all the more 
remarkable when one considers that they are also 
building a duplicate set of these 70,000 H.P. 
turbines for the sister ship, the Lion , building at 
Devonport. The keel of the second-class pro¬ 
tected cruiser Dartmouth will shortly be laid. 

The two submarines, C67 and C68, which have 
been completed during the quarter under review, 
will probably be the last of the C design, for the D 
type, which is much larger and more powerful 
and is fitted with twin screws, is favoured by the 
Admiralty. The Vickers Company have orders to 
build eight of them, and four are now under con¬ 
struction. It is also reported that some submarines 
for a foreign navy will shortly be commenced. 

The rigid dirigible balloon building to the order 
of the British Admiralty, locally spoken of as the 
naval airship, will not see the light till about 
July or August. The shed is being extended, 
which suggests an alteration in the design of the 
dirigible. This may mean that not only is it 
being lengthened, but that the shape may differ 
from that of the Zeppelin. Experiments with 
propellers are being made daily, and something 
like 50 knots is said to have been obtained with 
the most efficient. The propellers are fixed on 
a long boom and are driven by an electric motor, 
being connected up by means of a long. shaft. 
This boom is driven round by the revolving 
propeller at a tremendous speed, and diagrams 
are taken in a small house built near. 


THE MERSEY. 


The first quarter of 1910 has proved a de¬ 
cided improvement upon preceding periods for 
some time past. Not that the Mersey district 
has been successful in obtaining any great amount 
of new work, but the confidence in the future 
exhibited by shipowners throughout the country, 
and reflected in the important shipbuilding 
centres, has likewise been felt here, and the slips 


at Messrs. Cammell, Laird & Co.’s Tranmere Bay 
Yard should soon all be occupied with ships of a 
type the Mersey has not produced for very many 
years. The comparative inaction at this vast 
yard for so long has been very trying to all con¬ 
cerned, but it is now confidently hoped that, 
a really good lead having been given by local 
shipowners, others will follow. Before long 
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Birkenhead’s reputation should be higher than 
ever before, and particularly in the total output 
of tonnage, as there are not only more slips, but 
these are capable of accommodating very much 
longer ships than were ever dreamt of in the days 
of Messrs. Laird Brothers. 

The completion of the new Nelson liner High¬ 
land Laddie marks quite an epoch in the Mersey 
shipbuilding trade ; for though Messrs. Cammell, 
Laird & Co. have turned out the renowned 
dredger Leviathan of 10,000 tons capacity per 
hour, and the two splendid passenger steamers 
Ucayali and Huallaga, the Nelson liner is the 
first ship of her size and class built on the Mersey. 
Thirty or forty years ago, however, it may be 
recalled that the Mersey held the record for ships 
of large size, for the famous National liners 
Spain and Egypt and other big Atlantic steamers 
were turned out from both banks of the river. 
The order for three new steamers for Messrs. 
H. & W. Nelson will undoubtedly have a good 
effect upon the industry of this centre, for the 
high-class work manifested on the Highland 
Laddie , throughout the passenger accommoda¬ 
tion, hull, and engines, must have its result. 
These boats represent the fulfilment of the last 
expression of the needs and the present anticipa¬ 
tions of the South American passenger and chilled 
meat trade, and reflect the highest credit upon 
Mr. A. R. T. Woods, M.I.N.A., manager and 
engineer of the Nelson Line, who is responsible 
for their design throughout. 

The Snaefell , the new steamer for the Isle of 
Man Steam Packet Co., is now receiving her 
finishing touches and should be ready for service 
shortly after these lines are in print. The yard is 
also employed on the three destroyers for the 
British Admiralty and four similar craft for the 
Argentine Government, a class of work which 
has ever brought credit to Birkenhead. In 
addition, there are in hand two Wallasey ferry 
boats, two London and South Western Railway 
cross-channel steamers, and a number of small 
vessels, including a specially designed meat 
barge for abroad. Plans are now well advanced 
for the new Admiralty floating dock, which when 
completed is expected to be stationed at Ports¬ 
mouth, the similar dock to be built at Wallsend 
going to the Medway. 

Messrs. H. & C. Grayson have had a number of 
heavy repair jobs, the principal being the steamer 
Ayrshire , which was in collision in the Channel. 
The job caused a considerable amount of interest, 
not a little of which was due to the fact that the 
oxy-acetylene lamp played no small part in the 
cutting of the damaged plates. The Liverpool 
agent for this apparatus is Mr. Chris. Geddes, of 
Drury L&ne. Messrs. H. & C. Grayson have also 


executed repairs to the Bibby liner Derbyshire , 
the Donald Currie liner Baltimore , and the 
steamer Pembroke , and carried out some heavy 
overhaul work. Messrs. Grayson have now 
arranged with Messrs. W. H. Potter & Sons, one 
of the Mersey’s oldest shipbuilding and repairing 
companies, for a community of interests with 
reference to their South end work. 

Messrs. Clover, Clayton & Co.’s repairing 
department has by no means been idle, and 
during the quarter several important jobs have 
been carried out. The advantage that these 
builders have through possessing two magnificent 
new graving docks and the old docks, as well as 
a wet dock adjacent to the works, is naturally 
considerable. The repairs to the Dublin steamer 
Duke of Leinster , the oil tank steamer Saranac y 
and the Elder, Dempster steamer Bassa are 
probably among their heaviest jobs. The latter 
had a great length of her bottom plates renewed ; 
and as she had been lying sunk in the River Niger 
for a year, she required extensive general repairs 
and a thorough overhaul. 

The Mersey Engine Works, under Mr. J. B. 
Wilkie, have also been busily employed on repair 
and new work, the latter including buoys, barges, 
steam launches, engines, etc. 

Professor W. S. Abell, R.C.N.C.Ret., M.I.N.A., 
recently appointed to the Alexander Elder Chair 
of Naval Architecture at the Liverpool Univer¬ 
sity, delivered his inaugural address at the 
University on the 11th March, his subject being 
“ Naval Architecture : the Art and its Applica¬ 
tion.” Giving first a resume of the history of 
naval architecture, he passed on to deal with the 
various types of modern merchant and war 
vessels. The problems of ship resistance and 
propulsion received special attention, and he 
concluded a very able address by urging the 
necessity of further experimental research. 

The death of Mr. John Evans, on the 29th 
March, at the age of 90 years, breaks the oldest 
link with the long-ago shipbuilding fame of the 
Mersey. With his brother Robert he founded 
the firm of R. & J. Evans, at whose yard many 
very well-known ships were built. The Dock 
Board extension (South end) scheme demanded 
the site of their yard, and the business was 
abandoned, as it had dwindled down to a com¬ 
paratively small thing—the building of small 
steamers, barges, etc., for special trades, and the 
carrying out of repair work. The latter is still 
carried on by Mr. J. G. Evans, son of the deceased 
gentleman. Notwithstanding his great age, Mr. 
J. Evans was in town as usual to within a few 
days of his death. He was unusually reserved, 
but highly esteemed by all who knew him. 
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Harland & Wolff, Limited, Belfast. 

Twin-screw mail and pas- 
“ Edinburgh Castle.” senger steamer ; 585fft. 

overall, by 64ft. 8in., by 
42Jft.; about 13,460 gross tonnage. Built to 
the order of the Union-Castle Mail Steamship 
Co., for their South and East African service. 
The vessel is generally similar to the Balmoral 
Castle , built by the Fairfield Shipbuilding and 
Engineering Co., and described and illustrated 
elsewhere in the present issue. Launched, 27th 
January. 

Workman, Clark & Co., Ltd., Belfast. 

Cargo steamer; 365ft. long. 
“Professor.” Built to the order of Messrs.T. 

and J. Harrison, Liverpool, for 


the cotton and A general cargo trade. A number 
of staterooms for passengers have been arranged 
in the bridge deckhouse, the dining saloon being 
in the centre of the vessel. The triple expansion 
engines and three boilers were constructed by 
the shipbuilders. Trial trip, 2nd February. 

Twin-screw passenger and 
“Rangatipa.” cargo steamer; 494ft. long; 

7,500 gross tonnage. Built to 
the order of the Shaw, Savill & Albion Co., Ltd., 
London, for their New Zealand trade. The cargo 
space is divided into five holds, three of which are 
insulated and otherwise prepared for the carriage 
of perishable cargoes. For the preservation of 
these cargoes, an extensive refrigerating plant 
has been installed. Accommodation for a num¬ 
ber of first-class passengers is provided in a 
deckhouse on the bridge deck amidships. The 
two sets of triple expansion engines and five 
boilers, working under an improved system of 
forced draught, were constructed by the ship¬ 
builders. Trial trip, 7th February. 


SCOTLAND. 


Ailsa Shipbuilding Co., Limited, Troon. 

Twin-screw passenger steamer; 
“ Itauba.” 270ft., by 42ft., by 18p. Built 

to the order of the Cia. Nacional 
de Navegacao Costeira, Bio de Janeiro, for the 
Brazilian coasting trade. Accommodation is 
provided for 60 first-class and a limited number 
of steerage passengers. The two sets of triple 
expansion engines, constructed by the ship¬ 
builders, are expected to give the vessel a speed 
of 13J knots. Launched at Troon, 9th March. 


Barclay, Curie & Co., Ltd., Whiteinch. 

Passenger and cargo steamer ; 
“Hubert.” 355ft. by 49ft. by 26Jft., 4,000 
gross tonnage. Built to the 
order of the Booth Steamship Co., Liverpool, 


for their South American trade. The engines 
are of the triple expansion type, and the vessel 
will have a speed of 11 knots at sea fully loaded. 
Launched, 26th February. 

Twin-screw passenger 
Garth Castle.” steamer; 466ft., by54£ft., by 

33Jft. ; about 8,000 gross 
tonnage. The vessel is the second of two recently 
.built by Messrs. Barclay, Curie & Co. to the order 
of the Union-Castle Mail Steamship Co., Ltd., 
for their intermediate service to South Africa. 
She has three steel decks, with combined poop 
and bridge, a long forecastle, and boat deck 
amidships and aft. Accommodation is provided 
for about 100 first, 100 second, and 200 third- 
class passengers, and in addition^ the ’tween 
decks are arranged fore and aft for troops or 
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emigrants. The first-class passengers are pro¬ 
vided for on the upper and bridge decks, and the 
second-class entirely on the upper deck. The 
third-class accommodation consists of two, four, 
and six-berth cabins under the poop deck, and 
in the after portion of the upper ’tween decks. 
A large refrigerating plant, with special insulated 
chambers, is provided on the lower deck for the 
carriage of perishable goods and ship’s provisions. 
The propelling machinery, constructed by the 
shipbuilders, consists of two sets of quadruple 
expansion balanced engines, with two double- 
ended and one single-ended boilers, and gives 
the vessel a speed of 13 knots. Trial trip, 10th 
March. 


Wm. Beardmore & Co., Limited, Dalmuir. 

Twin-screw hopper steamer ; 
“ Shieldhall.” 260ft., by 42ft., by 16ft.; 

about 3,000 tons displace¬ 
ment. Built for the Corporation of Glasgow. 
The sludge tanks are built in four watertight 
divisions, which empty themselves through 
valves in the bottom of the ship. The propelling 
machinery consists of two sets of independent 
triple expansion engines with cylinders 15, 24 
and 41in., by 27in. stroke, and two boilers. 
Launched, 12th March. 


John Brown 8c Co., Ltd., Clydebank. 

Second-class protected 
h.m.s. “ Bristol.” cruiser ; 453ft. overall, by 
47ft., by 26|ft. ; 4,850 

tons displacement under normal load conditions. 
Although the vessel is the last of the five to be 
launched, she is the nameship of her class, which 
includes the Bristol ; the Glasgow , built by the 
Fairfield Company; the Gloucester , by Messrs. 
William Beardmore & Co.; the Liverpool , by 
Messrs. Vickers, Sons & Maxim; and the New¬ 
castle , by Sir. W. G. Armstrong, Whitworth and 
Co. The Bristol differs, however, from the others 
in that she will be propelled by Brown-Curtis 
turbines instead of by turbines of the Parsons 
type. She is the first of three vessels building 
for the British Government to be thus equipped, 
the second being the improved Bristol cruiser 
under construction by the London & Glasgow 
Company, for which Messrs. John Brown & Co. 
are supplying the machinery, and the third 
being one of the second group of three destroyers 
building at Clydebank. The vital parts of the 
Bristol are protected by an arched steel protective 
deck extending the full length of the ship, and 
the coal bunkers are so arranged as to give 
further protection to the machinery. There is 
a continuous double bottom, subdivided for the 


storage of oil fuel and reserve feed water for the 
boilers. The forecastle extends for about one- 
fourth the total length of the ship, and on it are 
placed the conning tower and captain’s watch 
cabin, with navigating bridge above. The arma¬ 
ment will consist of two 6-in. B.L. guns, ten 4-in. 
B.L. guns, and two 18-in. submerged torpedo 
tubes. One of the 6-in. guns will be placed on 
the forecastle, and the other at the after end of 
the upper deck. The 4-in. guns will all be 
mounted on the upper deck. The propelling 
machinery consists of two sets of Brown-Curtis 
turbines, placed in separate watertight compart¬ 
ments and working two propellers. The ahead 
and astern turbines are incorporated in one 
casing. Steam will be supplied by twelve water- 
tube boilers of the Yarrow type, fitted with 
superheaters, and designed to burn both coal and 
oil. The boilers are arranged in three compart¬ 
ments, and work under the closed stokehold 
system of forced draught. The machinery is 
designed to develop 22,000 H.P., and a speed of 
25 knots is expected with the vessel in her normal 
load condition, the horse-power and speed aimed 
at being the same as in the case of the four 
sister ships. Launched, 23rd February. 


Caledon Shipbuilding' 8c Eng 1 . Co., Ltd., Dundee. 

Paddle ferry steamer ; 154ft. 
“Newport.” long. Built to the order of the 
Dundee Harbour Trustees, for 
service on the Tay between Dundee and Newport. 
Launched, 8th March. 

Cargo steamer; 240ft. long; 

“Kooiga.” 1,300 tons deadweight. Built to 
the order of Mr. Thomas Cowan, 
Leith, for the Leith, Dundee, and Southampton 
service. The vessel will have a speed of 12 knots. 
Launched, 10th March. 


Campbeltown Shipbuilding Co., Campbeltown, 

Cargo steamer, well-deck type ; 
“Plutus.” 2,200 tons deadweight. Built to 
the order of Messrs. J. and P. 
Hutchison, Glasgow, and specially arranged for 
the timber and general trade. The propelling 
machinery was constructed by Messrs. David 
Rowan and Co., Glasgow. Trial trip, 15th 
February. 


Clyde Shipbldg. 8c Eng. Co., Ltd., Port-Glasgow. 

Package freight steamer; 
“D.A. Gordon.” 248Jft., by 43ft., by 26|ft. 

Built to the order of the 
Steamers Agency, Limited, Montreal, for service 
on the American Great Lakes. The propelling 
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machinery was constructed by the shipbuilders. 
Launched, 24th February. 


Charles Connell & Co., Limited, Scotstonn. 

Cargo steamer, spar-deck type. 
-Indradeo.” Built for the Indra Line, Ltd., 
Liverpool. The vessel has clear 
holds on the girder principle for large bulk cargoes. 
The propelling machinery was constructed by 
Messrs. David Rowan & Co., Glasgow. Launched, 
13th January. 

Cargo steamer. Built for 

“Student.” Messrs. Thomas and James 

Harrison, Liverpool. The triple 
expansion engines were constructed by Messrs. 
Dunsmuir & Jackson, Go van. Trial trip, 10th 
March. 

Twin-screw passenger and cargo 
“ Satupnia -” steamer ; 9,000 gross tonnage. 

Built to the order of Messrs. 

Donaldson Brothers, Glasgow, for their service 
between this country and Canada. Accommoda¬ 

tion is provided for about 1,250 passengers, and 
a feature in the arrangement of the cabins is that 
both second and third-class accommodation is 
entirely composed of two and four-berth rooms. 
The smoking room, ladies’ room, music room, 
etc., and the accommodation for second-class 
passengers is situated in the steadiest parts of 
the ship. A complete system of refrigerating 
machinery is installed, and the vessel is also 
fitted with wireless telegraphy. The two sets of 
triple expansion engines, of 6,000 I.H.P., were 
constructed by Messrs. Dunsmuir & Jackson, 
Govan, and take steam from six boilers. 
Launched, 29th March. 


Fairfield Shipbuilding & Eng. Co., Ltd., Qovan. 

Torpedo-boat destroyer ; 
“Parramatta” 245fft., by 241ft.; 700 

tons displacement. The 
vessel is the first of three ordered by the Common¬ 
wealth of Australia in April last. The second, 
also building by the Fairfield Co., is to be named 
the Warrego, and the third, building by Messrs. 
William Denny & Brothers, Dumbarton, the 
Yarra. The design of the vessels is based on the 
first British “ River ” class, with such improve¬ 
ments in arrangement and machinery as ex¬ 
perience has suggested since that class was 
completed. The armament consists of one 4-in. 
gun and three 12-pounders, with three 18-in. 
torpedo tubes. The propelling machinery is of 
the Parsons turbine type, steam being generated 
in water-tube boilers arranged to burn oil fuel. 
As the vessels are designed for a larger radius of 


action than the “ River ” destroyers, arrange¬ 
ments have been made to carry sufficient oil fuel 
to steam 2,500 nautical miles. The speed under 
Admiralty conditions will be 26 knots. The 
three destroyers are being built under the super¬ 
intendence of Professor J. H. Biles, of Glasgow. 
The Parramatta and Yarra will be completed 
before leaving the Clyde, but the Warrego will be 
sent out in sections and re-erected in Australia. 
Launched, 9th February. 

27-knot torpedo-boat 
destroyer; 269ft., by 


H.M.S. “Seoppion.” 


1 Balmoral Castle.” 


27ft., by 16|ft. ; 920 
tons displacement. The Scorpion is the second 
of three destroyers placed with the Fairfield 
Company in October last, and is one of the six¬ 
teen destroyers of the 1908-9 programme. The 
propelling machinery consists of Parsons turbines 
driving three shafts and designed to indicate 
12,000 H.P., steam being supplied by five water- 
tube boilers fitted for burning coal only. 
Launched, 19th February. 

Twin-screw mail and 
passenger steamer; 
590§ft., by 64Jft., by 
42Jft. ; about 13,000 gross tonnage. The vessel 
is the first of two placed by the Union-Castle 
Mail. Steamship Company in November, 1908, 
the sister ship, the Edinburgh Castle , being under 
construction by Messrs. Harland and Wolff, 
Belfast. These two vessels are intended for the 
South and East African mail service of the 
company, and they will be the largest and most 
powerful steamers employed in the South African 
trade. Accommodation is provided for 317 
first-class, 220 second-class, and 268 third-class 
passengers. The first-class cabins are on the 
upper and main decks, the majority being fitted 
for two passengers each. On the promenade deck 
there is a group of large staterooms panelled and 
richly upholstered. These can be divided into 
suites of two, three, or four rooms, and are 
furnished with brass bedsteads and other specially 
designed and luxurious furniture. The entrance 
hall on the upper deck is finished in polished teak. 
From this hall the principal staircase descends to 
the main deck, and ascends to the public rooms 
on the promenade and boat decks. The first- 
class dining saloon, on the upper deck, is treated 
in Louis XIV. style, and is practically divided 
into three sections. The side sections, in the 
nature of embrasures, present a novel feature in 
the grouping of the large square windows into 
pairs, enclosed in elliptical-headed arches. The 
centre of the saloon is surrounded by a series of 
arches, and additional height is given by a large 
open well. The lounge on the promenade deck 
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is decorated in a variation of Louis XVI. style. 
The centre of the ceiling is domed, and filled in 
with white Flemish glass. The wall panels are 
enlivened by a selection of black and white 
etchings of a historical character. The library 
is separated from the lounge by a screen of 
wrought iron and glass. It is decorated in 
Sheraton style, in satinwood, inlaid with cross- 
banded tulip wood, and adorned with choice 
engravings in colours. There is a second lounge 
on the boat deck, which is also in Sheraton style. 
Adjoining this room, with a separate entrance 


The third-class accommodation is aft, the berths 
being in two tiers only. The cabins are for two, 
four, or six passengers. The dining saloon is on 
the upper deck, and there is a large smoking room 
provided. In addition, the entrance to the 
third-class accommodation on this deck has 
seats and is supplied with a piano, making a 
pleasant lounge. An extensive library is pro¬ 
vided for third-class passengers. A large 
refrigerating plant is fitted and special insulated 
chambers provided. The propelling machinery 
consists of two sets of quadruple expansion 


from the boat deck, is the smoking room. The 
decoration in this room is of a stronger character, 
the walls being of oak, stained green, with panels 
of old Spanish leather. The decorations and 
furnishing of the principal rooms have been 
carried out by the shipbuilders from designs and 
detailed drawings prepared by Mr. William 
Flockhart, F.R.I.B.A. The second-class saloon 
is on the upper deck, the library being on the 
promenade deck above. The smoking room is 
situated on the boat deck. The second-class 
cabins are unusually large, those on the prome¬ 
nade deck being fitted for two or four passengers. 


engines, indicating 12,500 H.P. and taking steam 
from ten boilers. The vessel has been designed 
to attain an average speed of 16 knots over the 
voyage. The trials commenced on 22nd Feb¬ 
ruary. 


Fleming & Ferguson, Ltd., Paisley. 

Twin-screw dredger. Built for 
“Fapitutu.” the Harbour Board of New 
Plymouth, New Zealand. The 
dredger is of the stern-well type, and in addition 
to the chain of buckets for lifting stiff clay she is 
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fitted with a powerful suction pump for raising 
sand. To enable the suction gear to deal with 
hard material, special cutting gear has been fitted 
to the suction pipe. Trials, 29th March. 


John Fnllerton & Co., Paisley. 

Cargo steamer; 530 tons 

“Clydeside.” deadweight. Built for the 
coasting trade of Mr. J. B. 
Couper, Glasgow. The propelling machinery 
was constructed by Messrs. David Rowan & Co., 
Glasgow. Launched, 25th January. 

Cargo steamer ; 400 tons dead- 
“ Walnut.” weight. Built for Messrs. Joseph 
Fisher & Sons, Newry. The pro¬ 
pelling machinery, of 360 I.H.P., was constructed 
by Messrs. Fishers, Limited, Paisley. Launched, 
25th February. 

Cargo steamer ; about 760 tons 
“ Primrose ” deadweight. Built to the order 
of Messrs. Richard Hughes and 
Co., Liverpool, for their coastal trade. The triple 
expansion engines, of 650 I.H.P., were constructed 
by Messrs. Ross & Duncan, Govan. Launched, 
31st March. 


Greenock & Grangemouth Dockyard Co., Ltd. 

Cargo steamer, raised 
4 ‘ Brandenburg-.” quarter-deck type; 235ft., 

by 36ft., by 18ft. 4in. 
The vessel is the first of three similar ships 
building at Grangemouth for Messrs. James 
Currie & Co., Leith. The propelling machinery 
consists of triple expansion engines. Launched, 
14th January. 

Cargo steamer, raised quarter- 
“ Oldenburg*.” deck type. The vessel is the 
second of three similar ships 
building at Grangemouth, the first of which is 
the Brandenburg. Launched, 11th March. 


A. Hall & Co., Aberdeen. 

Collier ; 135ft. long. Built 
*' Shilbottie.” for Mr. W. M. Brechin, Aber¬ 
deen. The propelling ma¬ 
chinery, of 330 I.H.P., was constructed by the 
shipbuilders. Launched, 12th March. 


Hall, Russell & Co., Ltd., Aberdeen. 

Screw trawler; 142ft. long. 

“Seis.” Built to the order of La Pesca- 

dora Argentina, Buenos Ayres, 
for the fishing industry in Argentine waters. 
Refrigerating machinery has been fitted for 
cooling the fish holds. Launched, 25th January. 


■Wan. Hamilton & Co., Ltd., Port-Glasgow. 

Cargo steamer ; 392Jft., by 
“Saint Ronald.” 50ft., by 29ft.; 7,100 tons 

deadweight. Built for Messrs. 
Rankin, Gilmour & Co., Liverpool, and con¬ 
structed on the Isherwood system of longitudinal 
framing. The triple expansion engines, by Messrs. 
Dunsmuir & Jackson, Ltd., Glasgow, have cylin¬ 
ders 25J, 42 and 70in., by 48in. stroke, with three 
boilers. Launched, 15th February. 


Hawthorns & Co., Limited, Leith. 

Steel whaling steamer; 100ft., 

“Silva.” by 19ft., by 12ft. The vessel is 
the second of three building by 
Messrs. Hawthorns for Messrs. C. Salvesen and 
Co., Leith. The triple expansion engines, of 400 
I.H.P., were constructed by the shipbuilders. 
Launched, 25th January. 

Steel whaling steamer. The ves- 
“ Songa.” se i i s a sister ship to the Silva , and 
was built for the same owners. 
Launched, 14th February. 

Steel whaling steamer. The 
“Seapa.” vessel is a sister ship to the Silva 
and Songa , and was built for the 
same owners. Trial trip, 8th March. 


A. & J. Inglis, Ltd., Pointhouse. 

Paddle passenger steamer. 
“ Mountaineer.” Built to the order of Messrs. 

David MacBrayne, Ltd., for 
their Royal route to the West Highlands. 
Launched, 10th February. 

Mail and passenger steamer ; 
“Tavolara.” 154ft., by 26ift., by l3fft. 

Built to the order of the Italian 
State Railways, for service on the Sardinian 
coast. The vessel has poop, promenade, and 
bridge decks, and topgallant forecastle. Accom¬ 
modation is provided amidships for first-class 
passengers. Second and third-class passengers 
are provided for in open saloons, and there are 
special rooms for carrying and working the mails. 
The triple expansion engines and two boilers 
were constructed by the shipbuilders, and will 
give the vessel a speed in service of 12 knots. 
Launched, 10th March. 


London & Glasgow Eng. & Shipbldg. Co., Ltd, 
Govan. 

Torpedo-boat de- 
H.M.S. “Rattlesnake.” stroyer ; 270ft., by 

27^ft. ; about 950 
tons displacement. The vessel is armed with one 
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4-inch and three 12-pounder guns and two tor¬ 
pedo tubes. The propelling machinery consists 
of Parsons turbines and Yarrow boilers, which 
will give the vessel a speed of 27 knots. Launched 
with turbines, boilers, and funnels on board, 14th 
March. 

Mackie & Thomson, Limited, G-ovan. 

Cargo steamer; 180ft., by 

“Vincent.” 23£ft., by 171ft. Built to the 

order of the Booth Steamship 
Co., Liverpool, for service on the Madeira 
River, Brazil. The propelling machinery, of 750 
H.P., was constructed by Mr. W. V. V. Lidger- 
wood, Coatbridge. Launched, 15th February. 


Cargo steamer, single-deck 
“Tpabboeh.” type ; 364ft., by 50ft., by 

28ft. lfin. Built for Liver¬ 
pool owners, and constructed on the Isherwood 
system of longitudinal framing. The propelling 
machinery was constructed by Messrs. David 
Rowan & Co., Glasgow. Trial trip, 10th March. 


Murdoch & Murray, Port-Glasgow. 

Passenger and cargo steamer. 
“John Bacon.” Built for Messrs. John Bacon, 
Ltd., Liverpool. Accommoda¬ 
tion is provided for 50 first-class passengers as 
well as deck shelter for steerage passengers. 
Cattle fittings are arranged on three decks. The 



The “Straight-back” Steamer “Ben Earn.” 


Archd. McMillan & Son, Ltd., Dumbarton. 

Cargo steamer, “ straight-back” 
“Ben Eapn.” type ; 318ft., by 49ft. 3Jin., by 

24ft. ; 5,800 tons deadweight. 
Built to trade between Hull and Rotterdam with 
coals. The holds are entirely clear, and the 
vessel is an ideal self-trimmer. There are three 
hatches, two being 26ft. by 26ft. and the third 
72ft. by 26ft. For discharging two powerful 
electrical grab cranes are fitted, each capable of 
dealing with two tons per lift. The propelling 
machinery is placed aft. Trial trip, 4th March. 


triple expansion engines were constructed by 
Messrs. Muir & Houston, Ltd., Glasgow. Trial 
trip, 11th March. 


Napier & Miller, Ltd., Old Kilpatrick. 

Twin-screw passenger steamer,, 
“Venture.” 180ft., by 32ft., by 19ft. ; 

1,000 gross tonnage. Built for 
the Boscowitz Steamship Co., Ltd., Victoria, 
B.C. The vessel is rigged as a two-masted 
schooner, and has upper, awning, and promenade 
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decks. On the awning deck a large deckhouse 
has been built containing accommodation for 
60 first-class passengers. A ladies’ cabin, lounge, 
and smoking room, together with an entrance 
house to staterooms, are situated on the prome¬ 
nade deck above. The first-class dining saloon, 
with seating accommodation for 50 persons, is 
situated on the upper deck aft. The upper 
’tween deck is fitted up for the accommodation 
of 150 steerage passengers. The two sets of 
triple expansion engines, constructed by Messrs. 
Miller & Macfie, Ltd., have cylinders 12, 19 and 
33in., by 27in. stroke, with two boilers. Trial trip, 
16th March. 


Ramage & Ferguson, Ltd., Leith. 

Auxiliary steel yacht; 168ft. 
“La Resoiue.“ length on water-line, by 32ft. 

breadth, by 20Jft. D.M. ; 820 
yacht tonnage. Built to the order of Mr. P. 
Lebaudy, Paris, from designs by Mr. A. H. Brown, 
London. The vessel is said to be the most 
important auxiliary steel yacht constructed in 
this country for some years. The sailing capabili¬ 
ties of the yacht have been the first consideration, 
and three large Oregon pine masts, with hollow 
topmasts and other spars in proportion, will 
spread an imposing show of canvas. Accommo¬ 
dation is provided, below and in deckhouses, for 
the owner and his guests. The propelling power 
is supplied by triple expansion engines with 
cylinders 13J, 22 and 36in., by 24in. stroke, with 
a two-bladed bronze propeller. Launched, 24th 
February. 


A. Rodger & Co., Port-G-lasgow. 

Cargo steamer ; 334ft., by 48ft., 
"Nigretia.” by 24fft. ; 5,600 tons dead¬ 

weight. Built for Messrs. Palin, 
Evans & Co., Bristol. The propelling machinery 
was constructed at the Go van Works of the ship¬ 
builders. Launched, 30th March. 


Russell & Co., Port-Glasgow. 

Cargo steamer ; 385ft., by 
“ Liddesdaie.” 51 ft., by 28±ft. ; 4,500 gross 
tonnage. Built for Messrs. 
Robert Mackill & Co., Glasgow. The propelling 
machinery was constructed by Messrs. David 
Rowan & Co., Glasgow. Launched, 13th January. 

Passenger and re- 
“ Highland Rover.” frigerated meat steamer; 

405ft., by 56ft., by 
29Jft. Built to the order of Messrs. H. and W. 
Nelson, Liverpool, for their trade between the 
Mersey and South America. Comfortable accom¬ 


modation is provided for 80 first-class and 20 
second-class passengers. The vessel is insulated 
throughout, and is in other ways equipped for 
meat-carrying purposes. The propelling ma¬ 
chinery was constructed by Messrs. Rankin and 
Blackmore, Greenock. Trial trip, 22nd January. 

Passenger and refriger- 
“Highland Pride.” ated meat steamer. The 
vessel is a sister ship to 
the Highland Rover , and was built for the same 
owners. Trial trip, 8th March. 

Cargo steamer, spar-deck 
“Duneiutha.” type; 360ft., by 49ft., by 

28ft. ; 3,950 gross tonnage. 
Built for Messrs. Glen & Co., Glasgow. The 
propelling machinery was constructed by Messrs. 
Kincaid & Co., Greenock. Launched, 14th 
March. 

Cargo steamer ; 385ft., by 52ft., 
“ Voinay.” by 29ft.; 7,600 tons deadweight. 

Built for Messrs. Gow, Harrison 
and Co., Glasgow. The propelling machinery 
was constructed by Messrs. Rankin & Blackmore, 
Greenock. Launched, 31st March. 


Scott & Sons, Bowling. 

Cargo steamer ; 300 tons. 
“ Saint Modan.” Built for Messrs. J. & A. 

Gardner & Co., Ltd., Glas¬ 
gow. The compound engines were constructed 
by Messrs. Fishers & Co., Paisley. Launched, 
13th January. 

Cargo steamer; 185ft., by 

“Amethyst.” 2 9ft., by 13Jft. Built to the 
order of Mr. William Robert¬ 
son, for the general coasting trade. The triple 
expansion engines were constructed by Messrs. 
Muir & Houston, Ltd., Glasgow. Trial trip, 2nd 
March. 

Cargo steamer; 300 tons. 

“Loch Etive.” Built for Mr. John C. Stewart, 
Glasgow. The compound 
engines were constructed by Messrs. Fishers, 
Limited, Paisley. Launched, 24th March. 


Wm. Simons & Co., Limited, Renfrew. 

Twin-screw trailing suction hopper 

-dredger. Built for the Argentine 

Government. The vessel, which is 
the largest and most powerful of her type yet 
constructed, is fitted with suction and self¬ 
discharging pumps capable of raising and dis¬ 
charging 6,000 tons per hour. Four sets of 
triple expansion engines are fitted, and all the 
four sets are available for either propelling or 
pumping as may be required, steam | being 
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supplied by four main boilers and one donkey 
boiler. The main centrifugal pumps are con¬ 
nected to a suction frame fitted in the centre well 
at the stern, and water jets are arranged at the 
bottom of the suction pipe. The hopper doors 
are controlled by powerful hydraulic gear, the 
power being supplied by two duplex sets of 
steam-pressure pumps. The hopper arrange¬ 
ments include Simons patent suction keelsons, 
enabling the load in the hopper to be discharged 
overboard for reclamation purposes. Steam 
hoisting gear is provided for controlling the 
lower end of the suction frame. Launched, 28th 
February. 


Alex. Stephen & Sons, Limited, Linthouse. 

Twin-screw passenger and cargo 
“Levuka.” steamer; 400ft., by 55ft., by 

41ft. Built to the order of the 
Australasian United Steam Navigation Co., Ltd., 
for the Australian coasting and Pacific trade. 
The greater portion of the cargo space is insulated 
and fitted with Messrs. J. & E. Hall’s cold-air 
system for the carriage of perishable fruit. The 
cargo is handled by hydraulic cranes and derricks, 
and the fruit holds are loaded and discharged by 
hydraulic hoists specially designed for the purpose 
by the shipbuilders. A strong derrick is also 
fitted to lift heavy machinery by means of two 
powerful steam winches. In addition to the 
refrigerated fruit holds, large refrigerated pro¬ 
vision chambers are fitted, the installations for 
cargo and provisions being entirely separate. 
The passenger accommodation is divided into 
first and second classes. A large number of the 
first-class staterooms are placed on the weather 
deck, to suit the warm climate in which the 


vessel will trade. The old system of having 
beds placed one above the other has now been 
definitely discarded by the owners, no overhead 
berths being fitted. Specially luxurious suites 
of rooms, with sitting rooms and private bath¬ 
rooms, are also provided. The dining saloon, 
social hall, and smoking room are all particularly 
large and airy. The smoking room opens into 
a large covered verandah, giving additional 
accommodation. The second-class accommoda¬ 
tion is fitted in similar style to the first-class, as 
frequently only first-class passengers are carried. 
The propelling machinery, constructed by the 
shipbuilders, consists of two sets of quadruple 
expansion balanced engines, with six boilers. 
Launched, 10th February. 


Yarrow & Co., Limited, Scotstoun. 

Torpedo-boat Ji^de- 
“ Santa Cathapina.” stroyer; 240 ft. long, by 
23Jft. beam. The vessel 
is the eighth of ten destroyers built and building 
by Messrs. Yarrow for the Brazilian Government. 
The two sets of triple expansion four-cylinder 
engines, constructed by the shipbuilders, take 
steam from two double-ended Yarrow boilers, 
each boiler supplying steam for about 4,000 H.P. 
On the trials, which took place on the 2nd 
February, the contract speed of 27 knots was 
easily exceeded during a continuous run of three 
hours’ duration while carrying a load of 100 tons. 

Torpedo-boat destroyer. The 
“Parana.” vessel is a sister ship to the Santa 
Catharina , and is the ninth of the 
fleet of ten destroyers built and building for the 
Brazilian Government by Messrs. Yarrow. 
Launched, 24th March. 


TYNE AND BLYTH. 


Sir W. G-. Armstrong, ‘Whitworth & Co., Ltd. 

Cargo steamer, shelter-deck 
“Tpemont.” type ; 396ft., by 51ft., by 28ft. 

lin. ; 7,700 tons deadweight. 
Built for Mr. Edward C. Thin, Liverpool. The 
triple expansion engines, by the North Eastern 
Marine Engineering Co., Ltd., Wallsend, have 
cylinders 26, 43 and 72in., by 48in. stroke, with 
two boilers. Trial trip, 9th March. 

Cargo steamer, shelter-deck type. 
“Tripoli.” The vessel is a sister ship to the 
Tremont , and was built for the 
same owner. Trial trip, 10th March. 


Blyth Shipbuilding & Dry Docks Co., Ltd. 

600 -ton steel dumb hopper barge. 
Barge. The vessel is the last of five built 

for the North Eastern Railway Co. 
Powerful machinery was fitted by Messrs. Tangyes 
Limited, Birmingham, and Messrs. Lobnitz and 
Co., Renfrew, for raising and lowering the hopper 
doors. Launched, 24th February. 


Wm. Dobson & Co., Low Walker. 

Cargo steamer ; 240ft., by 34ft., 
“ Hodder.” by 16ft. 4in. Built to the order 
of the Lancashire and Yorkshire 
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Railway Co., for their daily service between Goole 
and Hamburg. The triple expansion engines, by 
the Wallsend Slipway & Engineering Co., Ltd., 
have cylinders 22, 36 and 61in., by 39in. stroke, 
with two boilers working under Howden’s forced 
draught. The vessel will have a speed of 13 
knots in service. On the trial trip, which took 
place on the 24th February, a speed of 14J knots 
was obtained in bad weather. 

Cargo steamer, single-deck type ; 
** Cydonia.” 331ft., by 48ft., by 241ft. Built 

for the Stag Line, Limited (Messrs. 
Joseph Robinson & Sons), North Shields. The 
triple expansion engines, by the North Eastern 


R. Sc ‘W. Hawthorn, Leslie Sc Co., Ltd., Hebburn. 

Twin-screw emigrant and 
“Protesiiaus.” cargo steamer; 501ft., by 

68ift., by 42|ft.; 13,000 

tons deadweight. Built to the order of Messrs. 
Alfred Holt & Co., Liverpool, for their Far 
Eastern general cargo trade. Accommodation 
is provided for a number of first-class passengers 
and about 580 emigrants. The vessel has seven 
holds, clear of obstructions, and suitable for the 
stowage of bulky cargoes, such as railway cars or 
boilers. Instead of masts, four large pillars are 
fitted at the sides of the vessel, two forward and 
two aft, which serve as derrick posts. The two 



Photo hy\ T.s.s. “Protesiiaus.” [Frank & Sons, So. Shields. 


Marine Engineering Co., Ltd., Wallsend, have 
cylinders 22J, 36^ and 62in., by 42in. stroke, 
with three boilers. Launched, 24th February. 


Jos. T. Eltringham 3c Co., South Shields. 

Passenger tender ; 137ft., 
" Flying Kestrel.” by 28|ft., by 14|ft. Built 

to the order of the Alex¬ 
andria Towing Co., Ltd., Liverpool, to act as a 
tender to the Cunard and other lines trading to 
the ;Mersey. The vessel has a promenade bridge 
deck and saloon, and has a certificate for 600 pas¬ 
sengers. The engines were constructed in North 
Shields, but the boilers were constructed by the 
shipbuilders. Launched, 24th February. 


forward pillars are joined by a bridge about 75ft. 
above water. The two sets of triple expansion 
engines, by the North Eastern Marine Engineering 
Co., Ltd., Wallsend, have cylinders 23, 38J and 
65in., by 48in. stroke, with three boilers. Trial 
trip, 20th January. 

27-knot torpedo-boat 
H.M.S. “Seoupge.” destroyer; 274ft., by 

28 ft., by 16| ft. The 
armament consists of one 4-in. gun, three 
12-pounder quick-firing guns, and two torpedo 
tubes. The propelling machinery, constructed 
by the shipbuilders at their St. Peter’s Works, 
consists of Parsons turbines of 12,000 H.P. The 
boilers were fitted on board before the vessel left 
the stocks. Launched, 11th February. 
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Northumberland Shipbuilding 1 Co., Ltd., Howdon. 

Cargo steamer; 402ft., by 

“ Himaiaia.” 52|ft., by 29ft. 8in.; 8,100' 

tons deadweight. Built for 

Mr. D. Tripcovich, Trieste. The vessel is built 
on the deep-frame principle, leaving the holds 
clear for the stowage of bulky cargoes, and the 
cellular double bottom is specially constructed 
for the carriage of oil fuel. The ’tween decks are 
spacious, and suitable for troops, emigrants, or 
cattle. The triple expansion engines, by the 
North Eastern Marine Engineering Co., Ltd., 

Wallsend, have cylinders 26, 42 and 72in., by 

48in. stroke, with three boilers. Trial trip, 31st 
January, 

Cargo steamer ; 365ft., by 

“ Brantford.” 51ft. 4|in., by 28ft. 4|in. ; 

7,200 tons deadweight. 
Built for Messrs. Furness, Withy & Co., Ltd., 
West Hartlepool. The triple expansion engines, 
by Messrs. Richardsons, Westgarth & Co., Ltd., 
Sunderland, have cylinders 25, 40 and 67in., by 
45in. stroke, with three boilers. Launched, 25th 
February. 

Cargo steamer. The vessel 
“ Alg-eriana.” i s a s i s ter ship to the Brant¬ 
ford, and was built for the 
same owners. Launched, 15th March. 


John Beadhead & Sons, Ltd., South Shields. 

Cargo steamer, single-deck 
“Zuriehmoor.” type; 358ift., by 49ft., by 
26ft. 8Jin. Built for Messrs. 
Walter Runciman & Co., Newcastle. The triple 
expansion engines, constructed by the ship¬ 
builders, have cylinders 25, 42 and 68in., by 45in. 
stroke, with two boilers and one donkey boiler. 
Trial trip, 24th January. 

Cargo steamer, single-deck 
“Treverfoyn.” type; 7,100 tons deadweight. 

Built for Messrs. Edward 
Hain & Son, St. Ives. The triple expansion 
engines, constructed by the shipbuilders, have 
cylinders 25^, 42 and 69in., by 48in. stroke, 
with two boilers. Trial trip, 16th March. 

Cargo steamer. The vessel is a 
“ Elmmoop.” sister ship to the Zuriehmoor , and 
was built for the same owners. 
Launched, 23rd March. 


Swan, Hunter, & Wigham Bichardson, Ltd. 

Twin-screw steamer, specially 
“Cartier.” designed for the hydrographic 
service of the Canadian Govern¬ 
ment ; 164ft., by 29ft., by 15ft. The vessel is 


divided into a number of watertight compart¬ 
ments ensuring safety when in uncharted waters. 
Soundings will be taken by a Lucas sounding 
machine, together with a sounding poney. Two 
gasoline launches are provided, fitted with 
drawing boards, which will be used for shore 
soundings. The vessel has a specially large 
chart-room, with table adapted for drawing. 
The two sets of triple expansion engines, with 
two boilers working under Howden’s forced 
draught, were constructed by the shipbuilders.. 
Trial trip, 4th March. 

Double-sided self-docking 
Floating 1 Dock. floating dock ; 490ft. long, 

by 95ft. broad ; 8,500 tons 
lifting capacity. Built for Messrs. Elder, Demp¬ 
ster & Co., Liverpool. The dock is of the bolted 
sectional type, and has been designed by Messrs. 
Clark and Standfield, Westminster. Constructed 
in three sections, each section of the dock repre¬ 
sents a complete box dock. When necessary to 
effect any repairs to the under-water portions, 
the three sections can be detached and any two 
sections can lift the third part. The pumping 
plant was supplied by Messrs. Gwynnes, Limited, 
Hammersmith, and will lift the maximum 
capacity of the dock in about four hours. The 
boilers were constructed by Messrs. Cochran and 
Co. (Annan) Ltd., and are placed in houses on 
the top deck of the walls. Each of the walls 
has two mechanical side shores to assist in 
centreing vessels to be docked, and a pair of 
flying gangways or swinging bridges give access 
from one wall of the dock to the other. One of 
the sections was launched from the Wallsend 
Shipyard on the 10th March and the other two 
the following day. 

Twin-screw passenger 
“Prince George.” steamer. The vessel is 

a sister ship to the 
Prince Rupert described below, and was built for 
the same owners. Launched at Wallsend, 10th 
March. 

Twin-screw passenger 
“Prince Rupert.” steamer; 320ft., by 

42ft. 2in., by 18ft. depth 
to the main deck. Built to the order of the 
Grand Trunk Pacific Railway Co., of Canada, to 
inaugurate a new and important service between 
Prince Rupert and Vancouver Island, and 
onwards to Seattle or Tacoma. The vessel 
presents a smart appearance with her straight 
stem and cruiser stern, two pole masts, and three 
funnels. The rounded cruiser stern has been 
adopted in order to obtain the best lines for a 
x high speed. On the shelter and shade decks of 
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the vessel there is accommodation in staterooms 
of two berths each for about 220 first-class 
passengers. There are also a few sets of state¬ 
rooms en suite , placed on the shelter deck amid¬ 
ships. The second-class accommodation is 
situated on the main deck forward, and when 
occasion arises about 1,500 excursionists can be 
taken on board. A pleasant feature of the first- 
class accommodation is two spacious corridors 
running fore and aft, one on each side of the 
engine casing; and, to enhance the general 
appearance, light is given from several domes in 
a long roof, which has also< clerestory lights. 
The first-class dining saloon, on the main deck, 


walls being in white enamel, with the balustrades 
of wrought iron, elegantly designed. On the 
shade deck, forward of the funnels, is the obser¬ 
vation room, panelled in maple and sycamore. 
This room is specially lofty and well lighted by very 
large square windows, allowing passengers to have 
an uninterrupted view of the scenery en route. 
The vessel is provided with a wireless telegraphy 
installation, and refrigerating machinery for 
ship’s stores, dairy produce, etc. The rudder is 
of the balanced type, and is wholly below the 
waterline. The two sets of triple expansion 
engines, by the Wallsend Slipway & Engineering 
Co., Ltd., are balanced on the Yarrow, Schlick 



T.S.S. “Prince Rupert.’ 


[ J. S. Dodds, Wallsend. 


Photo by] 


is placed at the extreme end of the vessel. The 
rounded shape of the cruiser stern makes an 
extremely handsome room, which is furnished 
and panelled in oak, and fitted with small tables 
placed in alcoves. The first-class smoking room 
is^situated at the after end of the shade deck, 
and is panelled in fumed oak. The second-class 
smoking room is placed at the forward end of 
the shelter deck. Special accommodation is 
provided for ladies in the shape of a music room, 
daintily furnished in light colours, the painting 
being white enamel. The main staircase of the 
vessel is a notable feature, the panelling of the 


and Tweedy System. On the six hours’ loaded 
trial, which took place on the 26th March, an 
average speed of over 18J knots was obtained. 

Tyne Iron Shipbuilding Co.,Ltd.,*Willington Quay. 

Cargo steamer, single-deck 
“Bovepton.” type; 341ft., by 48ft., by 

24ft. 4Jin. Built for Messrs. 
Evan Thomas, Radcliffe & Co., Cardiff. The 
triple expansion engines, by the North Eastern 
Marine Engineering Co., Ltd., Wallsend, have 
cylinders 24, 40 and 65in., by 42in. stroke, with 
two boilers. Trial trip, 16th February. 
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Cargo steamer, single-deck 
“Llandudno.” type; 363ft., by 50ft., by 
27ft. Built for Messrs. Evan 
Thomas, Radcliffe & Co., Cardiff. The triple 
expansion engines, by Messrs. Blair & Co., Ltd., 
Stockton, have cylinders 25, 42 and 68in., by 
45in. stroke. Launched, 23rd March. 


■Wood, Skinner Sc Co,, Limited, Bill Quay. 

Cargo steamer, single-deck 
“Biaektoft.” type. Built for the Wether- 

all Steamship Co., Ltd., Goole. 
The propelling machinery was constructed by 
Messrs. George Clark, Limited, Sunderland. 
Launched, 23rd March. 


THE WEAR. 


S. P- Austin 3c Son, Limited, Sunderland. 

Cargo steamer ; 2,700 tons dead- 
“ Largo.” weight. Built for the Pelton 

Steamship Co., Limited, New¬ 
castle and London. The propelling machinery 
was constructed by Messrs. George Clark, Ltd., 
Sunderland. Launched, 23rd March. 


Bartram 8c Sons, Sunderland. 

Cargo steamer, single-deck type ; 
“Mozart.” 388ft., by 52ft., by 27ft. llin. 

Built for Messrs. Jenneson Taylor 
and Co., Sunderland. The triple expansion 
engines, by Messrs. John Dickinson & Sons, Ltd., 
Sunderland, have cylinders 26, 42 and 71in., by 
48in. stroke, with three boilers. Launched, 12th 
February. 


John Blnmer 3s Co., Sunderland. 

Cargo steamer, single-deck type ; 
“Euston.” 4,750 tons deadweight. Built for 
Messrs. Evan Thomas, Radcliffe 
and Co., Cardiff. Launched, 10th March. 


John Crown 3s Sons, Ltd., Sunderland. 

Cargo steamer; 1,620 tons 

“ Skipjack.” deadweight. Built to the order 

of the John George Hill Steam¬ 
ship Co., Ltd. (Messrs. Witherington & Everett), 
Newcastle, for their coasting and general trade. 
The triple expansion engines were constructed by 
the North Eastern Marine Engineering Co., Ltd., 
Sunderland. Launched, 22nd March. 


Wm. Doxford 3s Sons, Ltd., Sunderland. 

Cargo steamer ; 6,300 tons dead- 
“ Hilda.” weight. Built for Messrs. Mark 
Whit will and Son, Bristol. The 
triple expansion engines and boilers were con¬ 
structed by the shipbuilders. Launched, 26th 
January. 

Cargo steamer, single-deck 
"Quantoek.” type; 365ft., by 50ft., by 
28f ft. ; 7,400 tons dead¬ 

weight. Built for the Tatem Steam Navigation 


Co., Ltd. (Messrs. W. J. Tatem & Co.), Cardiff. 
The propelling machinery was constructed by 
the shipbuilders. Launched, 10th March. 


?m. Pickersgill Sc Sons, Ltd., Sunderland. 

Cargo steamer, single-deck 
“indutiomare.” type; 269ft., by 39Jft., by 
19fft. Built for the Ant- 
werpsche Zeevaart Maatschappij Co., Ltd. 
(Messrs. J. D’Haene & Co.), Antwerp. The 
triple expansion engines and two boilers were 
constructed by Messrs. MacColl & Pollock, Ltd., 
Sunderland. Launched, 9th February. 

Cargo steamer, single- 
“ British Standard.” deck type ; 345Jft., by 

49fft., by 25ft. Built 
for Messrs. Brown, Son & Co., Cardiff. The 
triple expansion engines, by Messrs. George 
Clark, Ltd., Sunderland, have cylinders 23J, 39J, 
and 66in., by 45in. stroke, with two boilers. 
Launched, 15th March. 


John Priestman 3c Co., Sunderland. 

Cargo steamer, shelter- 
eastern Prince.” deck type ; 353ft., by 

46ift., by 31ft. 8 Jin. 
depth moulded to shelter deck. Built for the 
Prince Line, Ltd., Newcastle. Accommodation 
for a limited number of passengers is arranged in 
a large deckhouse on the shelter deck. The 
triple expansion engines, by Messrs. George 
Clark, Ltd., Sunderland, have cylinders 25, 42 and 
69in., by 45in. stroke, with two boilers working 
under Howden’s forced draught. Launched, 
10th March. 


Short Brothers, Limited, Sunderland. 

Cargo steamer ; 269ft., by 37fft., 
“ Oeto.” by 20ft. 4in. Built for the Aktie- 

selakabet Hekle, Christiania. The 
vessel is of the self-trimming type, with specially 
large hatchways. The triple expansion engines 
and one boiler were constructed by the North 
Eastern Marine Engineering Co., Ltd., Sunder¬ 
land. Launched, 11th February. 
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Cargo steamer ; 410ft., by 52ft. 
** Cacique.” 4i n . ? by 29ft. ljin.; 8,250 tons 
deadweight. Built for Messrs. 
Grace Brothers & Co., Ltd., New York and 
London. Accommodation for 12 passengers is 
provided in a house on the shelter deck. The 
quadruple expansion engines, by the North 

Eastern Marine Engineering Co., Ltd., Wallsend, 
have cylinders 24, 34J, 49 and 71in., by 48in. 
stroke, with three boilers working under Howden’s 
forced draught. Trial trip, 16th February. 

Cargo steamer, single- 

“ Scottish Prinee.” deck type with complete 
shelter deck; 353Jft., 

by 46ft. 4in., by 22ft. 11 Jin. ; 5,000 tons dead¬ 
weight. Built for the Prince Line, Limited, 
Newcastle. Accommodation for twelve passen¬ 
gers is provided in a deckhouse on top of the 
shelter deck. The triple expansion engines, by 
the North Eastern Marine Engineering Co., Ltd., 
Sunderland, have cylinders 25, 41 and 69in., by 
45in. stroke, with two boilers working under 
Howden’s forced draught. Trial trip, 31st 

March. 


Sunderland Shipbuilding* Co., Ltd., Sunderland. 

Cargo steamer, raised quarter- 
“Danae> deck type; 257ft., by 35ft., by 
17ft. ; 2,100 tons deadweight. 

Built for Messrs. G. Lamy & Co., Caen. The 
triple expansion engines and two boilers were 
constructed by the North Eastern Marine En¬ 
gineering Co., Ltd., Sunderland. Trial trip, 15th 
J anuary. 

Cargo steamer, single-deck 
“Saskatoon.” type; 250ft., by 42Jft., by 
18Jft. Built to the order of 
Messrs. J. W. Norcross & Co., Ltd., Toronto, for 
service on the Canadian Lakes. The triple ex¬ 
pansion engines and two boilers, placed aft, were 
constructed by the North Eastern Marine 
Engineering Co., Ltd., Sunderland. Launched, 
25th February. 


Joseph L. Thompson & Sons, Ltd., Sunderland. 

Cargo steamer ; 370ft., by 50Jft„ 
" Pentwyn.” by 24£ft. ; 6,120 tons deadweight. 

Built for the Pentwyn Steamship 
Co., Ltd. (Messrs. F. H. Lambert, Barnett and 
Co.), Cardiff. Launched, 11th March. 


TEES AND HARTLEPOOL. 


Craig, Taylor & Co., Ltd., Thornaby. 

Cargo steamer; 6,800 tons 

“Benwood.” deadweight. Built for Messrs. 

Joseph Hoult and Co., Ltd., 
Liverpool. The triple expansion engines were 
constructed by the North Eastern Marine En¬ 
gineering Co., Ltd., Sunderland. Trial trip, 11th 
January. 


“ Benbrook.” 

same owners. 


Cargo steamer. The vessel 
is a sister ship to the Ben- 
wood, and was built for the 
Trial trip, 16th February. 


Cargo steamer. The vessel 
“ Bengpove.” is a s i s ter ship to the Ben¬ 
brook and Benwood , and was 
built for the same owners. Launched, 24th Feb¬ 
ruary. 


Sir Haylton Dixon & Co., Ltd., Middlesbrough. 

Collier, constructed on 
“ Rochester City.” the builders’ cantilever- 

frame system, with top¬ 
side water-ballast tanks ; 240ft., by 35Jft., by 
17ft. 8in. ; 1,900 tons deadweight. Built to the 
order of Mr. W. A. Watson, Sunderland, for the 
coasting trade. The hatchways, which are self¬ 
trimming, are 22ft. wide and the largest 35ft. 


long. The holds are clear of obstruction, so that 
grabs can reach any part, the grabs being worked 
by four powerful steam cranes on deck. The 
triple expansion engines and one boiler, placed 
aft, were constructed by the North Eastern 
Marine Engineering Co., Ltd., Sunderland. Trial 
trip, 1st February. 

Collier ; 252ft., by 36Jft., 
“Ramsgrarth.” by 20|ft. ; 2,450 tons dead¬ 
weight. Built for Messrs. R. 
and J. H. Rea, Liverpool. The triple expansion 
engines and two boilers were constructed by 
Messrs. Richardsons, Westgarth and Co., Ltd., 
Middlesbrough. Trial trip, 17th February. 

Cargo steamer, shelter-deck type ; 
“ Kaduna.” constructed on the builders’ canti¬ 
lever-frame system, with topside 
water ballast tanks; 373Jft., by 52ft., by 28ft. 8in.; 
8,100 tons deadweight. Built for Messrs. Elder, 
Dempster & Co., Liverpool. A large steel house 
on the shelter deck amidships contains comfort¬ 
able accommodation for 12 passengers. The 
triple expansion engines, by Messrs. Richardsons, 
Westgarth & Co., Ltd., Middlesbrough, have 
cylinders 26, 42 and 70in., by 48in. stroke, with 
three boilers fitted with Howden’s system of 
forced draught. Trial trip, 16th March. 
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Cargo steamer, shelter-deck type. 
The vessel is a sister ship to the 
Kaduna, and was built for the 
same owners. Launched, 26th March. 

Wm. Gray & Co., Ltd., West Hartlepool. 

Cargo steamer ; 

“Bjornstjerne Bjornson.” 422Jft., by 54ft., 

by 28ft. llin. 
Built for Mr. Vilhelm Torkildsen, Bergen. The 
triple expansion engines, constructed at the 
Central Marine Engine Works of the shipbuilders, 
have cylinders 26, 42 and 70in., by 48in. stroke, 
with four boilers. Trial trip, 9th February. 

Cargo steamer; 342Jft., by 

“ Zinovia.” 471ft., by 23ft. 2£in. Built for 

Messrs. Michalinos & Co., Lon¬ 
don and Piraeus. The triple expansion engines, 
constructed at the Central Marine Engine Works 
of the shipbuilders, have cylinders 23J, 38 and 
64in., by 42in. stroke, with two boilers. Trial 
trip, 18th February 

Cargo steamer; 381 Jft., by 
“ Mohaesfieid.” 51ift., by 24ft. 4Jin. Built 
for the Doughty Shipping 
Co., Ltd. (Messrs. H. Doughty & Co.), West 
Hartlepool. The triple expansion engines, con¬ 
structed at the Central Marine Engine Works of 
the shipbuilders, have cylinders 25^, 40J and 
67in., by 45in. stroke, with two boilers. Trial 
trip, 5th March. 

Cargo steamer, two-deck type ; 
“ Baitistan.” 362ft., by 46ift., by 24Jft. 

Built for Messrs. Frank C. 
Strick & Co., Ltd., Swansea and London. The 
triple expansion engines, constructed at the 
Central Marine Engine Works of the shipbuilders, 
have cylinders 25, 40 and 65in., by 42in. stroke, 
with two boilers working under Howden’s forced 
draught. Launched, 26th March. 


Irvine’s Shipbldg 1 . & Dry Dock Co., Hartlepool. 

Passenger and cargo steamer, 
“Tamele.” with main, upper, and shelter 
decks ; 375ft., by 50ft., by 25Jft. 
Built to the order of Messrs. Elder, Dempster and 
Co., Liverpool, for their West African trade. 
Accommodation for 30 first-class passengers, in 
three-berth staterooms, is arranged under the 
bridge. The second-class accommodation is at 
the after end, under the poop. The triple expan¬ 
sion engines, by Messrs. Richardsons, Westgarth 
and Co., Ltd., Hartlepool, have cylinders 25, 40 
and 68in., by 48in. stroke, with three boilers. 
Launched at the Middleton Shipyard, 26th 
January. 

Cargo steamer, single-deck 
“ GlenelifFe.” type ; 360ft., by 51ft., by 

25Jft. ; 6,400 tons dead¬ 

weight on 21ift. draught. Built for Messrs. 
Milburn, Lund & Co., Whitby and West Hartle¬ 
pool. The triple expansion engines, by Messrs. 
Richardsons, Westgarth & Co., Ltd., Hartlepool, 
have cylinders 25, 40 and 67in., by 45in. stroke, 
with two boilers. Trial trip, 2nd March. 

Cargo steamer, single-deck type ; 
“Lamorna.” 2891ft., by 40ft. 2in., by 20ft. 

6Jin. Built to the order of 
Messrs. Furness, Withy & Co., Ltd., for Messrs. 
G. V. Turnbull & Co., Leith. The triple expan¬ 
sion engines, by Messrs. Richardsons, Westgarth 
and Co., Ltd., Hartlepool, have cylinders 20^, 
33 and 54in., by 36in. stroke, with two boilers. 
Launched at the Harbour Dockyard, 14th 
March. 


Passenger and cargo steamer. 
“Onitsha.” The vessel is a sister ship to the 
Tamele , and was built for the same 
owners. Launched at the Middleton Shipyard, 
15th March. 


W. Harkess Sc Son, Ltd-, Middlesbrough. 

Cargo steamer ; 180ft., by 
“Larehwood.” 29ft. 10in., by 13ft. 2in. ; 

900 tons deadweight. Built 
for the Meteor Steamship Co., Ltd., Middles¬ 
brough. The propelling machinery was con¬ 
structed by Messrs. Blair & Co., Ltd., Stockton. 
Trial trip, 16th February. 

Cargo steamei ; 195ft., by 30ft., 
“Hopeful.” by 13ft. 10in. ; 1,000 tons dead¬ 
weight. Built for Messrs. F. H. 
Powell and Co., Liverpool. The propelling 
machinery was constructed by Messrs. Richard¬ 
sons, Westgarth & Co., Ltd., Middlesbrough. 
Launched, 24th March. 


Richardson, Duck Sc Co., Stockton. 

Cargo steamer, single-deck type ; 
“Lundy.” 3411ft., by 47Jft., by 22ft. llin. ; 

5,250 tons deadweight. Built for 
the Fargrove Steam Navigation Co., Limited 
(Messrs. Farrar, Groves & Co.), London. The 
triple expansion engines, by Messrs. Blair & Co., 
Ltd., Stockton, have cylinders 24, 40 and 65in., 
by 42in. stroke, with two boilers. Launched, 
24th February. 


Ropner & Sons, Ltd., Stockton. 

Cargo steamer; 358Jft., 
“ Bradford City.” by 50ft. 10in., by 25Jft. 

Built for Messrs. W. R. 
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Smith & Son, Cardiff. The triple expansion 
engines, by the North Eastern Marine Engin¬ 
eering Co., Ltd., Sunderland, indicate about 
1,500 H.P., taking steam from two boilers. 
Trial trip, 15th February. 


Cargo steamer; 328ft., by 

“Birehwood.” 45ft. 8in., by 23ift. Built 
for Messrs. W. W. and W. 
Constantine, Middlesbrough. The triple expan¬ 
sion engines, by Messrs. Blair & Co., Ltd., Stock- 
ton, indicate about 1,100 H.P., steam being sup¬ 
plied by two boilers. Trial trip, 11th March. 


OTHER ENGLISH CENTRES. 


Cammell, Laird & Co., Limited. 

Twin-screw passenger steamer; 
“Snaefell.” 270ft., by 411ft., by 24£ft. 

depth moulded to shelter deck. 
Built to the order of the Isle of Man Steam 
Packet Co., for their winter passenger traffic 
between Liverpool and the Isle of Man. The 
vessel has hi complete shelter deck, with prome¬ 
nade deckhand boat deck amidships, for the use 
of first-class passengers. The promenade deck 
for second-class passengers is provided over the 
deckhouse aft. The first-class dining saloon is 
situated above the shelter deck, one of the 
features being the alcoves, fitted on each side, 
with small party tables for diners during the 
heavy traffic in summer. These alcoves can be 
converted into staterooms in winter. On the 
promenade deck there is a ladies’ cabin, and 
further aft, on the same deck, there are four 
handsomely designed staterooms. The smoking 
room is also a strikingly designed apartment. 
The principal portion of the sleeping accommo¬ 
dation for first-class passengers is on the lower 
deck, forward of the boiler space, and there is 
provision for a large number of berths. The 
second-class accommodation is fitted up aft, 
with a ladies’ cabin above. The propelling 
machinery consists of two sets of triple expansion 
engines with four cylinders balanced on the 
Yarrow, Schlick & Tweedy system, steam being 
supplied by four single-ended boilers working 
under forced draught on the closed-stokehold 
system. Launched at Tranmere Bay, 12th 
February. 

27-knot, turbine torpedo- 
h.m.s. “Racoon.” boat destroyer; 266ft., by 

28ft., by 16ft. The vessel 
is the last of three destroyers building by Messrs. 
Cammell, Laird & Co. for the British Govern¬ 
ment. Launched at Birkenhead, 15th February. 

Passenger and re- 
“ Highland Laddie.” frigerated meat steam¬ 
er ; 420ft., by 56ft., by 
37Jft. depth to shelter deck ; 7,500 gross tonnage. 
Built to the order of Messrs. H. & W. Nelson, Ltd., 
Liverpool, for their South American trade. 


Accommodation is provided for 81 first-class 
passengers on the saloon, promenade and boat 
decks, the dining saloon and the bulk of the 
staterooms being on the first-named deck. 
Leading from the saloon is the main stairway to 
the recreation room above, and above the latter 
is a balcony seated and upholstered in a style 
to harmonise with the room below. The first- 
class smoking-room is a comfortable apartment 
panelled in dark oak. Accommodation for 32 
second-class passengers is provided aft in a 
special deckhouse. The vessel has also accom¬ 
modation for 400 third-class passengers. The 
total capacity of holds and ’tween decks available 
for the carriage of meat is 343,000 cubic feet, 
and the refrigerating plant is one of the most 
powerful afloat. The propelling machinery in¬ 
dicates 4,600 H.P. On the trials, which took 
place on the 5th March, a speed of 15J knots was 
obtained, this being about f-knot in excess of the 
guaranteed speed. 


Cochrane & Sons, Selby. 

Screw trawler ; 135ft. long. Built 
“Lois.” f or the Fleetwood Steam Fishing 
Co., Ltd., Fleetwood. The triple 
expansion engines were constructed by Messrs. 
Amos & Smith, Ltd.,Hull. Launched, 15th 

January. 

Screw drifter ; 80ft. long. 
“Scotch Lassie.” Built for Scotch owners. 

The compound surface- 
condensing engines were constructed by Messrs. 
Crabtree and Co., Ltd., Great Yarmouth. 
Launched, 14th March. 

Screw drifter ; 80ft. long. 
“Lord Leitrim.” Built for the Lowestoft 
Steam Herring Drifters Co., 
Ltd., Lowestoft. The compound surface-con¬ 
densing engines were constructed by Messrs. 
Crabtree & Co., Ltd., Great Yarmouth. Launched, 
15th March. 

Screw drifter ; 83ft. long. Built 
“Torbay ii.” f or Mr. W. T. Tripp, Lowestoft. 

The compound engines were 
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constructed by Messrs. Crabtree & Co., Ltd., 
Great Yarmouth. Launched, 28th March. 


Day, Summers 8s Co., Ltd., Southampton. 

Twin-screw tug; 130ft., by 

“ Neptune.” 25ft., by 12^ft. Built for the 

Southampton and Isle of Wight 
Royal Mail Steam Packet Co. The propelling 
machinery consists of two sets of compound 
surface-condensing engines taking steam from 
two boilers and indicating between 1,400 and 
1,500 H.P. Launched, 23rd February. 


Earle’s Shipbuilding & Engineering Co., Ld., Hull. 

Cargo steamer ; 250ft., by 42|ft., 

-by 20ft. Built to the order of Mr. 

Joseph Constant, London, for the 
Baltic and White Sea trade. The triple expan¬ 
sion engines and two boilers were constructed by 
the shipbuilders. Launched, 15th January. 


Thames Ironworks Co., Ltd., Canning Town. 

ToRPEDO-boat destroyer ; 
H.M.S. “Nautilus.” 267Jft., by 28ft. ; 915 tons 
displacement. The Par¬ 
sons turbine machinery will give a speed of 27 
knots. Launched, 30th March. 


John I. Thornycroft & Co., Ltd., Southampton. 

Twin-screw mine-laying steamer ; 
“ Vuicano.” 110ft., by 19±ft., by lift. Built to 
the order of the Portuguese Govern¬ 


ment, and specially designed for the laying of 
submarine mines and the regulation of torpedoes. 
The vessel is armed with one revolving 18in. 
torpedo tube, placed aft, and carries two sets of 
torpedo-dropping gear at the break of the fore¬ 
castle. There is a mine hold at the stern, and a 
pair of sheerlegs worked by an electric winch for 
launching the mines. A steam windlass is fitted 
forward, and a steam air compressor in the 
torpedo-charging room. A derrick is fitted on 
the fore mast for lifting torpedoes. The bunkers 
have sufficient capacity for steaming 1,000 miles 
at a speed of 10 knots. The propelling machinery 
consists of two sets of tri-compound engines, of 
400 I.H.P., and one boiler of the Thornycroft 
water-tube type working under natural draught. 
The vessel has a speed of 12 knots. Launched, 
5th February. 

Torpedo-boat destroyer ; 
h.m.s. “ Savage.” 920 tons displacement. The 

vessel was launched with 
masts, funnels, guns, boats, etc., in position, and 
the machinery nearly complete. The propelling 
machinery consists of Parsons turbines to give 
the vessel a speed of 27 knots. Unlike all the 
other destroyers previously built at Southampton, 
the Savage will burn coal fuel. Launched, 10th 
March. 


J. Samuel White 8s Co., LtcL., East Cowes. 

27-knot ocean-going tor- 
h.m.s. “Basilisk.” pedo-boat destroyer ; about 
900 tons displacement. 
Launched, 9th February. 


FOREIGN CENTRES. 


Laxevaags Eng. & Shipbuilding Co., Bergen. 

Cargo steamer ; 239Jft., by 
“ Breidablik.” 35ft., by 16ft. lOin. ; about 
1,775 tons deadweight. Built 
for Messrs. Johan C. Giertsens Eftf. (Messrs. 
Schjelderup & Schjott), Bergen. The tri-com- 
pound engines were constructed by the ship¬ 
builders. Trial trip, 4th February. 


SocieW des Forges et Chantiers de la Mediter- 
ranee, La Seyne. 

Twin-screw passenger and 
“Sant’ Anna.” emigrant steamer ; 386ft., by 
57ft. ; 6,000 gross tonnage ; 
about 12,000 tons displacement. Built to the 
order of Messrs. Cyprien Fabre & Co., Marseilles, 


for their Marseilles, Naples and New York 
service. The vessel has accommodation for 80 
first-class passengers and 2,500 emigrants. The 
first-class cabins are specially large and well- 
ventilated, and there are also a number of 
cabines de luxe with bathrooms, etc., attached. 
The dining saloon extends the full width of the 
ship, and a conversation room, smoking rooms, 
ladies’ boudoirs, music saloon, writing rooms, 
etc., are also provided. One of the larger public 
rooms has been so arranged that it can be used 
as a chapel for religious services. The two sets 
of triple expansion engines indicate 9,000 H.P., 
and take steam from seven boilers working 
under Howden’s forced draught. The rapidity 
with which the vessel has been constructed is 
quite exceptional in France, as the keel was only 
laid in August last. Launched, 7th February. 
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Sooieto Anonym© John Cockerill, Hoboken, 
Antwerp. 

Triple-screw turbine 
cross-channel steam¬ 
ers; 361Jft. long; 2,960 
tons. Built for the 
Dover-Ostend mail service of the Belgian State 
Railways. The vessels are generally similar to 


‘Jan Bpeydel” 
and 

‘Pietep de Coninek.” 


addition to most luxurious passenger accommo¬ 
dation, the vessels have been fitted with all the 
latest improvements, including Marconi wireless 
telegraphy, Stone-Lloyd watertight doors, etc. 
The propelling machinery consists of Parsons 
turbines indicating 13,000 H.P., and the contract 
speed is 24 knots. With three 24-knot vessels, 
instead of one as heretofore, the Dover-Ostend 



T.S.S. “Sant’ Anna,” before Launch. 


the popular Princesse Elisabeth engaged on the 
same service, but are slightly larger and expected 
to prove somewhat faster, and in many respects 
they will mark an improvement on that vessel. 
The improvements carried out are largely due 
to the suggestions of Captain Gustave Dubois, 
the commander of the Princesse Elisabeth . In 


service will be accelerated. The Jan Breydel , 
which was launched on the 24th December last, 
arrived on the Clyde on the 31st March for 
exhaustive trials, and the Pieter de Coninek, 
launched on the 7th March, is now being com¬ 
pleted afloat. The two new vessels are the 
largest Anglo-Continental steamers afloat. 


For the ensuing session Mr. James Weir has 
been elected president of the Institution of 
Engineers and Shipbuilders in Scotland, with 
Mr. Thomas Arrol and Mr. E. Hall Brown as 
vice-presidents ; while Messrs. John Ferguson, 
R. T. Moore, A. L. Mellanby, T. Blackwood 
Murray, J. R. Richmond, and W. S. Workman 
have been appointed members of council. 


The oldest vessel in the world now in commis¬ 
sion is the Danish sloop Constance , which was 
built of oak in 1723, and is therefore 187 years 
old. She is 52ft. 6in., by 14ft. 8in., by 6ft. 8in. 
draught, with a gross tonnage of 35, and she is 
at present carrying lime or flour between Danish 
ports 
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tReviews- 


Sailing Ships and Their Story, with 130 illustra¬ 
tions. By E. Keble Chatterton. Price 16/- net. 
(London: Sidgwick & Jackson., Ltd., 3, Adam 
Street, Adelphi, W.C.) 

This is a handsomely produced volume on a 
subject which has a fascination for general readers 
quite as much as for those having every-day con¬ 
nection with the world of shipping. It is 
specially rich in story and picture of the shipping 
of the earlier centuries, and in this respect forms 
a readily available and authoritative compendium 
of, and index to, the records of evolution in 
shipping scattered over many larger works, or 
locked up in libraries or museums. In an intro¬ 
ductory chapter, the author, who writes with 
keen insight and real enthusiasm for his subject, 
surveys the whole field in brief but illuminating 
terms. The main body of the work is divided 
into eight chapters, the titles of which sufficiently 
indicate their scope, e.g., “ Early Egyptian Ships 
from about 6,000 B.C.”; “ Ancient Ships of 
Phoenicia, Greece, and Rome”; "The Early 
Ships of Northern Europe ” ; “ The Development 
of the Sailing Ship from the Eighth Century to 
the Year 1485 “From Henry VII. to the 
Death of Elizabeth (1485-1603)”; “From the 
Accession of James I. to the Close of the 
Eighteenth Century ” ; etc. It is perhaps to the 
section devoted to “ Sailing Ships of the Nine¬ 
teenth and Twentieth Centuries ” that practical 
readers will most readily turn. On the whole, 
it is an interesting resume of the development of 
the period, but there is very little said of the 
evolution in structural design and character, and 
something more might well have been given re¬ 
garding the builders—as distinguished from the 
owners, managers, and navigators—of notable 
ships. To the sailorman and yachtsman the 
concluding chapter on “ The Fore and Aft Rig 
and its Developments, Coasters', Fishing-boats, 
Yachts, etc.” specially appeals. The illustrations 
in this chapter—as indeed throughout the volume 
—are numerous and most helpful to the text. A 
glossary of terms, a pretty exhaustive biblio¬ 
graphy, and a copious index complete the 
volume. Whether regarded as a book which in¬ 
vites straight-on absorption or one to be kept at 
hand for reference, Mr. Chatterton^ work is to 
be warmly commended. 

British Shipbuilding. By A. L. Ayre. Price 2/6. 
(London: The Syren & Shipping, Limited, 91 
and 93, Leadenhall Street, E.C.) 

Owing to the large demand for the series of 
articles originally published in our contemporary, 
The Syren* and Shipping „ from thjTpen* of Mr. 
Ayre, they have now been issued in book form 
under the title of “ British Shipbuilding,” The 


work forms a concise rudimentary treatise on the 
various elements affecting ship' design, and will 
be useful to students of naval architecture as a 
manual explaining clearly the calculations 
necessary in shipbuilding. The first portion of 
the book deals with displacement, the estimate 
of the required amount of displacement, the 
construction of “lines” to fulfil required con¬ 
ditions, the displacement scale and the various 
curves, etc. The important subject of stability 
is also simply explained. Commencing with 
initial statical stability, the writer proceeds to 
discuss the metacentric method of determining 
stability, finding the centre of gravity practically, 
and the effect on stability when a vessel is in 
various conditions, such, for example, as 
grounding, in dock, partly in mud, etc. A 
chapter is devoted to statical stability at large 
angles of inclination, and dynamical and longi¬ 
tudinal stability are also treated. The con¬ 
sideration given to resistance and horse-power, 
including progressive speed trial trips on the 
“ measured mile ” and the precautions necessary, 
is a valuable feature of the work. Other chapters 
discussing the steering and strength of ships, 
freeboard and tonnage, the various types of 
ships, and the determination of scantlings to the 
rules of Lloyd’s Register of Shipping, complete 
the technical portion of the volume, to which has 
been added a series of well written and illustrated 
articles on some notable British shipbuilding 
yards. Considering its size and the data con¬ 
tained, the book is one of the cheapest we have 
seen for some time. 

Other Books received. 

Bulletin de l’Association Technique Maritime, 
Paris, No. 20, 1909 Session. Jahrbuch der 
Schiffbautechnischen Gesellschaft, Berlin, 1910. 
Transactions of the North-East Coast Institution 
of Engineers and Shipbuilders, Yol. XXY., 1908-9, 
and Parts 1, 2. and 3, Yol. XXYI., 1909-10. 
“ The Design of Structures,” fifth edition (revised), 
by S. Anglin, C.E. ; Charles Griffin & Co., Exeter 
Street, Strand, W.C. ; 16/-. “Naval Wars in the 
Baltic during the Sailing-Ship Epoch, 1522-1850, 
by R. C. Anderson, R.N.Y.R., M.A.; C. Gilbert- 
Wood, F.R.G.S., 5 k 3, Arundel Street, Strand, 
W.C.; 15/- net. “ Warships : a Text-book of the 
Construction, Protection, Stability, Turning, etc., 
of War Yessels,” fourth edition (with extra 
matter and illustrations), by Edward L. Attwood, 
M.I.N.A.; Longmans, Green & Co., 39, Pater¬ 
noster Row, E.C. ; 10/6 net. “ Who’s Who, 1910, 
in cloth 10 - net or full limp leather 12/6 ; “Who’s 
Who Year Book, 1910,” 1/- net; “The English¬ 
woman^ Year Book and Directory, 1910, 2/6 net; 
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and “The Writers’ and Artists’ Year Book, 1910,” 
1 /- net; A. tfeC. Black, Soho Square, London. “ The 
Directory of Shipowners, Shipbuilders, and Marine 
Engineers, 1910”; Directory Publishing Co., 3, 
Ludgate Circus Buildings, E.C.; 10/-. “The 
Royal Navy List and Naval Recorder ” (quarterly), 
January, 1910; Witherby & Co., 32(1, High Hol- 
born, London; 10/-. “Pocket-Book of Marine 
Engineering Rules and Tables,” t3nth edition, by 
A. E. Seaton, M.Inst.C.E., M.I.Mech.E., M.I.N.A., 
and H. M. Rounthwaite, M.I.Mech.E., M.I.N.A.; 
Charles Griffin & Co., Exeter Street, Strand, W.C.; 
8/6 net. “ Know Your Own Ship,” eleventh 
edition, by Thomas Walton, Naval Architect; 
Charles Griffin & Co., Exeter Street, Strand, W.C.; 
7/6. “The Design of Condensing Plant: a Practical 
Treatise,” byF. W. Wright; Technical Publishing 
Co., Ltd., 55 A 56, Chancery Lane, W.C.; 3/6 net. 
“ Cassier’s Magazine,” Special Railway Number; 


$Proceedings of tfye 

Institution of Naval Architects. 

The papers read at the Spring meetings are 
fully dealt with elsewhere in the present issue. 
Institute of Marine Engineers. 

44 Cylinder Losses and the Adiabatic Expansion 
of Steam with and without Superheat.” By Mr. 
J. Clark. (17th January.) 

44 The Care of Ships’ Electric Installations.” 
By Mr. T. R. Stuart. (31st January.) 

44 The Application of Oxy-Acetylene Welding 
to the Repair of Marine Boilers and Hulls.” By 
Mr. L. M. Fox. (21st February.) 

44 An Improved Apparatus for Warping, 
Winding and Hoisting on board Ship.” By Mr. 
Jas. R. Liddle. (21st March.) 

Institution of Mechanical Engineers. 

Ninth Report to the Alloys Research Com¬ 
mittee on the Properties of Some Alloys of 
Copper, Aluminium, and Manganese, with an 
Appendix on the Corrosion of Alloys of Copper 
and Aluminium when exposed to the Sea ; by 
Dr. W. Rosenhain and Mr. F. C. A. H. Lantsberry. 
(21st January.) 

Institute of Metals. 

44 The Properties and Constitution of Copper- 
Arsenic Alloys.” By Mr. G. D. Bengough, M.A., 
and Mr. B. P. Hill, M.Sc. (18th January.) 

44 The Analysis of Aluminium or its Alloys.” 
By Dr. R. Seligman and Mr. F. J. Willott. 
(18th January.) 

44 Assay of Industrial Gold Alloys.” By Mr. 
E. A. Smith. (18th January.) 

44 The Use of Carbonaceous Filters in the 
Smelting of Zinc as employed in the Hopkins 
Fumeless Zinc Process.” By Mr. C. 0. Bannister. 
(19th January.) 


Louis Cassier Co,, 33, Bedford Street, Strand, 
W.C.; 2/6. “The Fleet Annual and Navy Year- 
Book, 1910,” compiled by Lionel Yexley ; “The 
Fleet,” Limited, 411a, Harrow Road, W.; in 
paper 1/- net or cloth boards 2/6 net. “The 
Trade of Hull and the Humber Ports,” Annual 
Review ; “ The Eastern Morning & Hull News ” 
Co., Ltd., Hull. 

The Publishers of “ The ShipbuilderNewcastle- 
on-Tyne , will be pleased to supply to readers any of 
the books referred to above at the prices mentioned. 

Catalogues received. 

Alfred Brown, 9, Lawson Street, Barrow-in- 
Furness ; illustrated catalogue of Steel Castings 
manufactured at the Skoda Works, Pilsen, 
Bohemia. The Electric & Ordnance Accessories 
Co., Ltd., Cheston Road, Aston, Birmingham; 
illustrated booklet on “The Modern Method of 
Driving Machinery by ‘ Eoa ’ Electric Motors.” 


Weednieal Soeieties. 

44 The Failure in Practice of Non-Ferrous 
Metals and Alloys, with particular reference to 
Brass Locomotive Tubes.” By Mr. T. Y. 
Hughes. (19th January.) 

44 A Contribution to the Study of Phosphor- 
Bronze.” By Mr. 0. F. Hudson, M.Sc., and Mr. 
E. F. Law. (19th January.) 

44 Notes on a Suggested Record of Analyses.” 
By Mr. C. A. Klein, (19th January.) 

Institution of Engineers and Shipbuilders in 
Scotland. 

44 The Design of Surface Condensers.” By Mr. 
R. M. Neilson. (1st February.) 

44 Steamship Repairs by Electric and Autoge¬ 
nous Welding.” By Mr. A. Scott Younger, B.Sc. 
(22nd February.) 

44 Some Tests on Board Ship to ascertain the 
Water Consumption of Engine Room and Deck 
Auxiliaries.” By Mr. C. F. A. Fyfe. (22nd 
March.) 

North=East Coast Institution of Engineers and 
Shipbuilders. 

44 The Corrugated Sides of the s.s. Monitoria 
and their Effect.” By Mr. Arthur H. Haver. 
(18th February.) 

44 A Heat Diagram for Use in Steam Turbine 
Design.” By Mr. John Morrow, M.Sc., D.Eng. 
(21st March.) 

Liverpool Engineering Society. 

44 The Power Equipment of a Modern Ship¬ 
yard,” By Mr. J. H. Collie. (12th January.) 

44 The Design and Construction of Suction 
Tubes for Sand-pump Dredgers.” By Mr. J. R. 
Biggs, B.A. (3rd February.) 
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NOTICES. 


To Correspondents. 

The Editor solicits any suggestions from readers 
for the improvement of the periodical, and every 
consideration will be given to contributions and 
illustrations offered for publication in The Ship¬ 
builder. Correspondence must be accompanied by 
the writer’s name and address, not necessarily for 
publication, but as a guarantee of good faith. It 
is preferred, however, that articles published 
should be signed by the writer. 

Shipbuilders and marine engineers are requested 
to send, for insertion, reports of their launches, 
trial trips, etc. ; and publishers are invited to for¬ 
ward, for review, copies of new books on subjects 
of interest to those engaged in shipbuilding and 
marine engineering. 

Communications should be addressed to the 
Editor, The Shipbuilder , Newcastle-on-Tyne. 

Subscriptions, Home and Foreign. 

The Shipbuilder is published four times a year— 
on the 15th of January, April, July, and October 
respectively. The periodical will be supplied direct 
from the Publishers, for twelve months, post free, 
at the following rates, payable in advance :— 

For the United Kingdom ... ... 3s. Od. 

For all places abroad ... ... 3s. 6d. 


Remittances should be forwarded to the Publishers 
of The Shipbuilder , Newcastle-on-Tyne. 

United States Subscribers. 

For the convenience of residents in the United 
States, copies of The Shipbuilder can be purchased 
from Mr. Henry Arnott, New York Shipyard, 
Camden, N\J., as well as direct from the Publishers. 

Advertisements, 

As the only British periodical entirely devoted 
to Shipbuilding, Ship-repairing, and Marine Engi¬ 
neering, and as the recognised organ of these great 
industries, The Shipbuilder offers an unequalled 
advertising medium, 

Provincial advertisers should communicate with 
The Shipbuilder Press, Townsville House, Heaton, 
Newcastle-on-Tyne. Telegrams: “ Amidships, 

Newcastle-on-Tyne.” Telephone, No. 450 City. 

London advertisers should address correspon¬ 
dence to Mr. C. Gilbert-Wood, F.R.G.S., Dacre 
House, Arundel Street, Strand, London, W.C. 
Telegrams: “Gilberwood, London.” Telephones, 
Nos. 4680 and 4680A Gerrard. 


THE “MAURETANIA” SOUVENIR NUMBER. 


As we go to press, we have still on hand a 
limited number of copies of the special Mauretania 
Number (2nd edition) containing a full description 
of the famous liner, her turbine machinery and 
auxiliaries, and illustrated with 200 plans, draw¬ 
ings, coloured plates of the passenger accommoda¬ 
tion, etc., etc. We shall be glad to supply copies 
so long as our stock lasts at 4s. 6d. in the British 
Isles, or 5s. Od. abroad, post free. The copies now 


offered are tastefully bound in cloth. Our supply 
of copies in paper covers is exhausted, and no 
further edition will be issued. 

The set of four coloured plates presented with 
the Mauretania Number will be sent to any reader 
on receipt of a remittance of 8d. 

Remittances should be addressed to the Pub¬ 
lishers of The Shipbuilder , Newcastle-on-Tyne. 


OUR FOURTH VOLUME. 


As the present issue (No. 16) completes 
Volume IV. of The Shipbuilder , and as many of 
our subscribers will doubtless be desirous of 
having their copies bound, we have prepared 
specially designed covers, in red art cloth, em¬ 
bossed in gold, and uniform with the cases we 
supplied for Volumes I., II., and III. We shall 
forward one of these covers to any address at 
home for 2s. Od., or 2s. 6d. abroad, post free. 

Complete copies of Volume IV., bound as 
described above, will be supplied at 6s. Od. to 


addresses at home, or 6s. 6d. abroad, post paid. 
Bound copies of the four ordinary numbers 
constituting either Volume II. or Volume III. can 
also be obtained at the same price 

With the exception of No. 2, Vol. I., all back 
numbers of The Shipbuilder are still in print, 
and can be obtained at 9d. per copy, or lOJd. 
abroad, post free. 

Remittances should be addressed to the Pub¬ 
lishers of The Shipbuilder , Newcastle-on-Tyne. 


Published by The Shipbuilder Press at Townsville House, Heaton, Newcastle-on-Tyne, and by the Gilbert-Wood Press at Dacre House 
and Granville House, Arundel Street, Strand, London, W.C.; and. printed by R. Robinson & Co. Ld., Newcastle-on-Tyne. 




































































